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A SITUATION 





THAT NEEDS AN ANSWER 


..- AND SOON! 


America is entering a new 
phase of its war production... 
a phase presenting a problem 
that needs an answer soon! 


The vast war plant construction 
program is nearly finished. This 
gigantic undertaking . . the building 
and equipping of new factories at a 
cost approximating $17,000,000,000 
.. has involved tremendous ship- 
ments and has put an unprecedent- 
ed burden on the railroads. But as 
the Baruch Report states, “about 
75 percent (of the program) is to 
be finished in January—and all of 
itabout July 1, 1943.” 


So now we’re starting the 
period of intensive production 
on the assembly lines, where 
Trucks and Trailers serve liter- 
ally as conveyors. And with 
their share of the load thus in- 
creasing, there arises the ques- 
tion: 


Where are the Trucks and 
Trailers to come from? 


Here are just a few examples, 
typical of the nation-wide picture, 
showing the extent to which indus- 
try depends on motor transport: 


@ In 741 war plants in Michi- 
gan, 65 percent of incoming 
and 69 percent of outgoing 
freight shipments are by truck. 
@ One automotive prime con- 
tractor has extended his assem- 
bly line 125 miles to include 
the facilities of four subcon- 
tractors in three towns... and 
all shipments are by truck. 

@ A company making auto- 
matic cannon, comprising 127 
parts, actually processes only 
3 of those parts itself, and gets 
most of the others by motor 
transport. 


@ Another, producing anti-air- 
craft guns, depends on trucks 


FRUEHAUF TRAILER COMPANY 


for most of the 180 different 
parts made by subcontractors. 
@ Airplane engine heads are 
trucked from Ohio to Connec- 
ticut .. 600 miles in 22 hours. 


Many motor transport hauls are 
short. Many are long . . 500 to 
1,000 miles or more. In every in- 
stance, they are made by motor 
transport solely because it gives 
better service .. usually because 
it makes delivery in one-half 
to one-third the time of other 
available methods. 


American railroads are proud .. 
and justly so .. of their war job. 
Near-miracles have been accom- 
plished in their movement of goods 
and men. There has been no hint of 
a breakdown such as handicapped 
us during World War I. 


But even here, motor trans- 
port must be given a share of 
the credit. For, besides handling 
innumerable specialized hauls that 
couldn’t be handled efficiently, if at 
all, by any other method, Trucks 
and Trailers serve as the connecting 
link between industry and the rail- 
roads in a vast number of instances. 
In 1917-18, there was, of course, no 
great motor transport system to co- 
ordinate our industrial organization 
and give every factory, however 
small or isolated, quick access to 
materials and to rail facilities. 


Another index of the railroads’ 
reliance today on motor transport 
is the fact that they now own 80,000 
trucks, an increase of 800 percent 
in the past ten years. 


The railroads were allocated 
critical materials sufficient to put 
56,000 new freight cars and 575 
new locomotives into service during 
the first nine months of this year. 
But just what is the situation 


regarding motor transport 
equipment? 


Truck and Trailer deliveries 
were “frozen” last January. Pro- 
duction for non-military use was 
stopped June 30. The stockpile of 
Trucks and Trailers is insufficient 
for the duration, even if the war 
should end sooner than the most 
optimistic forecasts. Further, some 
of this stockpile will likely be taken 
for direct military use. Yet, the 
Trailer industry has had idle 
production capacity available 
for use all this time. 


The necessity for “freezing” Truck 
and Trailer deliveries is question- 
able so far as motor transport oper- 
ators are concerned. These car- 
riers render a service as essential as 
the railroads—yet their vehicles use 
far less critical materials per ton- 
mile. 


Rubber was and still is a scarce 
item, and the solution to this is to 
deny its individual use wherever it 
is being wastefully used. It must, 
as stated in the Baruch Report, be 
provided for our busses and essen- 
tial trucks—for the vehicles which 
provide high-speed, mass movement 
of war freight and war workers. 


Restricting these vehicles is like 
putting a governor on a factory ma- 
chine and deliberately reducing its 
efficiency. 


Let us remove all restrictive 
shackles hampering motor 
transport. Let us provide all the 
rubber and fuel and parts motor 
transport requires to do its job. 


And, if America is to have ve- 
hicles for 1943, users of these 
vehicles must petition ODT and 
WPB now to permit their manu- 
facture — while production fa- 
cilities are still available. 
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A typecaT example of B. F. Goodrich development in truck tires 


——- a 50-year dream of tire 
engineers, The B. F. Goodrich 
Company announces an invention 
which eliminates the use of inner tubes 
in heavy vehicle tires. 


Tested and Proved 

The new B. F. Goodrich tubeless 
tire has been tested and proved both 
in the laboratory and on the highway 
and is now undergoing further impar- 
tial tests. While the amount of rubber 
saved by this new invention varies de- 
pending upon the size of the tire, the 
saving is approximately 7% to 17% 
of the rubber content of the casing, 
tube, and flap combined. 





Here are a few of the many B. F. Goodrich ‘‘Firsts’’ 


The Silvertown that doesn’t need a 
tube has been made possible by a 
simple change in truck tire design plus 
a mechanical device the details of 
which are being kept secret in the in- 
terest of national defense. The tire is 
inflated just like any ordinary tire and 
tube — but instead of the air going 
into a tube, it goes directly into the 
tire and stays there. 


If put into use during the war, the 
tubeless tire will be a major step in the 
conservation of America’s precious rub- 
ber stockpile. That’s good news to all 
of us. And it’s good news to every 
truck and bus operator to know that 





First in America to build cord tires 
for automobiles. — 


First to develop a black tread for 
longer tire wear. 


First to make airplane De-Icers. 


First to build a successful endless 
rubber track for vehicles. 


First to make the Zipper overshoe. 


First to offer American car owners 


synthetic automobile tires. 


First to discover Duramin, a combi- 
nation of chemicals that makes 
rubber resist ageing. 


First n the field of vinyl elastics with 
the discovery of Koroseal. 
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-saving dealin Gijdleng. 
vings for commercial users 





after the war inner tubes may become 
a thing of the past. 

Remember, the inner tube is the 
source of much tire trouble. Do away 
with the tube and you have eliminated 
the cause of many, many failures! 
Mounting tires is easier. And repairs 
can be made quickly because there is 
no tube to consider. Just think what 
this would mean in terms of lower 
costs, fewer delays, and simplified re- 
pairs! It’s too early to make promises 
—but here is a hint of more good 
news to come later. In war or peace, 
you can always look to B. F. Goodrich 
for leadership. 
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The Associated Trattic Clubs 


The Associated Traffic Clubs of America has seen 

its opportunity and duty in this emergency situa- 
tion and has decided, despite the general unpopularity 
of “conventions” when transportation is congested and 
men are or ought to be so busy in the war effort, to 
hold its annual convention January 19 at St. Louis. It 
is understood that the plan has the tacit approval of 
Director Eastman, of the Office of Defense Transporta- 
tion, though he has made no formal commitment to 
that effect, and that he may be a speaker. It is to be 
hoped that he will be. 

The idea is to make this convention a one-day 
affair, devoid of all trimmings in the way of entertain- 
ment, the attendance to be confined, as far as possible, 
to bona fide delegates from member clubs—and these 
limited not only in number but to persons who will be 
valuable in taking part in the deliberations of the meet- 
ing and conveying its import and its action to the mem- 
bers of the clubs they represent. It is intended to be 
and should be devoted entirely to the subject of how 
the kind of men and women who compose the traffic 
clubs can, as individuals, through their clubs, and 
through their national organization, make themselves 


useful in the war effort and in post-war transportation 
developments. 

We congratulate the organization on its decision 
and shall do everything in our power to assist. It has 
in recent years rather fallen from grace in that it has 
tended to be a “good time” association, doing little of 
value outside of its educational work, which, as we have 
pointed out before, could be as well done without the 
expense and time consumption of two conventions a 
year. It could be as well done, we think, without these 
“stimulating” conventions because the kind of men in- 
terested in the educational work of the clubs are the 
kind of men who would be interested whatever the ma- 
chinery set up. They do not need parties and dances 
and the like. 

The program for the convention remains to be de- 
cided on in detail. We suggest that it should consist of 
addresses by men who are able to speak authoritatively 
of the relation of transportation to the war effort, in- 
telligently as to conditions that should be brought about 
in this field after the war, and the part that the traffic 
club personnel can and should play. There should be 
discussion by the delegates and, perhaps, definite action 
taken, subject to ratification by the member clubs—and 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply to mew transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
Dortation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do ne by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification ef Commission procedure. . 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to ys the cr + agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industria! traffic men that —z 
must equip themselves to give the sort of service that 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
Mendations for legislation. 
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Move the Commission to Chicage. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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for this reason intelligent and earnest delegates—not 
play boys—should be sent by the clubs as their repre- 
- sentatives at the convention. One or two delegates of 
this kind from each club would be enough. 

As one way of contributing to this effort and effec- 
tive results from it, we shall publish in full the proceed- 
ings of the convention, hoping that they will justify 
such publication, and make a wide free distribution of 
our convention number to members of traffic clubs who 
are not subscribers for our magazine. In order to help 
defray, in part, the expense of this undertaking we 
shall call on transportation agencies and others inter- 
ested in the dissemination of sound doctrine among 
traffic club members to carry advertising in the con- 
vention number, promising them not only the satisfac- 
tion of contributing to a good cause but the profit from 
advertising at regular rates in an issue that will have 
extraordinarily wide distribution among the kind of 
people they are trying to reach with their goods and 
their services. 


0. P. A. and Transportation Rates 


The power-grasping Leon Henderson, director of 
® the Office of Price Administration, is on record 
now, not only as to his wishes and intentions with 
respect to increases in transportation rates, but as to 
his authority in the matter. He is wrong. He may 
appear as a litigant before the Interstate Commerce 
Commission in opposition to proposed rate increases, 
if he wishes to do so, but there his function ends. 

In considering his statement that, “while the Nor- 
ris amendment didn’t state in concrete terms that the 
O. P. A. should freeze railroad rates, it certainly in- 
cluded that implication,” and that they “must be con- 
trolled if inflation is to be controlled,” a few facts should 
be recalled. 


The law cannot be called the “Norris amendment.” 
It is a compromise agreed to by the conferees on the 
price control bill and it is entirely different from the 
“Norris amendment,” as passed by the Senate. 

The “Norris amendment,” as approved by the 
Senate, provided that rates charged by any common 
carrier or other public utility on September 15, 1942, 
“shall not be increased without the consent of the Pres- 
ident. . . .”” The House conferees refused to agree to 
that and the compromise—now the law—provides that 
“no common carrier . . . shall make any general increase 
in its rates or charges which were in effect on Septem- 
ber 15, 1942, unless it first gives thirty days’ notice to 
the President, or such agency as he may designate, and 
consents to the timely intervention by such agency 
before the federal, state, or municipal authority having 
jurisdiction to consider such increase.” 

This part of the act is embodied in a proviso to the 
part giving the President power to issue a general order 
stabilizing prices, wages, and salaries affecting the cost 
of living, and to make adjustments in prices, wages, and 
salaries to the extent that he finds necessary to aid in 
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the effective prosecution of the war or to correct gross 
inequities. 

If Henderson is talking about the law and not the 
Norris amendment, as passed by the Senate, where jg 
the “implication” that O. P. A. should freeze railroad 
rates? The only fair implication is that Congress recog. 
nized that railroad rates were regulated by the Inter. 
state Commerce Commission and all it did was to pro. 
vide time for the O. P. A. to appear before that body 
and protest, if it chose to do so, any proposed “general” 
increases in rates, so that such increases, if permitted 
by the Commission, could not be made effective with- 
out the O. P. A. having submitted its views. 

The Norris amendment would have placed all rate 
increases under the control of the President. The sub- 
stitute, as agreed to by Senate and House conferees 
and as approved by Congress, relates only to any “gen- 
eral increase” in rates and provides simply that notice 
of such proposed increases be given. 

The O. P. A., in its definition of ‘‘general increase,” 
has included virtually every rate a common carrier may 
wish to increase. Congress did not say “all rate in- 
creases,” as did the Norris amendment. It said only 
“general increases.” Those words, to those familiar 
with the regulation of rates, have a much narrower 
meaning than that given by the O. P. A. in its Pro- 
cedural Regulation No. 11. 

The O. P. A. says a “general increase” is any 
change in rates, fares, classifications, rules, regulations, 
or practices ‘‘which results in an increase in the charges 
for transportation . . . applicable to a class of pas- 
sengers, shippers or customers . . . as distinguished 
from an increase of rates or charges applicable to a 
particular customer or transportation service under 
special arrangement.” 

Railroad rates, of course, generally are not made 
for ‘a particular customer,” and the O. P. A. definition 
would require the filing of notices clearly not contem- 
plated by the law. If Congress had meant to say all 
rate increases, why did it not say so, particularly when 
that was the language used in the Norris amendment, 
approved by the Senate? The conferees clearly intended 
to change the language so that all rate increases would 
not be subject to the terms of the proviso as agreed to. 

Quite aside from the question we have been dis- 
cussing—his powers and authority in the premises— 
even if Henderson were right in his general conception 
of his function, his action in defining ‘general increases 
in rates,” over which he claims control, and issuing 
detailed instructions, is a fine example of the kind of 
New Deal government we are having. Congress would 
simply have said, or implied, according to his theory, 
that he should have control over general increases. 
Thereupon, he proceeds to set up his own definition of 
what general increases are and to issue instructions as 
to what the carriers must do, and they are supposed to 
obey. The unfortunate thing is that they very likely 
will do so. They haven’t much fight or self-respect in 
them. We shouldn’t be surprised to see them accept not 
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only Henderson’s general assumption of power—which 
is ridiculous—but also his definitions and instructions, 
which are also ridiculous, both per se and because he 
has no authority to issue them. They ought to be doing 
exactly what we are doing in contesting Henderson’s 
cdaim of power, instead of refusing to say anything. 


Letting Go of the Bear’s Tail 


It now appears that the public and the carriers 

® were laboring under a misapprehension when they 
believed that Thurman Arnold’s investigation into rate- 
making activities was aimed at rate bureaus and their 
“established activities.” Mr. Arnold’s boss, Attorney 
General Biddle, in a statement last week, said so. The 
real object of the proceedings, he said, was merely to 


beet at a “few flagrant abuses of the joint method of 


rate initiation which involve coercive practices, such as 
intimidation, fomenting of strikes, and boycotts.” 


In carrier circles and among shippers who have 
been wondering what kind of rate problems they would 
be up against were the bureau system declared illegal, 
the Attorney General’s statement brought sighs of re- 
lief. It also raised the question: “‘Who was under a 
misapprehension?” Everything the anti-trust division 
had done in the matter, up to about the time the Attor- 
ney General issued his explanation, and a number of 
things Mr. Arnold had said before he instituted the 
investigation, indicated that it was the bureaus and 
their methods that were under attack. A year ago, Mr. 
Arnold, in a public address, after asserting that the 
bureaus ‘denied freedom to initiate rates or to inaugu- 
rate new transportation practices” to individual car- 
riers, said their methods of “‘controlling rates” had “no 
warrant in law” and “should not be tolerated.” 


The subpoenas served on rate bureaus and their 
carrier members called for a great deal of material, 
including such things as articles of incorporation. At 
the time they were first issued, now nearly two months 
ago, Mr. Arnold said his effort was to collect evidence 
to support charges made by him in public addresses that 
carriers, through their rate bureaus, fixed transporta- 
tion charges in violation of the anti-trust laws. He said 
nothing then, nor since, about confining_his investiga- 
tion to “a few flagrant abuses of the joint method of 
rate initiation.” 

We do not believe that the view, held by those 
from whom cartloads of evidence was demanded, and 
those others who were watching the proceedings care- 
fully, that they were, indeed, an attempt to show alleged 
illegality of the rate-making machinery, was a mis- 
apprehension. If it was, it was a misapprehension fos- 
tered by Mr. Arnold and his associates. The view was 
expressed in these columns from the beginning, in 
newspapers, and wherever producers and users of trans- 
portation gathered. Mr. Arnold and his associates could 
not have been unaware of the fact that it was widely 
held. But he and his superior did nothing to dispel it 
until seven or eight weeks had passed. 
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There is, we think, ground for the supposition that 
it was Attorney General Biddle who was laboring under 
a misapprehension. Perhaps he did not appreciate fully 
into what folly Mr. Arnold was delving. Undoubtedly, 
he knew nothing about transportation rates or the man- 
ner in which they were made—even less than did Mr. 


Arnold. Once the thing got under way, however, and 


the bear Mr. Arnold had by the tail began to growl, 


Mr. Biddle probably was made aware of what was going 


on. There had to be some way to back down without 
too great a loss of face either by himself or his division 


head. Hence, the ease with which the important part 


of the whole proceeding was dismissed as a “misappre- 
hension.”’ 


The division now has a few carloads of documents 
to comb. Among them it can probably find a few pieces 
of evidence pointing to “flagrant abuses” (although we 
find it hard to imagine how such abuses “foment 
strikes’) and an individual here and there may be in- 
dicted. The tempest has dwindled to tea-pot propor- 
tions. For a while, however, it had indications of being 
a good rousing storm; there certainly was apprehension, 
but no misapprehension. 


Proposed Oil Rate Revision 


The Commission has denied the petition of complainants 
in No. 28760, Subs. 1-5, Midland Cooperative Wholesale vs. 
Abilene & Southern Railway Co., et al., that the proceedings 
be placed on the suspense docket for the period of the present 
emergency and until conditions are stabilized. The original 
complaint (see Traffic World, Sept. 5, p. 530) alleged that rates 
charged for the transportation of low grade petroleum prod- 
ucts, in carloads, from points of origin in Kansas, Oklahoma, 
Arkansas, Louisiana and Texas, to points of destination in 
Minnesota, North Dakota, South Dakota, Wisconsin, Iowa, Illi- 
nois and Missouri, were unreasonable, unjustly discriminatory 
and unduly preferential and prejudicial in violation of sections 
1, 2 and 3 of the act. The complaint said that its members 
were engaged in the marketing of petroleum products, in com- 
petition with other fuels, and in the marketing of petroleum 
road oil and/or asphalts in competition with other paving and 
building materials, on which, the complaint said, the defendants 
charged and collected lower rates for the transportation of 
these commodities from the same origin territory to the desti- 
nation territory named in the complaint. 

In its petition to have the proceedings placed on the sus- 
pense docket for the period of the present emergency and until 
conditions were stabilized, complainants said that the com- 
plaints were prepared in October of 1941 without any thought 
of the involvment of the United States in the war, which had 
revolutionized the entire commercial structure of the oil indus- 
try as well as the entire transportation system. The petition 
said, further, that “based upon the facts available and pre- 
sented, many questions, determinative of the issues involved, no 
longer exist, and today the question of reasonableness of rates, 
movement of traffic, etc., are moot questions.” These, and other 
facts, said the petition, had so changed that the testimony pre- 
sented could be of no value. It was impossible, said the peti- 
tion, to anticipate what conditions will exist after the present 
emergency. 

The petition said that, at the hearing, a great majority of 
the parties expressed their opinion that the case should be sus- 
pended, “which included many of the complainants, but be- 
cause testimony had been prepared and some of the complain- 
ants anticipated a restoration of normal conditions, they were 
not willing to join in the request.” The brief said further: 

Not only would it be humanly impossible for any tribunal to ignore 
present conditions and consider only the record made in this case, it 
would be improper, unjust, and result in abortive decision for this tri- 
bunal to decide the issues involved in this case on the record as made, 
and that in fairness to this tribunal and to the parties litigant, it would 
be necessary to ask that this case be reopened and an entirely new 
record be made, in which event it is not a violent presumption to sug- 


gest that such a record would be valueless by the time it could be tran- 
scribed. 


Opposition to the complainants’ petition for suspension 
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came from the Indiana State Chamber of Commerce, com- 
plainant in No. 28793, Indiana State Chamber of Commerce, 
vs. A. W. & W. et al. which, said its reply to the instant peti- 
tion, was heard on a consolidated record in No. 28760. The 
reply of the Indiana chamber of commerce said that it was 
unwilling to have its interest in this proceeding disposed of 
in any other manner than a reasonably prompt determination 
of the issues as they affected its interests, and that some of the 
very conditions which the complainant referred to made it 
more imperative that prompt and regular disposition of the In- 
diana case be had. 


The answer of the defendant carriers to the petition for 
suspension of the proceedings said that the facts as set forth 
by the complainants could not be controverted. However, said 
the carriers, to place the case on the suspense docket would 
require the Commission and defendants to continue to keep 
their files current. They said it seemed that the best pro- 
cedure would be to dismiss the complaint. If, said the car- 
riers, the Commission was not disposed to dismiss the case 
without prejudice, their alternative suggestion was that the 
case be decided on its merits and a report issued in the usual 
manner. 


Motor Stockholder Intervention 


Answering a petition of stockholders of the applicant for 
permission to intervene, and asking that the Commission reopen 
the proceedings in MC 63517, Sub. 8, Petroleum Carrier Cor- 
poration Common Carrier Application, involving transportation 
of petroleum and petroleum products, in bulk, in tank trucks, 
between points in Fla., Ga., Ala., Miss., Tenn., N. C., and S. C., 
over irregular routes, the law and enforcement section of the 
Commission’s Bureau of Motor Carriers said that the petitioners 
had no meritorious grounds to intervene, and asked that the 
petition for further hearing be denied. 

The proposed report of Examiner Hand, served April 10, 
recommended finding that applicant had not established that 
it was fit, willing, and able properly to conduct the proposed 
operation. The stockholders, in their petition, said that the 
examiner’s findings were not supported by the record, and that 
he “was largely influenced in his recommendation by the un- 
successful efforts of various protestants . .. to show that appli- 
cant is under the domination and control of some interest not 
disclosed of record.” Control of the applicant by any other in- 
terest, said the petition, was not even suggested of record. Peti- 
tioners introduced into the record copies of letters, which, they 
said, had been mailed to the Commission by two officers of the 
Gulf Oil Corporation. These letters, they said, stated definitely 
that neither Gulf nor any of its subsidiary or affiliated com- 
panies owned any stock in applicant. The petitioning stock- 
holders asserted that their financial interests in the applicant 


were in serious jeopardy as a result of the examiner’s recom- 
mendation. 


The answer of the section of law and enforcement to the 
petition said that petitioners had no grounds, as stockholders 
of applicant corporation, to intervene because their interests 
were properly represented by the corporation. The answer 
said, further, that the evidence proposed to be offered would 
not, if received, affect the conclusions which had been reached, 
and that it was within the discretion of the Commission to deny 
a petition for rehearing. Neither was there any showing sur- 
prise, or lack of ample opportunity, said the brief, to have made 
known any interest applicants might have had in the applicant 
corporation. It further noted that, even if this was a proceeding 
in which a stockholder could rightfully intervene, “it is impos- 
sible to see how these petitioners could claim that right because 
of the questionable circumstances and unexplained stock trans- 
actions which preceded their acquisition of their stock.” 

The brief further said that, as the book value of the stock 
had increased, no basis was shown for petitioners’ allegations 
that their financial interests in applicant were jeopardized as a 
result of the proposed report. The petition had been filed too 
late, said the brief, in that it was filed nearly eight months 
after the conclusion of the final date of the hearing, and nearly 
seven months after the issuance of the examiner’s proposed 
report. In support of the right of the Commission to deny a 
rehearing, the brief said that the Commission’s rules followed 
the general principles of law on this subject, and provided 
for intervention by proper parties, prior to or at the hearing, 
but not after the hearing, unless good cause was shown. In 
conclusion, the brief said that petitioners’ allegations as to the 
influence of protestants in the recommendations of the exam- 
iner were unsupported by the record. 


PETROLEUM TRANSPORTATION 
Chairman Lea, of the House interstate and foreign com- 
merce committee, has made public a letter from President 
Roosevelt to former Representative Cole, of Maryland, reply- 
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ing to a letter sent by the latter to the President, containing 
a report on work of the petroleum subcommittee of the House 
interstate and foreign commerce committee and on the petro. 
leum situation generally (see Traffic World, October 31, p, 
1043). Mr. Cole is now a judge on the U. S. Customs Court 
at New York City. 

“I share your view that further centralization in the ag. 
ministration of oil matters is desirable,” said President Roose. 
velt in his letter. “As a matter of fact, this subject has been 
under consideration for some time and I expect that a de. 
cision will be announced in the near future. Although the fina] 
details have not been determined, I think that the contem. 
plated organization arrangement will meet in principle the ree. 
ommendations that you have made.” 

The President expressed appreciation of the work that Mr. 
Cole had done as chairman of the subcommittee that con. 
ducted investigations of the petroleum industry and said he 
was wholeheartedly in accord with Mr. Cole’s recommendation 
that the committee be continued. 


PIPE LINE STATISTICS 


Large oil pipe line companies—those having annual operat- 
ing revenues of more than $500,000—reported to the Commis- 
sion that they had transportation revenues totaling $58,519,993 
for the third quarter of this year as compared with $59,823,142 
for the corresponding period last year, a decrease of 2.2 per 
cent, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of transportation reve- 
nue and traffic of those companies, statement Q-600. The car- 
riers, 44 in number, reported that they originated on line and 
received from connections 441,474,427 barrels of oil for the 
third quarter of this year as compared with 390,222,968 barrels 
for the like quarter of last year. 


EXCESS TANK CAR MILEAGE 


The Commission, division 3, by an order dated November 
17, entitled Payment for Excess Empty Mileage on Tank Cars 
Accumulated During the Last Six Months of the Year 1941 
and for Excess Empty Mileage on Tank Cars for the Year 
Ending December 31, 1942, authorized and directed rail car- 
riers, with the exception of the Belt Railway Co. of Chicago, 
parties to Jones’ tariff I. C. C. 3309, to include mileage accu- 
mulated on tank cars in 1942 in an accounting period ending 
as of December 31, 1942. The order also directed that pay- 
ment for excess empty mileage during the year 1942 be made 
on the basis of rules established effective May 1, 1942. The 
order further authorized and directed carriers to hold in sus- 
pense loaded or empty balances on tank cars existing as of 
December 31, 1941, except such excess empty mileage subject 
to bill as of that date, until the provisions of Rule 3%, con- 
tained in supplement 8 to the aforementioned Jones’ tariff, 
should become non-operative. At that time, said the order, the 
mileage held in suspense should be included in the existing 
accounts under the provisions of the tariff then governing. 

The Commission said it was of the opinion that the collec- 
tion of charges for excess empty mileage on tank cars accu- 
mulated in 1942 on the basis of rules other than those estab- 
lished effective May 1, would result in the exaction of unjust 
and unreasonable charges. With reference to the loaded or 
empty balances on tank cars existing as of December 31, 1941, 
the order said that note 3 of Rule 3% provided that the pro- 
visions thereof expired six months after the termination of 
the present war, unless sooner modified or canceled, and that 
note 3 of Rule 3, effective May 1, 1942, provided that the 
provisions of Rule 3 would not apply during the effectiveness 
of Rule 3%. 


INTERCHANGEABLE SCRIP COUPONS 


The Commission has denied the petition of the National 
Bus Association, dated September 21, for oral argument and 
reconsideration of the report and order of division 3 in I. and 
S. M-1791, Interchangeable Scrip Coupons. It asked that the 
charges and provisions for the sale of interchangeable scrip 
coupon tickets as published in its tariff MP-I. C. C. No. 557 
be found just and reasonable and lawful in their entirety (see 
Traffic World, Sept. 26, p. 720). 


MOTOR POOLING PETITION 

J. A. Austgen, dba Austgen Express & Storage Co., and 
other motor carriers, have asked the Commission for permis- 
sion to withdraw their petition filed in MC F-1882, for per- 
mission to engage in pooling arrangements pursuant to O. D. 3 
Orders Nos. 3 and 6. Applicant said that since filing of the 
petition, the Chicago Joint Information Office had been estab- 
lished in Chicago, Ill., pursuant to the requirements of general 
order O. D. T. No. 13 issued by the Office of Defense Trans- 
portation, and that the functions of that office fulfilled the 
needs expressed in the petition. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Pyramid Motor Securities 


In a supplemental report in MC F-1755, Pyramid Motor 
Freight Corporation, Issuance of Securities, the Commission has 
issued, by division 4, a supplemental report, which modified the 
prior report, 38 M. C. C. 423. In the prior report, said divi- 
sion 4, Pyramid was conditionally authorized to issue a first 
mortgage bond in the principal amount of $90,000 and a second 
mortgage bond in the principal amount of $20,000, to finance, 
in part, acquisition of terminal facilities at Philadelphia, Pa. 

In reliance on the authority granted, says the instant re- 
port, applicant issued two scire facias bonds and warrants, se- 
cured by scire facias mortgages, in a form which was repre- 
sented to be commonly in use in Pennsylvania, the face amounts 
of the bonds being $180,000 and $40,000, twice the amounts of 
the actual obligations of $90,000 and $20,000, which would be 
payable in the manner described in the prior report. That pay- 
ment, said the instant report, if made in accordance with terms 
set forth in the bonds, would render void the obligations in the 
face amounts stated. 

Applicant was advised, when specimen copies of the bonds 
were submitted to the Commission, that they were not in con- 
formity with the authority granted, said the report. Subse- 
quently, the report continued, applicant requested that the 
Commission’s order be modified so as to authorize issuance of 
the bonds described. Execution of bonds in the form men- 
tioned, said the report, and in twice the amount of the actual 
obligations for which given, appeared to be in accordance with 
standard practice in Pennsylvania in connection with real estate 
transactions such as here involved. 

“Applicant’s petition, in effect, requests that we approve 
the bonds already issued,” said the report. ‘Such bonds, hav- 
ing been issued without authority, are void and no means are 
provided under the law for validating them. Our order will 
authorize issuance of new bonds to replace those outstanding, 
in face amounts equal to twice the unpaid balances of the 
original obligations of $90,000 and $20,000.” 


Caldwell Motor Lease 


The Commission, by division 4, in MC F-1851, Caldwell 
Motor Freight, Inc., Lease, M & M Trucking Lines, Inc., has 
approved lease of “grandfather” rights claimed by lessor in 
pending application MC 31326 as a common carrier of general 
commodities over irregular routes between Akron, Ohio, on 
the one hand, and, on the other, points in Ohio within 100 miles 
of Akron. Because the lessor, in MC 31326, Sub. 1, filed an 
application, supported by Ohio certificate No. 624, and claimed 
rights under the exemption of the second proviso of section 
206 (a) between Akron, on the one hand, and, on the other, 
all points in Ohio, division 5, in approving the lease referred 
to above, added the proviso that if the transaction was con- 
sumimated, and for the period the lease, lessor might not trans- 
port in interstate or foreign commerce, under the exemption 
of the second proviso of section 206 (a), freight between Akron, 
on the one hand, and points in Ohio within 100 miles of Akron, 
on the other. 

The report pointed out that Akron and the nearby city 
of Kent were the only points within the area described in the 
lease which lessee was authorized to serve, over irregular routes 
to and from Toledo. The report said that, under unified op- 
erating authority traffic moving between the points served 
by the lessee, and points within 100 miles of Akron, could law- 
ully be transported only by using as a gateway a point which 
lessee and lessor were authorized to serve in common. The re- 
port pointed out that for approximately 18 months before grant 
of temporary authority which expired November 21, 1942, 
lessee and lessor interchanged freight at Akron, at which point 
the former maintained a terminal. Under the proposed lease, 
said the report, lessee proposed to render direct single-line 
Service between points on its routes and points served by lessor. 
4 Substantial reduction in transit time, resulting from elimina- 
lon of interchange at Akron, was anticipated, said the report. 

Commissioner Porter, dissenting, said that wasteful trans- 
portation would result from the imposition of the gateway re- 
striction. He pointed out that lessee might pick up a shipment 
: i. point 24 miles outside of Toledo that was destined to 
; ‘ edo. Under the restriction it would be necessary to haul 

€ shipment 99 miles to Akron, and then back 123 miles to 


Toledo, a total of 222 miles, whereas without the restriction 
a haul of 24 miles would accomplish the transaction. Ap- 
parently, said Commissioner Porter, it was the intention of 
lessor to sell its “grandfather” rights and at the same time 
retain its registration rights, which rights duplicated in the 
area within 100 miles of Akron. Commissioner Porter said he 
agreed that this should not be permitted. In his opinion, he 
said, the application should be denied without prejudice to the 
parties filing a new application seeking the sale of both the 
“grandfather” and the registration rights. 


Buffalo Plant Switching 


In a sixty-sixth supplemental report in Ex Parte No. 104, 
part II, Republic Steel Corporation—Terminal Allowance, deal- 
ing with the propriety and lawfulness of an allowance of 90 
cents a car paid by the Baltimore & Ohio and other respondents 
to the Republic Steel Corporation for the switching of loaded 
cars between loading and unloading points within its plant at 
Buffalo, N. Y., and interchange tracks, the Commission, by divi- 
sion 3, has found respondents’ obligation under their line-haul 
rates not to extend beyond present points of interchange and 
has found unlawful payment by them for switching service be- 
yond those points. 

According to the report, the steel plant covers an area of 
80 to 90 acres and contains 133 standard-gauge tracks aggre- 
gating about 14 miles in length. The 90 cent allowance a 
loaded car applies only to shipments that are handled by rail 
carriers in line-haul service. No allowance is paid on shipments 
that are moved from and to points in the Buffalo switching 
district. 

The industry, the report said, made no attempt to show 
that switching of interchange cars from and to loading and 
unloading points in the plant, at railroad convenience, would 
meet the needs of the company, or that such switching service 
could be provided without interference with manufacturing 
operations and intraplant movements. The record as made, it 
said, was persuasive that plant switching of interchange cars 
was but a small part of the total switching service now per- 
formed by industry locomotives; that interruptions and delays 
to railroad motive power would result from attempts by rail 
carriers to move cars from and to points in the plant; that the 
amount of service required would exceed the equivalent of team 
track or simple switch placement; and that, under such condi- 
tions, the switching of line-haul shipments within “this large 
industrial plant is not a service that is covered by the freight 
rates.” Specific findings made by the Commission follow: 


We find that the interstate line-haul rates published by respond- 
ents must be construed as covering the delivery and receipt of ship- 
ments at reasonably convenient points; that the interchange tracks 
described of record constitute such reasonable points; that the trans- 
portation service which it is the duty of respondents to perform at the 
Buffalo plant of the steel company begins and ends at these interchange 
tracks; and that the movement of carload shipments between the inter- 
change tracks and loading and unloading points within the plant are 
services which it is not the duty of respondents to perform. We further 
find that by means of the allowance made by respondents to the steel 
company, respondents refund or remit a portion of the rates or charges 
collected or received as compensation for the interstate transportation 
of property, in violation of section 6 (7) of the interstate commerce act. 


The respondents havt been ordered to cease and desist, on 
or before February 15, 1943, and thereafter to abstain, from 
such “unlawful practice.” 


“GRANDFATHER” WATER RIGHTS 


On reconsideration, the Commission has modified the prior 
report in W-557, McLain Carolina Line, Inc., Common Carrier 
Application, decided June 17, broadening the authority granted 
in the prior report, so as to include points south of Savannah, 
Ga., to and including Jacksonville, Fla. In the prior report, 
division 4 found the applicant entitled to continue operation as 
a common carrier by water of commodities generally between 
all ports and points on the Intracoastal Waterway and con- 
necting inland waterways from Trenton, N. J., to Savannah, 
Ga. However, it denied the application so far as it sought 
authority to serve Jacksonville, Fla. 

The instant report said that, in view of the fact that the 
applicant’s line was a relatively new enterprise, and that one 
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of its principal problems had been to persuade shippers along 
the waterway to make use of its service, a determination of 
the territory within which applicant should be found to have 
been in bona fide operation on and since January 1, 1940, 
should not be restricted to ports to or from which transporta- 
tion was actually performed. Consideration should also be 
given to the scope of the operation in which the applicant line 
was organized to engage, said the report, the extent to which 
it had held itself out to transport traffic within such territory, 
its ability to perform such transportation. 

Commissioner Miller, dissenting, in part, said that he dis- 
sented from the report so far as it granted applicant “grand- 
father” authority to serve points south of Savannah, to and 
including Jacksonville, Fla. The question for determination, 
he said, was not whether applicant held itself out as willing 
and able to serve such ports, but whether during the critical 
period it was in bona fide operation over the route or routes 
or between the ports as to which authority was granted. The 
record clearly showed, said Commissioner Miller, that appli- 
cant did not serve any of those ports prior to, on, or since 
January 1, 1940, except Jacksonville, which it had served but 
once, and that was in 1938; and that such ports were not on 
any of the routes usually traversed by applicant. In inter- 
preting the so-called “grandfather” rights accorded by the 
Motor Carrier act, 1935, he said, the Commission had on many 
occasions stated that it did not have discretionary power to 
grant operating rights different from those actually exercised 
on the statutory date and continuing thereafter. 


L. V. SIGNAL CHANGES 


The Commission, by division 3, in No. 28000, Sub. 89, 
Application for Approval of Proposed Modifications of Systems 
or Devices Under Paragraph 25 (b) of the act. has denied the 
application of Lehigh Valley Railroad Co. for approval of 
modifications of block signal system by removal of all switch 
indicators on certain portions of its line. Granting of the ap- 
plication, said the report, was opposed by representatives of 
the Brotherhood of Locomotive Engineers, Brotherhood of 
Locomotive Firemen and Engineman, Order of Railway Con- 
ductors of America, Brotherhood of Railroad Trainmen, Broth- 
erhood of Railroad Signalmen of America, and Brotherhood of 
Maintenance of Way Employes. 

It was proposed, said the report, to remove all switch in- 
dicators on the described portions of track and install in lieu 
thereof a telephone system to provide means of communica- 
tion between train crews and the operators at stations or 
towers. Two wires now used for telegraph service, said the 
report, would be converted to telephone service and the line 
wires used for control of the switch indicators, would, with 
some additions, replace one of the telegraph circuits. The 
protestants, said the report, testified that the employes had 
become accustomed to switch indicators for approximately 50 
years, that their removal would result in decreased safety, and 
that unrecorded communications by telephone would be sub- 
stituted for the indicator system. 

The report said that the pr imary purpose sought was to 
facilitate the flow of traffic, and that this could be accom- 
plished by additional installations without discontinuing the use 
of the existing safety devices, and found that the proposal would 
result in decreased safety. 


BOSTON & PROVIDENCE REORGANIZATION 


By an amendatory order in Finance No. 12131, Boston & 
Providence Railroad Corporation Reorganization, the Commis- 
sion has modified its report and order of October 7, fixing new 
maximum limits of allowances for John Noble, Jr., Paul E. 
Troy, and Erwin N. Griswold, as counsel for debtor’s trustees 
in this proceeding, and in proceedings for the reorganization 
of the New York, New Haven & Hartford Railroad Co.. of 
$26,576.53, $18,414.13, and $4,306.93, respectively. The order 
provided that, to the extent that any allowances shall be made 
for the services of the petitions out of funds of the New Haven 
estate, the petitioners shall receive only the balance of such 
allowances within the maximum limits fixed in the amended 
order, from the debtor’s estate in the instant proceeding. 


P. M. WATER SERVICE 


By an order in No. W-887, Pere Marquette Railway Co. 
Temporary Authority Application, the Commission, division 4, 
has granted the railway temporary authority, until December 
31, 1944, to operate as a common carrier by self-propelled ves- 
sels jn interstate or foreign commerce, in the transportation of 
passengers and vehicles, loaded and empty, other than railroad 
cars between the port of Ludington, Mich., and the ports of 
Kewaunee, Manitowoc and Milwaukee, Wis. The Commission 
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found that there was an immediate and urgent need for the 
service and that there was no other carrier service capable of 
meeting such need. The order has to do with port-to-por 
movement of passengers and motor vehicles handled on deck 
but not in cars. The railway, according to the Commission, diq 
not apply for authority to transport railroad cars because such 
transportation is exempt by section 303 (f) (1) of part III of 
the act. The railway may continue regular car ferry opera. 
tions without authority under part ITI. 





BEER 


*No. 28807, Blatz Brewing Co. vs. C. M. St. P. & P. et aj. 
By the Commission. Report written by Commissioner Milley. 
Dismissed. Rate of 36 cents, minimum 30,000 pounds, charged 
on beer, shipped on August 29, 1939, from Milwaukee, Wis., to 
Lexington, Ky., not shown to have been or to be unreasonable. 
A rate of 30 cents, minimum 40,000 pounds, was claimed. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Comznission 
reports. Memeographed copies of such reports in full may be od 
tained by prompt application to the Commission.) 


*W-499, New Orleans & Vicksburg Packet Co., Inc., of 
New Orleans, La., Common Carrier Application. By division 
4. Certificate granted, effective January 27, as to continuance 
of operations as a common carrier by self-propelled and non- 
self-propelled vessels of commodities generally between ports 
and points on the Mississippi River from New Orleans, La., to 
Greenville, Miss. The Commission denied that part of the 
application for authority to serve ports and points on the 
tributary waters of the Mississippi River between New Orleans 
and Greenville, stating that applicant had not served the tribu- 
tary waters on and since January 1, 1940. 


*W-625, Red River Barge Line, of Plaquemine, La., Com- f 


mon and Contract Carrier Application. By division 4. Cer- 
tificate granted, effective January 28, as to continuance of 
operation as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally between ports and points along or 
reached by way of the Gulf Intracoastal Waterway from New 
Orleans, La., to Port Arthur, Tex., inclusive. The Commission 
denied that portion of the application for a certificate to serve 
ports and points along the Mississippi River from Baton Rouge, 
La., to New Orleans, and on the Gulf Intracoastal Waterway 
from Plaquemine to Morgan City, La., and from Port Arthur 
to Galveston, Tex. Applicant was found not to have been 
engaged in operation as a contract carrier by water on January 
1, 1940, and continuously since. 


*W-752, Murray Transportation Co., Common Carrier 
Application, embracing W-761, Lake Champlain Despatch Co. 
Inc., Common Carrier Application. By division 4. On recon- 
sideration, findings in prior report, dated September 29, 1942, 
modified to authorize continuance of operation as a common 
carrier by non-self-propelled vessels with the use of separate 
towing vessels in the transportation of commodities generally 
between ports and points in New York Harbor and contiguous 
harbors, on Long Island Sound and its tributaries, the Hudson 
River, the Erie Canal of the New York State Canal System as 
far west as Vischer Ferry, N. Y., the Champlain Canal of the 
New York State Canal System, and Lake Champlain. Amended 
certificate granted, effective December 21. 


*W-757, American President Lines, Ltd., of San Francisco, 
Calif.. Common Carrier Application. By division 4. Certificate 
granted, effective January 30, as to continuance of operation as 
a common carrier by self-propelled vessels in the transportation 
of passengers and commodities generally between Atlantic 
coast ports, Boston, Mass., and New York, N. Y., and Pacific 
coast ports, Los Angeles and San Francisco, Calif. through 
the Panama Canal. 


*W-782, Socony-Vacuum Oil Co., New York, N. Y., appli- 
cations. By division 4. On finding that application of contract 
carrier definition of section 302(e) to applicant, in the chartel 
ing of vessels to its wholly-owned subsidiary, the General Pe- 
troleum Corporation of California, for the transportation by the 
latter of its own properly, is not necessary to effectuate te 
national transportation policy, and that applicant is entitled to 
an order exempting the above-described operation from the 
provisions of part III, application for permit dismissed. Be- 
cause of dismissal of permit application, application for eer 
under section 309(f), for exemption under section 303(h), 4” 
for relief under section 306(e) dismissed. 
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Railroad Abandonments 


For the year ended October 31, 1942—the fiscal period 
ysed by the Commission in making its annual report to Con- 
ess—the Commission received 227 applications of railroads 
for certificates of convenience and necessity for abandonment 
of lines of railroad or the operation thereof, totaling 3,535 
miles, according to statistics made available by the Commis- 
sion. This compared with 139 applications involving a total of 
9317 miles for the fiscal year ended October 31, 1941. 
"In the year ended October 31, 1942, the Commission issued 
184 certificates permitting abandonment, involving a total of 
2407 miles; denied 15 applications for permission to abandon, 
involving a total of 308 miles; and dismissed 17 applications for 
permission to abandon, involving a total of 284 miles. In the 
year ended October 31, 1941, the Commission issued 111 cer- 
tificates permitting abandonment, involving a total of 1,938 
miles; denied 2 applications for permission to abandon, in- 
volving a total of 109 miles; and dismissed 13 applications for 
permission to abandon, involving a total of 235 miles. 


Illinois Terminal 


Director Eastman has received a recommendation that the 
Decatur-to-Danville, Ill., and Decatur-to-Mackinaw Junction, 
Ill, lines of the Illinois Terminal Railroad Co. be certified to 
the War Production Board as non-essential to the war trans- 
portation effort. 

The recommendation was made by Ralph H. Jewell, spe- 
cial advisor to the director on abandonment of rails, and fol- 
lowed a W. P. B. request for certification by O. D. T. To obtain 
relay track for the armed services and rails for other purposes, 
W. P. B. already has requisitioned the rails on the two elec- 
trically operated lines. However, demolition of the tracks has 
been delayed pending further investigation, according to the 
0. D. T. It added: 


Before the O. D. T. certifies to W. P. B. as to whether continued 
operation of the lines is or is not essential to the war effort, interested 
persons will be given an opportunity to criticize or comment upon Mr. 
Jewell’s report or recommendations. Such comment must be in Mr. 
Jewell’s hands by December 3. 


The special advisor also recommended that the 15.84-mile 
Murfreesboro, Ark., to Nashville, Ark., line of the Murfrees- 
boro-Nashville Railway Co. be certified as non-essential to the 
war transportation effort. Interested persons will be allowed 
till December 3 to comment on the findings. i 

Mr. Jewell reported that salvage of the two Illinois Ter- 
minal lines, totaling about 130 miles, would yield 18,700 tons 
of ferrous metal, including 16,000 tons of rail, virtually all of 
which is suitable for relay, and about 1,300,000 pounds of 
copper. 

_ his report to Mr. Eastman, Mr. Jewell referred to study 
made by the O. D. T. in October, 1942, which revealed that 
“passenger traffic on these branch lines of the Illinois Terminal 
Railroad Co., as well as on competing bus lines, is rather light.” 
He indicated that a project expansion of personnel in new war 
plants at Decatur and Illiopolis might result in a “rather small 
increase” in passenger movement by either bus or rail lines. 

A large proportion of the passenger traffic on the branch 
lines, he found, was promoted by week-end excursion rates, 
and was not an essential type of traffic. 

The O. D. T. October study, Mr. Jewell reported, indicated 
that a substituted bus service, requiring the use of seven addi- 
tional buses, could accommodate the passenger traffic or both 
the rail and bus services now offered. 

The report showed many truck lines serving the general 
territory and paralleling the service of the branch lines. The 
freight traffic, Mr. Jewell said, was “mostly of a general nature, 
including some coal and industrial products and a small amount 
of agricultural products.” 

_Mr. Jewell found that of the total of 4,096 carloads of 
freight received or forwarded by the lines in the first six months 
of 1942, some 378 could not be handled if service on the two 
branch lines were discontinued. 

He reported that “possibly five grain elevators on these 
branch lines, with a total loading of 1942 cars a year, would 
have to be abandoned and the traffic diverted to other elevators 
or handled by trucks. Present tracks on the two lines serving 
Industries in Bloomington, Decatur, Champaign, Urbana, and 
Danville would be retained. New switching connections neces- 
Sary to provide connections for industries on these lines with 
other railroads would involve approximately 5,000 feet of track 
‘o be diverted from the present Illinois Terminal connections.” 

Interested persons may obtain copies of Mr. Jewell’s report 


a recommendation by applying to him at the Office of Defense 
fansportation, Washington, D. C. 


W. P. B. Seeks More Rail 


e of Defense Transportation announced November 
at it had received from the War Production Board requests 
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for certification as to whether 35 railroad segments, aggregat- 
ing approximately 625 miles, were essential in the war trans- 
portation effort. 

The requests were made as a preliminary to W. P. B. 
action in requisitioning non-essential rails to provide relay 
tracks for the armed services and track for other essential 
purposes. Before Director of O. D. T. Eastman submits his 
certification to the W. P. B., Ralph H. Jewell, special advisor 
on rail abandonments, makes a study of each line or segment. 
He then reports to the director and makes a recommendation. 
Interested parties are allowed two weeks thereafter in which 
to protest or comment on the findings. The lines for which the 
O. D. T. received certification requests from the W. P. B., to- 
gether with approximate mileages, follow: 


Florida East Coast, from San Mateo Junction to San Mateo, Fla., 
2.8 miles. . 

Saratoga-Encampment Valley and Union Pacific, from Walcott to 
Encampment, Wyo., 44.02 miles. 

Illinois Central, from Stacyville Junction to Stacyville, Ia., 7.85 
miles. 

Boston & Maine, from Farmington to Alton, N. H., 9 miles. 

Southern Railway Co., from Camden to Kingsville, S. C., 
miles. 

Boston & Maine, from Bedford to Concord, Mass., 4 miles. 

Chicago, Rock Island & Pacific, from Deshler to Ruskin, Neb., 
8.06 miles. 

Baltimore & Ohio and Baltimore & Philadelphia, from a point 
Southwood, Del., to a point near Landenberg, Pa., 3 miles. 

Illinois Central, from Patomac, Ill., to Hedrick, Ind., 16.27 miles. 

Chicago, Rock Island & Pacific, from Lawton to Grandfield, Okla., 
33.96 miles. 


Chicago, Burlington & Quincy, from Moulton to Sedan, Ia., 18.97 
miles. 

Texas & Pacific, from Ville Platte to Eunice, La., 15 miles. 

Pere Marquette, from North Greenville to Howard City, Mich., 
17.64 miles. 

Union Pacific, from Barnesville to Briggsdale, Colo., 13.42 miles, 
and from Galeton to Purcell, Colo., 8.85 miles. 
Chicago, Rock Island & Pacific, from Avaco to Carson, Ia., 17.73 
miles. 

New Mexico Central and Atchison, Topeka & Santa Fe, 
Moriarty to Stanley, N. M., 11.6 miles. 

Boston & Maine, from Hamilton and Wenham station in Hamilton 
to Essex station in Essex, Mass., 5.5 miles. 

Chicago, Burlington & Quincy, from Alma to Huntley, Neb., 9.77 
miles. : 
Black Mountain, from Kona to Burnsville (no mileage stated). 
Paris & Mt. Pleasant, from Paris to Mt. Pleasant, Tex., 51.43 miles. 
Chicago, Rock Island & Pacific, from Stockton to Tipton, Ia., 8 
miles. 


Wilmington, Brunswick & Southern, from Southport to Navasso, 
N. C., 30 miles. 

Norfolk & Western from Honaker to Blackford, Va. (no mileage 
stated), and from Abbeville, Va., to W. Jefferson, N. C., 55 miles. 

Chicago Great Western, from Belle Chester to Belle Chester Junc- 
tion, Minn., 5.6 miles. 


Western Maryland, from Dailey and Steiner to Huttonsville, W. 
Va., 7.58 miles. 


Denver & Rio Grande Western, from Ridgeway to Ouray, Colo., 
11.49 miles. 


Pennsylvania-Reading Seashore Line, from Riddleton to Daretown, 
N. J. (no mileage stated). 
Northwestern Pacific, from 
near Fairfax, Calif., 3.876 miles. 
‘ Chicago, Milwaukee & St. Paul, from Otis to Doering, Wis., 16.8 
miles. 


Chicago & North Western, from Belle Plaine to What Cheer, Ia., 
37.692 miles. 


Wabash, from Helmar to Stroh, Ind., 4.83 miles, and from Bement 
to Sullivan, Ill., 23.16 miles. 
Chicago & North Western. 
miles. 
Northern Pacific, from Harrison to Pony, Mont., 6.25 miles. 
. Central Vermont, from Barre Junction to South Barre, Vt., 3.48 
miles. 


. Chesapeake & Ohio, from Eagle Mountain to Newcastle, Va., 26.41 
miles. 


38.71 


from 


“B”’ Street, San Rafael, to a point 


from Eland to Rosholt, Wis., 19.002 


N. Cc. & St. L. 


The Nashville, Chattanooga & St. Louis Railway Co. has 
applied to the Commission, in Finance No. 14017, for authority 
to abandon its Rome branch, extending from Kingston to Rome, 
Ga., 17.703 miles. Applicant said the line served no public use 
or convenience and that further operation would result in 
financial loss. On abandonment, applicant said it would recover 
3,570 lineal feet of 90-pound rail and 24,413 lineal feet of 80- 
pound rail, that was needed for use on other portions of its 
system. Also, applicant said there would be recovered 172,047 
lineal feet of 68-pound rail suitable for the construction of 
tracks in government defense plants, and 14,459 lineal feet of 
scrap rail, amounting to 132 tons that would be available for 
the manufacture of steel. 


M. C.-N. Y. C. 


The Michigan Central and the New York Central jointly 
have asked the Commission, in Finance No. 14019, for a certifi- 
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cate permitting abandonment by the former and abandonment 
of operation by the latter, lessee, of the portion of the line 
located within Grand Rapids, Mich., 3.98 miles. Applicants said 
there were no industries, nor was there any other business han- 
dled on this line. They stated that there was an immediate 
and urgent need for the war effort of the rail and other track 
metal that could be recovered through the dismantling of the 
line. 
Southern Pacific 


By a report and certificate in Finance No. 13966, Southern 
Paeific Co. Abandonment, the Commission, division 4, has per- 
mitted abandonment by the Southern Pacific Co. of that portion 
of its River Farms branch in Yolo and Colusa counties, Calif., 
extending from Knights Landing Junction to Boyer, 13.95 miles. 


New Haven 


Trustees of the New Haven have asked the Commission, in 
Finance No. 14020, for authority to abandon the portion of the 
line between Northampton and Cheapside, Mass., 17.05 miles. 
Applicants said the line served no useful purpose and abandon- 
ment was in the interest of the debtor’s estate and ultimate 
reorganization. It would also, they added, facilitate acquisition 
of the rail for war purposes by the War Production Board or 
other governmental agencies “by whom inquiries have been 
made to that end.” 


Oregon-Washington 


An opinion that a branch line of the Oregon-Washington 
Railroad and Navigation Co. between Vale, Ore., and Brogan, 
Ore., is “essential to the war transportation effort’? has been 
submitted to Director Eastman of the Office of Defense Trans- 
portation by Ralph H. Jewell, special adviser to the director on 
railroad abandonments. 

Mr. Jewell recommended that the O. D. T. director certify 
to the War Production Board that continued operation of the 
branch was essential. He set December 3 as the final date 
of the protest period, and served notice that any persons desir- 
ing to comment might present their views to him in writing or 
in person at O. D. T. in Washington. 


Mr. Jewell reported that the traffic on the 20-mile line was 
predominantly agricultural, 80 per cent of it consisting of 
sugar beets. He said that if service on the line were discon- 
tinued, sugar beets now loaded at Jamieson, Ore., would have 
to be transported to the main line, 17 miles distant, by motor 
truck. 


In 1941, the report showed, the “total of all carloads of 
freight originated on and terminated off the branch was 618, of 
which 372 were sugar beets, 95 potatoes, 51 cattle, 35 sheep, 22 
lumber, and 5 onions.” It was expected, he indicated, that the 
lumber traffic would show a considerable increase in 1942, the 
onion traffic a small increase, and sugar beets about a 100- 
carload increase. Passenger traffic on the branch, Mr. Jewell 
reported, was negligible. 


Copies of Mr. Jewell’s report and recommendation may be 
obtained from him at the Office of Defense Transportation, 
Washington, D. C. 

Pioneer & Fayette 


The Pioneer & Fayette Railroad Co. has applied to the 
Commission in Finance No. 14012, for authority to abandon 
its railroad extending from Pioneer to Fayette, O., approx- 
imately 13 miles. Applicant said carloadings had dropped to a 
point where it could no longer maintain the right of way and 
there was a highway suitable for truck transportation. It added 
that the “War Board wants our 65-pound rail for the war 
effort.” 


Erie 

The Railway Labor Executives’ Association has asked the 
Commission to deny a petition of the applicant filed in Finance 
No. 13509, Erie Railroad Abandonment, asking for rehearing 
and reconsideration. Applicant, according to the association, 
desired to present evidence to show that if the portion of the 
railroad between Painted Post and Wayland (see Traffic World, 
November 14) was abandoned, the continued operation of the 
remainder would be impracticable. From this line of argument, 
says the association, ‘‘it is able to reach the conclusion that the 
entire line should be discontinued.” 

“This is a most unusual argument,” says the association. 
“If followed to its logical conclusion, it would probably result 
in the abandonment of most of the railroad mileage of the coun- 
try. There are many segments of main line track which would 
not be profitable in and of themselves if segregated and inde- 
pendently operated, but whose abandonment would render the 
carriers unable to continue to operate the remainder of their 
lines profitably.” 

The association submitted that the petition for rehearing 
suggested no new evidence or issues which were relevant to 
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the case and which could properly be urged as a basis for the 
reversal of division 4’s original decision for refusal to abandon, 


P. & H. 


The state of New Hampshire has asked the Commission ty 
grant rehearing in Finance No. 13840, Petersborough & Hills. 
borough Railroad Et Al. Abandonment, for the purpose, jt 
says, of reopening the proceeding to take further evidence. New 
Hampshire said it was unprepared at the time of hearing to 
establish the “long-range” unfavorable effect of the abandon. 
ment of the rail line between Petersborough and Elmwood 
because of the extensive investigation in the field required ty 
give a full picture of the rail service situation involved. The 
decision of division 4, made on October 10, 1942, it said, wags 
based on evidence that was incomplete and failed to bring oy 
the importance “of this rail line and the long-range effect of 
its abandonment on the industries in the valley.” If rehear. 
ing were granted and sufficient time were given to it for the 
investigation, New Hampshire said it would present additiona] 
evidence that would tend to establish that the abandonment 
“of this rail line’ would result in an increase of nearly 50 miles 
in the handling of the tonnage in the territory, with substantia] 
increases in rates eventually flowing therefrom since the rates 
that moved that traffic in general had been established by the 
Commission on a mileage basis; that it was practicable to de- 
termine the present traffic moving, the present rates on such 
traffic and the rates that would apply for an additional haul 
of 50 miles; that the best interests of the territory involved 
here would not be served but adversely affected by the aban- 
donment of the line within the industrial limits of the city of 
Nashua; and that the cost to the people served in the valley 
would be eventually much greater than the cost to the rail- 
road of maintaining and operating “this rail line.” 

Answering that petition, the applicant said the effect of 
the abandonment of a line on freight rates was a subject which 
the Commission had many times held was not of controlling 
importance. However, it said, if the petitioner desired to pre- 
sent any evidence as to the amount of traffic that might be 
affected by an increase in rates, “there was adequate time to 
prepare and submit such data between the time when the ap- 
plication was filed and time of the hearing.” The reference 
to the effect of the “abandonment of this rail line within the 
industrial limits of the city of Nashua” was not understood, 
said the applicant, as the line “is some thirty miles from 
Nashua.” It added that there had been no service over the 
line since 1938 and ‘it should no longer be maintained and the 
rail and other materials kept from essential uses merely be- 
cause its removal might have some effect on freight rates.” 
Applicant said arrangements had already been made for salvag- 
ing the material in the track as “the approach of winter makes 
it imperative that its demolition be undertaken promptly.” 


K. C. S. 


In Finance No. 14016, the Kansas City Southern Railway 
Co. has asked the Commission for authority to abandon its 
line extending from Scott Avenue, in Fairmount Heights, Mo., 
easterly to Independence, Mo., 1.6 miles. Applicant said the 
rails that could be recovered were urgently needed for the con- 
struction of tracks at was industries. 


Southern Pacific 


By a report and certificate in Finance No. 13965, Southern 
Pacific Railroad Co. et al. Abandonment, the Commission, di- 
vision 4, has permitted abandonment by the Southern Pacific 
Railroad Co., and abandonment of operation by the Southern 
Pacific Co., lessee, of 0.59 mile of branch in Baden, San Mateo 
county, Calif. 


Texas and Pacific 


Examiner W. J. Schutrumpf has recommended, in Finance 
No. 13319, Texas & Pacific Railway Co., Abandonment, that 
division 4 find that present and future public convenience and 
necessity permit abandonment by the T. & P. of its so-called 
Eunice branch, extending from Ville Platte to the end of the 
branch at Eunice, in Evangeline and Saint Landry parishes, 
La., approximately 15 miles. The examiner cited losses from 
operation of the line in the years 1936-39, and in the first six 
months of 1942, and said that it was true that “if the line 1s 
abandoned the shippers will be inconvenienced and that to some 
extent their transportation costs will be increased, but the 
record warrants the conclusion that the continued operation 
thereof will impose an undue burden on the applicant and on 
interstate commerce.” Applicant estimated the net salvage 
value of the recoverable material at $59,920, which included 
$1,056 for buildings. 

A. T. & S. F. 


In Finance No. 13773, Atchison, Topeka & Santa Fe Rail- 
way Co. Abandonment, Examiner Ralph R. Molster has recom: 
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mended that division 4 deny the application without prejudice. 
Application was for permission to abandon part of a line of 
railroad between Anthony, Kan., and Cherokee, Okla., in Har- 
per county, Kan., and Alfalfa county, Okla., 32.63 miles. The 
report said that subsequent to the hearing, the Commission was 
informed that the segment had been requisitioned and taken 
over by the War Production Board for defense purposes. The 
net salvage value of material recoverable by abandonment of 
the segment was estimated at $187,524, said the report. 

Relevancy of certain testimony as to cost of maintenance, 
said the report, was put in abeyance by the requisitioning of 
the segment, subject to consideration later in connection with 
these questions: (1) At what expense, and at whose cost, would 
the line be restored, and with what offsets, if any, against such 
restoration costs? (2) To what extent might some or all actual 
or prospective handicaps, hazards, or other difficulties of the 
present route to obviated, if necessary, by relocation and re- 
construction of the line in accordance with more modern engi- 
neering knowledge, experience, practice, and standards than 
were available 40 years ago? 

In his conclusions and recommendations, the examiner said 
it was apparent that abandonment of the segment would result 
in substantial public detriment, especially to the wheat-raising 
industry of Harper and Alfalfa counties, through loss, wholly 
or in part, of original investments and increased difficulties of 
doing business. Any threat of loss to the nation of this im- 
portant source of wheat supply, he said, might well be consid- 
ered a matter of general public concern. He said also that the 
state of the record with respect to certain statistics left serious 
doubt that past operation of or over the segment resulted in 
actual loss to the applicant. He said that if the line had already 
been dismantled, the people of the territory were faced with 
some of the difficulties which they had brought to the Com- 
mission’s attention. It did not follow, he said, that they should 
be expected to endure perpetuation of such sacrifices, in the 
more nearly normal conditions which, it was hoped, would pre- 
vail on termination of the war, if the restoration and operation 
of the railroad in the future would not place on the applicant 
a burden out of all proportion to the detriment suffered by the 
public in its loss. 


Cc. R. I. & P. 


The federal district court at Chicago has given final ap- 
proval to the proposed abandonment by the Chicago, Rock 
Island and Pacific of its 14.7-mile branch line between Atlantic 
and Griswold, Ia. The Commission has authorized the abandon- 
ment (see Traffic World, Oct 24, p. 953). 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


_ *MC 61978, Sub. 3, Hallie Zerkle, Middleport, Ohio, exten- 
sion. Permit granted. On reconsideration, findings in prior 
report, 30 M. C. C. 861, amended. Fresh meats, packing-house 
products and such other commodities as are dealt in or dis- 
tributed by packing houses, also advertising matter used in 
promoting the sale of such commodities, from Middleport, 
Ohio, and Huntington and Parkersburg, W. Va., to points in 
specified areas of Ohio and W. Va. 


*MC 55013, Sub. 1, Clarence V. Howland, Detroit, Tex., 
extension. Certificate granted. Pecans, unshelled, from points 
in Ark., La., and Okla., except from certain points in Okla., to 
Clarksville, Tex.; from points in McCurtain county, Okla., and 
Little River county, Ark., to Paris, Tex.; from Clarksville, Tex., 
and points within 2 miles thereof, to Oklahoma City, Okla., 
and points within 50 miles thereof; from Detroit, Tex., and 
points within one mile thereof, to Wister, Okla. 


*MC 52470, Sub. 1, J. V. Bownan, Jr., and Glenn G. Peebles, 
New Castle, Pa., extension. Permit granted. Brass fittings, 
from Frankfort, Ind., to Camden, N. J., over irregular routes. 
_ *MC 34736, Sub. 1, Dirago Brothers, Milton, N. Y., exten- 
Sion. Certificate granted. Fruit juices, from Milton, N. Y., to 
New York, N. Y.; insecticides and fungicides, from Bound 
T00k, N. J., to Milton, N. Y.; fruit processing, equipment, from 
New York, N. ¥., to Milton, N. Y. 

*MC 3379, Koontz Motor Freight, Inc., Akron, Ohio, com- 
pee Carrier. Certificate granted. On reconsideration, con- 
Cusions in prior report, 32 M. C. C. 73, modified to authorize 
freunuance, as to general commodities, with exceptions, to and 
re the off-route points of Wadsworth, Ohio, Harrisburg, 
pulisle, and Chambersburg, Pa., and Covington, Martinsville, 
anville, Charlottesville, and Hopewell, Va., without restriction; 
and to Cincinnati, Dayton, and Columbus, Ohio, restricted to 
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delivery of traffic moving from authorized points in Va., over 
irregular routes. 

*MC 2368, Sub. 2, Bralley Trucking Co., Altavista, Va., 
extension. Certificate granted. Petroleum products, in bulk, 
in tank trucks, from the Greensboro Pipeline terminal near 
Greensboro, N. C., to Charlottesville and Dillwyn, Va., over 
irregular routes. 

MC 2059, Sub 1, Hersey Service, Inc., Ashland, Mass., ex- 
tension. Certificate denied. General commodities, with ex- 
ceptions, between Ashland, Mass., and points in the New York 
commercial zone, over irregular routes. In its report, division 
5 said that on its own motion, consideration would be given 
to the issuance to perform, temporarily, the transportation 
service which applicant had failed to show was required by 
public convenience and necessity. 

*MC F-1907, Frank M. Porto, et al., Wallingford, Conn., 
purchase, Peter J. Geenty, New Haven, Conn. Purchase by Frank 
M., George J., John J. and Louis A. Porto, dba T. Porto & Sons, 
of certain operating rights of Peter J. Geenty, dba Peter J. 
Geenty Trucking Co., approved and authorized, subject to 
condition. 


Industrial Transport Purchase 


On further hearing in MC F-1277, Industrial Transport, 
Inc., Purchase, Lansing Transport, Inc., the Commission, by 
division 4, has denied the application of the former of Lansing, 
M:ch., to purchase operating rights and property of the latter, 
also of Lansing. 

Previously, in 37 M. C. C. 202, the Commission had dis- 
missed the application to purchase because, it said, Lansing 
Transport did not operate in interstate or foreign commerce 
and was, therefore, not a common carrier as defined in section 
203 (a) (14) and the transaction was not within the purview 
of section 5. 

Industrial Transport, said the instant report, operated as 
a common carrier of automobiles, trucks, bodies, cabs, and 
chassis, in more than one state, including Michigan, but serv- 
ing only Lansing as an origin point. Lansing Transport per- 
formed similar operations, wholly within Michigan, from 
Lansing and Detroit to all points in the state. The effect of 
the proposed unification, the’ report said, would be to give 
Industrial Transport the additional origin point of Detroit. 

At the further hearing, the report said, the vice president 
of Industrial Transport, who was also president of Lansing 
Transport, testified that Lansing Transport had begun opera- 
tions in interstate commerce after the original hearing, trans- 
porting automobiles from Lansing and Detroit to Michigan 
lake ports for transhipment to points in Wisconsin. It had con- 
tinued such operations, the witness said, until the conversion 
of the automobile plants at Lansing and Detroit to war pro- 
duction purposes, after which it was compelled to cease all 
operations. However, said the report, Lansing Transport had 
maintained its organization and facilities in the hope that it 
would be able to reinstitute operations, by transporting spe- 
cial war equipment, after completion of the plant conversions. 
It seemed clear, said the report, that Lansing Transport had 
transported and was ready and able to transport the com- 
modities described, and that it was a motor carrier within the 
meaning of section 5 as defined in section 203 (a) (14). 

The report said, however, that the witness expressed no 
definite assurance that the traffic hoped for would be avail- 
able to applicant, and that little evidence was adduced at either 
hearing to indicate any beneficial results to the public from 
the unification. It was apparent, said the report, that there 
was no present need for the service which Lansing Transport 
had instituted and was forced to discontinue, nor was there 
any indication that such need would arise in the immediate 
future. 


Commissioner Porter, dissenting, said the prior report was 
modified to the extent that Lansing Transport was now found 
to be a motor carrier. But, he said, the application was again 
denied because the commodities it was authorized to transport 
were not being manufactured. He said that the parties were 
advised to renew the application at some future date. The 
curtailment of Lansing Transport’s operations, said Commis- 
sioner Porter, was due to conditions over which it had no 
control, and added that he could see no reason why the trans- 
action should not be approved. The authority, he said, might 
just as well repose in Industrial Transport until normal opera- 
tions were resumed. 


COMMISSION ORDERS 
No. 28843, Silverton Supply Co. et al. vs. C. & O. et al. 
dismissed on complainant’s request. 
MC 2921 Sub. No. 3, Samuel H. Brown, dba Samuel H. 
Trucking Co., common carrier application. 


Complaint 


Brown 
Report and order of March 
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12 modified so as to authorize issuance to applicant, on compliance 
with sections 215 and 217 of interstate commerce act, and rules and 
regulations thereunder, and on receipt from applicant of a request for 
revocation of certificate in MC 2921 Sub. No. 1, of an amended certifi- 
cate in MC 2921 Sub. No. 3 authorizing transportation of iron and steel 
articles from Avis, Pa., and points within one mile thereof, to points 
in Connecticut, Delaware, Maryland, New Jersey, New York, and’ the 
District of Columbia; and returned, damaged, or rejected shipments of 
iron and steel articles, and such equipment, supplies, and materials 
as are used or consumed in the production of iron and steel articles 
in reverse direction, over irregular routes. This order shall become 
effective December 15, unless prior thereto any party in interest shall 
show cause, if any there be, in a writing verified under oath, why 
report and order of March 12 should not be modified in manner and 
to extent described above. 

MC F-1839, Campbell and Co., Inc., purchase, Benjamin Cain. Ap- 
plication dismissed. 

1. & S. M-1974, Lee Truck Line, to and from Minnesota, North 
Dakota and Wisconsin. Reopened and assigned for further hearing on 
December 9, at 9:30 o’clock a. m., at the Hotel Nicollet, Minneapolis, 
Minn, before Examiner C, J. Peterson. 

W-678, Columbia Tug Boat Co., contract carrier application; and 
W-603, Roamer Tug & Lighterage Co., common carrier application. 
Petition of protestants for reconsideration denied. 

MC 69833 Sub. No. 1, Associated Truck Lines, Inc., extension alter- 
nate routes and off-route points. Report and order of August 24 modi- 
fied to authorize issuance to applicant, on compliance with sections 215 
and 217 of interstate commerce act and rules and regulations there- 
under, of an amended certificate,- authorizing, in addition to authority 
granted therein, transportation of general commodities, except those 
of unusual value, dangerous explosives, household goods as defined 
in Practices of Motor Common Carriers of Household Goods, 17 M. C. C. 
467, commodities in bulk, and those requiring special equipment, over 
irregular routes, to and from off-route points of Grosse Pointe Park, 
Grosse Pointe Woods, Grosse Pointe Village, Grosse Pointe Farms, 
Grosse Pointe Shores, Keego Harbor, Auburn Heights, Waterloo, Dex- 
ter, Childsdale, and Lyons, Mich., in connection with applfcant’s pres- 
ently authorized regular routes. Order shall become effective December 
15, unless prior thereto any party in interest shall show cause, if any 
there be, in writing verified under oath, why report and order of 
August 24, should not be modified to extent described above. 

MC 78786, Pacific Motor Trucking Co., common carrier application. 
Report and order of June 8, modified so as to authorize issuance to 
applicant, on compliance with sections 215 and 217 of interstate com- 
merce act and rules and regulations thereunder, of certificate authoriz- 
ing service at on-rail off-route points within 4 miles (rather than 2 
miles) of California Highway 24, between Marysville and Oroville. 
Order shall become effective December 26, unless prior thereto any 
party in interest shall show cause, if any there be, in writing verified 
under oath, why report and order of June 8, should not be modified 
to extent described above. 

MC F-1546, Quaker City Bus Co., purchase, Blackhawk Line, Inc. 
Petition of protestant, Silver Dart Lines, Inc., for reconsideration by 
Commission of its decision of October 13, denied. 

No. 17000, Part 7, rate structure investigation, grain and grain 
products within western district and for export. Order of December 
7, 1940, further amended so as to permit filing of tariffs, effective on 
one day’s notice, extending from November 30 to June 1, 1943, expira- 
tion date of tariffs covered by order of December 7, 1940, and amend- 
ments thereto. 

No. 28235, Port Commission of City of Beaumont, Tex., et al. vs. 
Abilene & Southern et al. Effective date of orders heretofore entered 
herein postponed to January 22, 1943. 

MC 86761 Sub. 3, Gulf Transport Co. Order of October 30, only 
in so far as it dismissed application, vacated. Order of August 10 
vacated. 

MC F-1652, J. V. Braswell, purchase, Wald Transfer & Storage Co.; 
and MC F-1706, Herrin Transportation Co., purchase, Wald Transfer 
& Storage Co. Petition of protestants, Sunset Motor Lines, Alamo 
Freight Lines, and certain rail carriers in Texas, for reconsideration 
by Commission of decision of division 4, entered May 23, denied. 

MC F-1895, Motor Cargo, Inc., purchase, Sidney Rosenberg. Appli- 
cation dismissed. 

W-559, McLain Marine Corporation, common carrier application. Pe- 
tition of applicant for reconsideration and modification of report and 
order and petition of intervener, Northeastern Inland Waterways Asso- 
ciation, supporting the former petition, denied. 

MC F-6, Scott Brothers, Inc., control, W. G. Corporation. Appli- 
cant’s petition for reconsideration by Commission of decision of divi- 
sion 5, entered August 26, 1941, denied. 

MC F-2003, Summit Fast Freight, Inc., purchase, Albert E. Schaw- 
lem. Application under section 210a (b) requesting approval of tem- 
porary operation by Summit Fast Freight, Inc., Akron, Ohio, of prop- 
erties of Albert E. Schawlem, dba A. E. Schawlem Motor Transporta- 
tion Co., Canton, Ohio, denied. 

W-328, Bay and River Navigation Co., common and contract car- 
rier application. Reopened for reconsideration and hearing. Effective 
date of permit and order of August 27 postponed until further order 
of Commission. 

W-463, James Hughes, Inc., common carrier application. Effective 
date of certificate and order of September 16 postponed to January 9, 
1943. 


PETITIONS FOR REHEARING, ETC. 

W-463, application of James Hughes, Inc., for certificate. Murray 
Transportation Co. asks Commission to vacate order of September 16, 
reopen matter for further proceedings and assign it for formal hearing. 

No. 14661, Southwestern Interstate Coal Operators’ Association 
et al. vs. Arkansas Western et al. Missouri-Kansas-Texas, one of 
defendants, asks modification of order. 
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W-36, application of Conners Marine Co., Inc.; and W-39, Standard 
Towing Corporation, contract carrier applications. Applicants ask 
reconsideration and modification in part of report and orders. 

|. & S. No. 5061, fresh green vegetables from Idaho and Oregon 
Intervener, Northern Pacific, has filed a concurrence in respondents’ 
— for argument before and reconsideration by entire Commis. 
sion. 

W-498, application of John I. Hay Co. In _ separate petitions 
DeBardeleben Coal Corporation, dba Coyle Lines, and River Terminals 
Corporation, protestants, ask reopening and formal hearing. 

MC F-1813, Clarence Moland et al., purchase, J. W. Saunders and 


J. R. Welty. Moland Bros. Trucking Co. asks reconsideration, reopen- 
ing or further hearing. 





UNCONTESTED FINANCE CASES 
Report and order in F. D, No. 13994, Alabama Great Southern Rail- 
road Co. Bonds, authorizing the Alabama Great Southern Railroad Co, 
to issue not exceeding $9,500,000 of first-mortgage 3'/ per cent bonds 
Series A, to be sold at 98.577 per cent and accrued interest from No- 
vember 1, 1942, and the proceeds, together with treasury funds, used 
to retire bonds which will mature December 1, 1943. Approved. 


MOTOR FINANCE CASES 

MC F-954, Illinois Greyhound Lines, Inc., purchase—The Southern 
Limited, Inc., embracing No. MC F-955, The Greyhound Corporation— 
Issuance of stock. Application of Illinois Greyhound Lines, Inc., of 
Cleveland, O., for authority to purchase operating rights and certain 
property of The Southern Limited, Inc., of Chicago, Ill., and Metrop- 
olis & Northern Motor Lines, Inc., also of Chicago, denied. Applica- 
tion of The Greyhound Corporation, also of Chicago, to issue not ex- 
ceeding 17,500 shares of no-par-value common stock, denied. 

MC F-1959, Cross Transportation, Inc., purchase—Milton L. Lahn. 
Petition of Cross Transportation, Inc., of Bridgeton, N. J., for recon- 
sideration of the order of September 30, 1942, in which Division 4 
denied temporary authority under section 210a(b) to lease certain 
rights of Milton L. Lahn, doing business as Lahn Motor Transporta- 
tion, also of Bridgeton, denied. 

MC F-1997, Steve Bonello, purchase—Hill Warehouse & Trucking 
Company (N. B. Thompson, Receiver). Request granted November 13, 
1942, for extension to November 28, 1942, of time for compliance with 
conditions of order of October 29, 1942, granting temporary authority 
under section 210a(b). 


FINANCE APPLICATIONS 

MC F-2025. Ted N. Moyers, Edward W. Moyers and Frank Zicke- 
foose, dba Wheeling Steubenville Truck Service, Wheeling, W. Va., 
asks authority to purchase operating rights under MC 14832 of Ralph 
L. Miller, Trustee in Bankruptcy for Wheeling Steubenville Transfer 
Co., Wheeling, W. Va. 

Finance No. 14015. Carbon County Railway Co. asks authority 
to issue 50 shares of common stock with a par value of $100 a share 
and an aggregate par value of $5,000 in exchange for a like number of 
shares, with like par value, issued in 1923 without Commission au- 
thority to the Columbia Steel Corporation in part repayment of non- 
negotiable debt. The non-negotiable debt, according to the application, 
was principally for funds advanced for the construction and improve- 
ment of applicant’s railroad. The new stock will be issued to present 
stockholders and the outstanding stock will be surrendered and can- 
zeled. 

Finance No, 14018. Nelson & Albemarle Railway Co. asks authority 
to issue $100,000 of first mortgage 10-year 4 per cent bonds so as to 
refund or pay a like amount of outstanding 6 per cent bonds maturing 
January 1, 1943. Applicant said the replacing or refunding of its 
present outstanding bonded indebtedness would avoid the necessity 


of its going into receivership or trusteeship under section 77 of the 
bankruptcy act. 





PETROLEUM RATE CHANGES 


The Commission by an order in I. and S. 5162, Petroleum 
and Products to the East, suspended from November 15, 1942, 
until June 15, 1943, the operation of certain schedules as pub- 
lished in supplement No. 4 to Agent W. S. Curlett’s tariff 
I. C. C. No. A-731, supplements Nos. 72 and 80 to Agent J. R. 
Peel’s tariff I. C. C. No. 3457, and various other tariffs propos- 
ing increases in rates on petroleum and petroleum products 
from points in central, southern, southwestern and western 
trunk-line territories to Atlantic seaboard territory (see Traffic 
World, Nov. 14, p. 1159). The increases were opposed by Price 
Administrator Henderson and the Temporary Subscommittee 
on Tank Cars of Transportation Committee, District No. 1 
appointed by the Petroleum Coordinator for War. 

Examples of the proposed increases follow: From Port 
Arthur, Tex., the rates on crude oil and on fuel oil would in- 
crease from 47 cents and 52 cents to 53 cents and 55 cents, 
respectively, to Bayonne, N. J., the increases would be from 49 
cents and 53 cents to 55 cents and 57 cents, respectively. 

The proceeding has been assigned for hearing January 12 
in the St. George Hotel at Brooklyn, N. Y. It had been as 
signed at Washington December 7. 


REPARATION ORDERS 
Reparation orders have been issued in No. 28329, Great 
Lakes Coal & Coke Co. et al. vs. A. T. & S. F. et al.; No. 


28416 (supplemental), Archer-Daniels-Midland Co. et al. VS: 
Alton et al. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Through Routes for Bus Passengers 


In a proposed report in MC C-336, Dave Wolzinger vs. 
Burlington Transportation Co. et al., Examiner J. L. Bradford 
has recommended ordering the establishment of through routes 
between points on the line of complainant and points on the 
lines of defendant, and determination of basis of reasonable 
maximum joint fares and equitable divisions thereof. 

The proposed report said that complainant operated what 
he frankly conceded to be a second-class cut-rate service be- 
tween Los Angeles and Salt Lake City. Defendants, said the 
report, operated what they just as frankly conceded to be 
standard first-class services. In the last six months of 1940, 
complainant originated 300 passengers who purchased trans- 
portation over his and defendants’ lines, said the report, from 
which defendants and their connections received a revenue of 
$3,975.40. In 1941 and the first six months of 1942, continued 
the report, revenues amounting to $18,938.32 and $6,302.70 had 
been received by defendants and their connections, respectively, 
from passengers originated by the complainant. Burlington 
Transportation Co., Union Pacific Stages, and Interstate Transit 
Lines, defendants, resisted the establishment of through routes, 
said the report, because it would result in combining their first- 
class services with complainant’s second-class service. 


The reported cited sections 216(a) and 216(e) of the act 
and said that it was the purpose of these sections to afford 
relief to the traveling public, and not to aid carriers to acquire 
or maintain strategic advantages over competitors. The evi- 
dence, said the report, showed that a considerable portion of 
the public desired to use complainant’s second-class service in 
connection with defendants’ first-class services. 


“Unlike a package of freight,” said the report, “a passenger 
is able to reconsign himself, and, therefore, by purchasing 
tickets at two or more points, to take advantage of lower local 
fares.” The report said that, inasmuch as the parties may find 
it desirable to arrange for through fares on the basis of a com- 
bination of local rates applicable over their respective lines, 
the order recommended would provide for the establishment 
of through routes only, with the proviso that, if the parties 
were unable to reach an agreement within 20 days after the 
effective date of the order the Commission should, on request 
of any party, consider the entry of a further order. 


Acid Rates and Tank Car Supply 


_ Taking into account, among other things, the fact that the 
shipments here involved could be transported by barges that 
had been built to handle this traffic and the fact that the 
present emergency required complete utilization of all available 
railroad equipment, particularly tank cars, Examiner R. M. 
Brown has recommended, in a proposed report in I. and S. No. 
9138, Acetic Acid, Texas City to South Charleston, embracing 
fourth section application No. 19889, that the Commission order 


cancelation of the schedules suspended in the I. and S. pro- 
ceeding. 


He recommended a finding that a reduced rate of 40 cents 
a hundred pounds on acetic acid (glacial or liquid) and acetic 
anhydride in tank cars from Texas City, Tex., to South 
Charleston, W. Va., plus the authorized general increase of 
2 cents, proposed to be established by the respondent railroads 
to compete with barge line rates, be found in contravention of 
the long-and-short-haul provision of section 4 of the act and 
without justification. The Commission should further find, he 
said, that fourth-section relief had not been justified in this 
proceeding and should deny the fourth section application. 


The proposed rate was published subject to rule 35 of the 
current western classification, minimum not less than 72,000 
Pounds, said Examiner Brown. His report showed that the 
Carbide & Carbon Cemicals Corporation, producer of acetic 
acid and acetic anhydride at both Texas City and South 
Charleston, appeared in support of the respondent railroads, 
and that operation of the considered schedules had been sus- 
— until March 1, 1943, on protest of the Inland Water 
ariers’ Freight Association, Coyle Lines, River Terminals 
orporation, and the Memphis Freight Bureau. 


__After noting that there was no present movement of acetic 
acid or acetic anhydride from Texas City to South Charleston, 


by any form of transportation and that there had been no such 
movement in the past, the examiner said: 


These acids must be transported in aluminum tanks and not in or- 
dinary steel equipment. The record indicates, however, that stainless 
steel might also have been used. The only equipment which has been 
available heretofore has been privately-owned aluminum tank cars. Al- 
though Texas City is on or near the Intracoastal Canal and South 
Charleston on a navigable tributary of the Ohio River, there has been 
no possibility of a movement of these acids by water, since neither the 
shippers nor the water carriers had aluminum tankers or other boats 
suitable for such transportation. 


The examiner then stated that in 1941 the railroads were 
told by the chemicals corporation that it was building three 
barges equipped with aluminum tanks to handle bulk shipments 
of the considered acids from Texas City to South Charleston. 
He said that, after discussion of water transportation costs, 
the southwestern railroads offered a competitive rate of 40 
cents, plus the 2-cent general increase, and the chemicals cor- 
poration indicated it would give a fair share, but not all, of 
the traffic to the railroads on that basis. 

Except for a few minor details, the aluminum-tank-barges 
were almost ready for service at the time of the hearing, said 
the examiner. He added that a contract had been entered into 
by which a towing company had agreed to tow the barges from 
Texas City to South Charleston at a rate that would make the 
aggregate cost equivalent to 36.5 cents a hundred pounds, for 
a haul of 1,960 miles. He said there would be no towing 
charge for the empty-return movement. 

The chemicals corporation, he said, owned 37 aluminum 
tank cars and had leased 43 additional ones in anticipation of 
establishment of the proposed rail rate. He said the railroads 
made an allowance of 1.5 cents a mile for use of this equipment, 
loaded or empty. His report continued, in part, as follows: 


The proposed rate of 40 cents would yield earnings of $288 per 
minimum car of 72,000 pounds, and 22.6 cents per car-mile for the 
shortline distance of 1,276 miles from Texas City to South Charleston 
over the all-rail routes. . . . The rate is also published for application 
over other more circuitous routes for distances as high as 1,624 miles... 

Fourth-section authority is sought for the stated purpose of meeting 
water competition. The proposed rate would be established over the 
short tariff route and over certain indirect routes named in the ap- 
plication. . . The relief sought is actively opposed by the Memphis 
Freight Bureau, acting primarily in behalf of a manufacturer of acetic 
acid at Memphis. The present rate on that acid from Memphis to South 
Charleston is 54 cents per 100 pounds, or 14 cents higher than the pro- 
posed rate from Texas City to South Charleston. . . Memphis is di- 
rectly intermediate to South Charleston over routes from Texas City. 

The record leaves little room for doubt but that the proposed rate 
is on a relatively low basis. . . The record is by no means convincing 
that the cost sare correctly computed or that all items properly charge- 
able have been included. . . The foregoing reasons are sufficient to con- 
demn the suspended schedules. 


Examiner Brown said a “more compelling” reason was the 
one taking the tank car supply into consideration. He said 
the movement here considered could be adequately handled by 
the new barges mentioned and that this would release railroad 
equipment for transportation of acids to and from points where 
water transportation was not available. The record showed, 
he said, that acetic acid moved to and from “a great many” 
points where there was no available water transportation, par- 
ticularly where there were producers of commercial alcohol, 
rayon and acetates. He added that the record was persuasive 
that aluminum tank cars, at least for the present, could be 
used to better advantage in service other than that from Texas 
City to South Charleston. 


Texas Grain Rates 


In a proposed report in No. 28770, Interstate Rates on Grain 
and Grain Products in Texas, embracing No. 28787, Texas In- 
dustrial Traffic League vs. Abilene & Southern Railway Co. et al., 
Examiner William A. Disque has recommended, as to No. 28770, 
that intrastate rates on grain and grain products, in carloads( 
in Texas be found unduly preferential of shippers and locali- 
ties within the state, unduly prejudicial to shippers and lo- 
calities outside the state, and unjustly discriminatory against 
interstate and foreign commerce. Lawful rates were proposed. 

In No. 28787, the examiner proposed that interstate rates 
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on the above commodities and others grouped therewith from, 
to, and between points in Texas in so-called differential terri- 
tory be found not unreasonable, and proposed dismissal of the 
complaint. 

The report said that No. 28770 was an investigation insti- 
tuted by the Commission on petition of various railroads serv- 
ing the southwest, and particularly the state of Texas. The 
purpose of the investigation, said the report, was to determine 
whether the rates and charges for the transportation of grain 
and grain products moving by railroad in intrastate commerce 
within Texas, made or imposed by the authority of the state, 
caused, or would cause, any undue or unreasonable advantage, 
preference or prejudice as between persons or localities in in- 
terstate commerce and those in interstate or foreign commerce. 

In No. 28787, said the report, an association of Texas busi- 
ness and shipper interests alleged that the interstate rates on 
grain, grain products, and commodities grouped therewith, in 
carloads, between points in what was known as differential 
territory, in western Texas, and between points in that terri- 
tory and the remainder of Texas, known as common-point ter- 
ritory, were unreasonable to the extent that they exceeded the 
intrastate rates. 

In discussing intrastate rates in Texas, the report said that 
they were, on the whole, substantially below, and, in many im- 
portant instances, far below the level of the prescribed or au- 
thorized reasonable maximum interstate rates generally ap- 
plicable from and to Texas and elsewhere in the southwest. In 
the grain investigation, Grain and Grain Products, 205 I. C. C. 
301, 365, said the report, the Commission, in dealing with prac- 
tically all the territory south of Kansas and Missouri, except 
for some points in western Texas, had prescribed as a general 
underlying basis for reasonable maximum specific rates, and 
for application, where specific maximum rates were not to 
apply, what was known as the revised southwestern scale. 

All the commodities involved, said the report, were treated 
as one and given the same rates, although prior thereto, the 
report noted, coarse grains and their products had been ac- 
corded lower rates than wheat and its products, the coarse 
grain rates in Texas, at least, having been about 90 per cent 
of the wheat rates. On these bases, said the report, specific 
interstate rates were prescribed from and to key points and 
groups in the southwest. A scale of rates was also prescribed 
as a reasonable maximum for interstate application between 
points in Texas common territory for distances up to and in- 
cluding 350 miles, said the report. For greater distances, it 
said, the Commission, to satisfy practically all the grain and 
milling interests of Texas, prescribed a blanket rate. For 
transportation between points in Texas where the haul was 
in whole or in part in differential territory, said the report, the 
Commission prescribed differentials to be added to the common- 
point rates. 

The report said that, effective July 3, 1935, the Texas com- 
mission cooperatively prescribed for intrastate application on 
wheat and its products, scale rates and differentials substan- 
tially the same as those prescribed and established interstate 
between points in Texas, but, said the report, it required the 
former intrastate rates and differentials on coarse grain to 
be continued approximately 10 per cent lower. Effective No- 
vember 1, 1941, said the report, the Texas commission acting 
alone, in a general class and commodity rate investigation of 
its own, required that the differentials on intrastate traffic 
of all kinds and descriptions be eliminated. In lieu of rates 
with differentials, said the report, it prescribed on almost all 
commodities certain scales representing an extension of the 
former scales on a mileage basis beyond the point where the 
maximum or blanket rate was reached. But, said the report, 
it refused to change the scales applicable to grain and related 
commodities, leaving the 35-cent rate on wheat and its prod- 
ucts, and a 3l-cent rate on coarse grain and its products to 
apply for all distances within Texas in excess of 350 miles. 
Under the revised southwestern scale, said the report, a rate 
of 35 cents would apply for a distance of 500 miles, and a rate 
of 32 cents for a distance of 400 miles. 


The Texas carriers published the intrastate rates for ap- 
plication on interstate traffic, said the report, effective No- 
vember 25, 1941. On protest these rates were suspended in 
I. and S. No. 5080, Grain Between Texas Points, and later 
withdrawn, said the report. The refusal of the Texas com- 
mission to allow the rates on coarse grains to go up to the 
wheat level, said the report, the elimination of the differentials 
on all the traffic involved, and the continued bobtailing of the 
intrastate scale, had resulted in the present proceedings. 

The report said that the commodities involved moved 
within and from and to various parts of the state, but that 
the movements of special importance were those from the 
northwestern part, to the part of the state which consumed 
“the lion’s share” of the grain and involved the longest hauls 
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from the great producing sections. It was therefore evident 
said the report, that the intrastate rates that reflected the most 
radical reductions below the revised southwestern scale ap- 
plied on the most important movements. 

The report said that respondents estimated that the dis. 
parities in rates in favor of the Texas intrastate traffic would 
if continued, cost them a revenue loss of about $214,000 a year 
on wheat alone, a figure based on a study covering the move. 
ment during the last week of June and the first week of July 
1939, on which rates had averaged 3.4 cents lower than the 
general southwestern level. This figure, said the report, took 
into account losses on movements of intrastate wheat, on jn- 
terstate wheat between Texas points on which it had been 
necessary from a competitive standpoint to keep the rates on 
the intrastate level, and a loss on traffic from Texas points 
to destinations in other states on which respondents felt it 
would become necessary to reduce their rates to keep them in 
line with the relatively low rates to Texas markets. This loss 
figure, said the report, took no account of reductions that might 
be necessary from Kansas and Oklahoma points to Texas desti- 
nations and elsewhere in the west and southwest, to keep all 
rates properly aligned. 

There was, said the report, considerable evidence as to the 
adverse effect of the intrastate rates on shippers and localities 
outside the state, and said that processors in the west and south- 
west drew substantial quantities of grain in competition with 
each other from the large producing areas of Kansas, Okla- 
homa, Colorado and New Mexico. The report, as an example, 
said that the 35-cent rate required by the Texas commission 
had put the Colorado interests at a disadvantage of 9.5 cents, 
had virtually excluded them from the E] Paso market, and had 
afforded the Texas millers a practical monopoly there. The 
report cited other instances to show that “the intrastate rates 
operate to the detriment of the interstate shippers.” The re- 
port said: 

For over 25 years Texas bobtailed scales on various kinds of traffic 
have been a fruitful source of harm and strife. All but a few of them 
have disappeared and the one here considered should be gotten rid 
of. It is clear beyond all question of doubt that restoration of the 
differentials, or adoption of the prescribed Texas interstate scale for 
intrastate traffic would fall far short of removing the infirmities in the 
present intrastate rates and making them lawful. From a transporta- 
tion standpoint, as in other respects, Texas is an integral part of the 
great southwest and this record makes very clear the fact that there 
are generally no differences in conditions that entitle it to special or 
separate treatment in the matter of rates on the traffic involved. 


The report concluded that the general southwestern ad- 
justment, reflecting the revised southwestern scale, was the 
reasonable basis for measurement. 

In No. 28787, the report said that the protestants sought 
continuance of the present intrastate rates. They contended, 
said the report, that the general southwestern level of rates 
on the traffic involved was too high in comparison with rates 
in western trunk-line territory to afford a proper basis for 
measuring the rates in Texas, particularly for distances between 
400 and 800 miles. Protestants urged, said the report, that the 
bobtailed scale was desirable to keep the processors of the 
grain in Texas on more or less of a parity. There might be no 
vice in it, said the report, if the blanket or maximum rates 
represented the average reasonable rates for distances over 
350 miles and if they did no harm to parties outside the state, 
but, it added, such was not the case. 


METAL COUCHES 


MC C-323, Southern Spring Bed Co. vs. Bassett Furniture 
Trucking Co. By Joint Board No. 204. Dismissal proposed. 
Rates on metal couches proposed to be found inapplicable, and 
rates on bed springs proposed to be found unreasonable, on 
shipment of 73 crates of bed springs compressed and six pack- 
ages of metal couches, knocked down, weighing 9,256 pounds, 
from Atlanta, Ga., to Asheville, N. C., April 29, 1941. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, oF 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type 
uxih name of town or city following.) 


Wisconsin (Wisconsin Rapids)—-MC 1494, Gross Common 
Carrier, Inc., common carrier. Embracing MC 1494, Sub. 1 
Same, extension; MC 29600, Louis Gross and Quesnal_Gross, 
dba Gross Bros., contract carriers; MC 29600, Sub. 1, Quesnal 
Gross and Louis Gross, extension; MC 29600, Sub. 2, Same; MC 
29600, Sub. 7, Quesnal Gross and Louis Gross, dba Gross Bros: 
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contract carriers; and MC 429, Emil J. Condon, contract car- 
rier. Permit proposed, authorizing operation under individual 
contracts with persons who operate meat-packing businesses, 
as to fresh meats, canned foods, butter, eggs, cheese, and pack- 
ing house supplies between Albert Lea, St. Paul, S. St. Paul, 
Newport, Austin and Winona, Minn., and La Crosse and Wis- 
consin Rapids, Wis., on the one hand, and, on the other, points 
and places in Wisconsin, over irregular routes, but with no 
service at points included in MC 1494, Gross Common Carrier, 
and MC 1494, Sub. 1, Same. Report proposed to find common 
carrier authority, as to household goods, between points in 
Minn., Ill., Ia.. and Mich., on the one hand, and, on the other, 
points in Wis., over irregular routes, and operations by Louis 
Gross and Quesnal Gross, co-partners, dba Gross Bros., Con- 
tract Carriers, as to specified commodities between certain 
points in Minn., on the one hand, and, on the other, points in 
Wis.; of soap and soap products from Wisconsin Rapids, Wis., 
to points within 50 miles of Wisconsin Rapids; of meats and 
packing house products from Wisconsin Rapids and La Crosse, 
Wis., to points in Dane county, Wis., over irregular routes, 
consistent with the public interest and the national transporta- 
tion policy. Report proposed to find service by said common 
carrier, aS to general commodities, with exceptions, at Winona, 
Minn., and certain points in Wisconsin, over specified routes, 
and service by said co-partners, at those points, of fresh meats, 
etc., not to be consistent with the public interest and the na- 
tional transportation policy. 

Indiana (Albany)—MC 5724, N. S. Craig, contract carrier. 
Embracing MC 5724, Sub. 1, Same, extension. Certificate pro- 
posed. On further hearing, findings in prior reports proposed 
to be modified, and authority as granted in prior report, 28 
M. C. C. 629, proposed to be modified so as to find applicant en- 
titled to continue operations, as to foodstuffs, and articles gen- 
erally sold in grocery stores, from Louisville, Ky., and points 
in the Chicago, Ill., commercial zone, to Louisville and Coving- 
ton, Ky., and points in Ind. and Ohio; clay and fire brick, from 
Louisville and St. Louis, to Dunkirk, Ind.; cullet, from Chicago 
to Hartford City and Winchester, Ind.; rubber fruit jar rings, 
from Dunkirk, Muncie, Marion and Indianapolis, Ind., to Louis- 
ville, Covington, St. Louis, Pittsburgh and Schenley, Pa., and 
points in Ill., Ind., Mich., and Ohio. In MC 5724, Sub. 1, cer- 
tificate proposed as to specified commodities, from East St. 
Louis, Ill., to Louisville, Ky., and points in Ill., Mich., and Ohio; 
from Mt. Vernon, Ohio, to Louisville, St. Louis, Mo., and points 
in Ill. and Ind.; from Lapel, Ind., to Louisville, St. Louis, and 
points in Ohio; from Terre Haute, Ind., to Louisville and Cov- 
ington, Ky., Pittsburgh and Schenley, Pa., St. Louis, and points 
in Ill., Ind., Mich., and Ohio. 


Pennsylvania (Philadelphia)—-MC 19201, Sub. 25, Pennsyl- 
vania Truck Lines, Inc., extension. Denial of certificate pro- 
posed. General commodities, except household goods, over de- 
scribed routes, serving intermediate points which are stations 
on the Pennsylvania Railroad. 


New Hampshire (Milton)—-MC 35670, Sub. 5, Interstate 

Passenger Service, Inc., extension. Certificate proposed. Pas- 
sengers, and their baggage, and newspapers in the same vehicle 
with passengers, between Wilton and Fitchburg, over described 
routes, serving intermediate points of West Wilton, Temple, 
New Ipswich, and Ashby, and such duplication of authority as 
that contained in applicant’s certificate in MC 35670, Sub. 3, 
proposed to be eliminated. 
_ lowa (Sioux City)—-MC 22301, Sub. 1, Sioux Transporta- 
tion Co., extension. Certificate proposed. Fresh meats, and 
packing house products, from Sioux City to Chicago, IIl., over 
U. S. highway 20, serving no intermediate points except to the 
extent that it is now authorized to serve Dubuque. 

_ Missouri (Jefferson City)—-MC 40029, Sub. 1, Lawrence A. 
Elliott, extension. Embracing MC 40029, Sub. 2, Same, as suc- 
cessor in interest to Bruce, Alice, and Arthur McDonald, Com- 
mon Carrier Application. Certificate proposed. In MC 40029, 
Sub. 1, authority proposed as to general commodities, with ex- 
ceptions, between Kansas City, Kan., and Kansas City, Mo., on 
the one hand, and Jefferson City, Mo., and Davenport, Ia., on 
the other, over specified routes, serving specified intermediate 
points. In MC 40029, Sub. 2, continuance in operation as to 
general commodities, with exceptions, from Kansas City, Kan., 
to points in Missouri, over specified routes. 

_. Texas (Dallas)—-MC 59468, H. E. English, extension. Cer- 

tificate proposed. General commodities, with exceptions, be- 

tween Greenville, Tex., and the site of an oil field located about 
miles south of Greenville, over a specified route. 

Utah (Cedar City)—-MC 64545, Sub. 1, Thomas C. Syrett, 
extension. Certificate proposed. Groceries and feed, between 

anaca, Nev., and Caliente, Nev., over U. S. highway 93, with 
nO service at intermediate points. 
Wisconsin (La Crosse)—-MC 80430, Sub. 9, Gateway City 


Transfer Co., extension. Denial of certificate proposed. Gen- 


1217 


eral commodities, between points in Wis., Ia., Minn., Ill., and 
Mo. 

Mississippi (Vardaman)—MC 95700, William Boyd Parker, 
extension. Certificate proposed. General commodities, with ex- 
ceptions, from Vardaman, Miss., and points in Calhoun county, 
Miss., within 15 miles of Vardaman, to Memphis, Tenn., over 
irregular routes. 

Missouri (Springfield)—-MC 103996, Alvin Smay, common 
carrier. Certificate proposed. General commodities, with ex- 
ceptions, between Springfield and Buffalo, Mo., over a specified 
route, serving no intermediate points. 

idaho (Nampa)—-MC 103760, Sub. 1, R. Lewis Ord, ex- 
tension. Certificate proposed. Household goods, between 
points and places in Idaho, on the one hand, and, on the other, 
points and places in Utah, Ore. and Wash.; baled and chopped 
hay, from points in Harney, Malheur, Union and Baker coun- 
ties, Ore., to points in Canyon, Ada, Payette and Owyhee 
counties, Idaho. 

California (Los Angeles)—-MC 103740, Malco T'ranspor- 
tation Co., contract carrier. Application proposed to be dis- 
missed, at applicant’s request. Refined liquid petroleum prod- 
ucts, between Los Angeles, Calif., and Safford, Ariz., over a 
specified route. 

indiana (Hammond)—MC 103657, Alfred R. Young, com- 
mon carrier. Certificate proposed. Household goods, be- 
tween points in Indiana, on the one hand, and points in Illinois, 
on the other; such commodities as are dealt in and sold by re- 
tail chain, department, and furniture stores, from Hammond, 
Ind., to ponits in Ill. within 50 miles at Hammond, and rejected 
shipments on return movements, over irregular routes. 

IMinois (Chicago)—-MC 93189, James Carney, common car- 
rier. Denial of certificate proposed, for want of prosecution. 
General commodities, between points in Chicago, Ill., over ir- 
regular routes. 

New Jersey (Watchung)—MC 87168, Eastern Motor 
Freight Lines, Inc., common carrier. Certificate proposed. 
On further hearing, authority proposed as to continuance of 
operation, general commodities, with exceptions, over irregular 
routes, between all points in Conn., Mass. and R. I., and cer- 
tain points in N. Y., N. J., Pa. and Del. Report said that, as 
applicant did not seek authority to transport building, grading 
and paving materials, in dump trucks, from Bound Brook, N. 
J., to New York., N. Y.. and points in Westchester and Nassau 
counties, N. Y., it was recommended that certificate be so re- 
stricted. A certificate so restricted, said the report, would not 
duplicate operations of Carrar Trucking Co., Inc., Contract 
Carrier Application, 18 M. C. C. 353, and would, therefore, not 
constitute dual operations. 

Indiana (Evansville)—-MC 59571, Carl L. Garrison and 
Curtis B. Garrison, common carrier. Certificate proposed, on 
finding that applicants had operated only as a common carrier. 
Continuance of operation as to general commodities, from 
Evansville, Ind., to Cincinnati, Ohio, over a specified route, 
serving no intermediate or off-route points. 

Wisconsin (Janesville)—-MC 57776, Sub. 5, extension. Cer- 
tificate proposed. Passengers and their baggage, express, news- 
papers and mail in the same vehicle with passengers, between 
Johnson Creek, Wis., and Watertown, Wis., over Jefferson 
county highway “Y,” for operating convenience only, with no 
service at intermediate points. 

New Jersey (Paterson)—MC 55556, Sub. 2, Joseph Ferraro, 
extension. Denial of certificate proposed. Fresh meats, pack- 
ing house products, butter, cheese, eggs, groceries and adver- 
tising matter, from piers located in Bayonne, Hoboken, Jer- 
sey City, Weehawken and Port Newark, N. J., to Passaic, 
Paterson, Clifton, Newark and Hackensack, N. J.; and between 
New York, N. Y., on the one hand, and Clifton, Hackensack 
and Newark, N. J., on the other, over irregular routes. 

New Jersey (Ramsey)—MC 53191, Sub. 2, George M. Orth- 
mann, extension. Certificate proposed. Fertilizers, from Phi- 
adelphia, Pa., to points in Warren county, N. J., over irregular 
routes. 


Georgia (Augusta)—-MC 29879, Sub. 3, Reliable Transfer 
Co., Inc., extension. Denial of certificate proposed, for want 
of prosecution. General commodities, serving Social Circle, 
Porterdale, Lithonia and Gracewood, Ga., and points within five 
miles of the city limits of Atlanta, Ga., and points in Ga. and 
S. C., within 15 miles of the city limits of Augusta, Ga., and 
points and places within two miles of the city limits of all 
cities served and within two miles of all line hauls, over ir- 
regular routes, in connection with applicant’s presently au- 
thorized routes under MC 29879, MC 29879, Sub. 1, and MC 
29879, Sub. 2. 

North Carolina (Charlotte)—-MC 28307, Sub. 2, Frederick- 
son Motor Express Corporation, extension. Certificate pro- 
posed. General commodities, with exceptions, between Ashe- 
ville, N. C., and Hickory, N. C., over U. S. highway 70, with 
service at all intermediate points and the off-route points 
of Nebo, Bridgewater and Drexel, N. C.; between the junction 
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of U. S. highways 29 and 29A, near Charlotte, N. C., and near 
China Grove, N. C., over U. S. highway 29A, with service at 
all intermediate points; between Gastonia, N. C., and the 
junction of N. C. highway 7 and U. S. highway 29, near Ca- 
tawba River bridge, over N. C. highway 7, with service at 
all intermediate points; and between Kings Mountain and Gos- 
tonia, N. C., over U. S. highway 29, with service at all inter- 
mediate points. 

New York (New York)—MC 12040, Sub. 1, Albert F. 
Reinert, Broker, extension. Denial of license proposed. Exten- 
sion of operation as a broker in arranging transportation, gen- 
eral commodities, with exceptions, between points in Maine, 
NN. #., Vt. Conn. RF. L.,. Mass... Va., W. Va. N. C, S. C., Ga. 
Ala., Fla., Tex., Tenn., Ky., Ohio, Ill., Ind., Ia., Mich., Minn 
Wis. and Mo. 

New Jersey (Newark)—MC 19267, Manual Val, common 
carrier. Certificate proposed. Continuance in operation as to 
iron and steel articles, building and roofing material, fibre- 
board, electrical apparatus, copper cable, radios, gas ranges and 
refrigerators, over irregular routes, between Newark, N. J., 
and points within 5 miles thereof, on the one hand, and all 
— ” Conn., N. Y., N. J. and Pa., within 150 miles of New- 
ark, N. J. 

New York (New York)—MC 43046, Laura Scheck, com- 
mon carrier. Certificate proposed. Continuance in operation 
as to general commodities, with exceptions, between specified 
points in Mass., R. I., Conn., N. Y., N. J., Pa., Md. and D. C., 
over regular routes. 

Missouri (Kansas City)—-MC 52746, Sub. 21, Knaus Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Burlington, Ia., and junction of 
U. S. highway 34 and Illinois highway 92, near Mendota, IIl., 
over U.S. highway 34, as an alternate route. 

New Jersey (Newark)—MC 81010, Schwartz Bros. Truckmen, 
Inc., common carrier. Certificate proposed. General commodi- 
ties, with exceptions, from Newark, N. J., to New York, N. Y., 
to points on Long Island, N. Y., and points in Dutchess, Orange, 
Putnam, Rockland, Sullivan, Ulster and Westchester counties, 
N. Y.; lumber and building materials from Newark to points 
in New Jersey and points in Fairfield county, Conn.; damaged 
and rejected shipments of above-mentioned commodities, in the 
reverse direction, over irregular routes. 

California (Oxnard)—MC 103279, H. W. Hamilton, common 
carrier. Certificate proposed. Household goods, between Ox- 
nard, Calif., on the one hand, and, on the other, points in Ven- 
tura county, Calif., over irregular routes. 

Idaho (Coeur d’Alene)—-MC 103917, W. E. Cartee, common 
carrier. Denial of certificate proposed, for want of prosecution. 
Household goods, between points in Kovtenai county, Idaho, 
and points in Washington, over irregular routes. 

Tennessce (Nashville)—-MC 879, Sub. 4, Service Lines, Inc., 
change in route. Certificate proposed. General commodities, 
with exceptions, over a regular route, from the junction of Ken- 
tucky highway 56 and U. S. highway 41, over U. S. highway 
41 to Evansville, Ind., thence over Indiana highway 66 to the 
Indiana-Illinois state line, and thence over Illinois highway 14 
to McLeansboro, Ill., for operating convenience only. 

Missouri (Kansas City)—-MC 52746, Sub. 20, Knaus Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, between Ames, Ia., and Albert Lea, Minn., over U. S. high- 
way 69, not including service at intermediate points. 

Indiana (Indianapolis)—-MC 72031, Sub. 4, Indianapolis 
and Southeastern Lines, Inc., change in routes. Certificate pro- 
posed. Passengers and their baggage, express, mail and news- 
papers in the same vehicle with passengers, between Greens- 
burg, Ind., and the junction of highway 46, and between Eliza- 
bethtown and Cleves, Ohio, over regular routes. 

Oklahoma (Grove)—MC 88544, Sub. 1, Leslie L. Allen, 
extension. Permit proposed. Explosives between Tulsa, Okla., 
and points within 9 miles of Tulsa, over irregular routes. 


West Virginia (Elizabeth)—-MC 88901, Sub. 3, Gifford H. 
Huffman, extension. Permit proposed. Liquid petroleum prod- 
ucts, in tank trucks, from North Charleston, W. Va., to Athens 
and Jackson, Ohio, and from Blue Creek, W. Va., to Athens, 
over irregular routes. 


Washington (Uniontown)—MC 91804 ,Sub. 2, extension. 
Certificate proposed. Household goods, sand, gravel, fuel, lum- 
ber, building materials, agricultural products, and live stock, 
between Uniontown, Wash., and points in Washington within 
10 miles thereof, and points in Nez Perce and Latah counties, 
Idaho, serving Clarkston, Wash., and points within 1 mile 
thereof, in connection with such operations. 


West Virginia (Bramwell)—-MC 96495, Marvin A. Tabor, 
common carrier. Certificate proposed. Coal, lime, sand, crushed 
stone, rock, rock dust, and household goods, between points in 
Tazewell county, Va., on the one hand, and, on the other, points 
in Mercer, McDowell, and Wyoming counties, W. Va., over 
irregular routes. 
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lowa (Creston)—-MC 102021, Sub. 1, extension. Denial of 
certificate proposed. Flour, and animal and poultry feed, from 
Crete and Omaha, Neb., to Corning and Creston, Ia., and points 
in Ia. within 15 miles of -Creston, over irregular routes. 

Indiana (Gas City)—-MC 102132, Sub. 1, Gas City Transfer 
Co., Inc., extension. Denial of certificate proposed. Specified 
commodities, between points in Ill., Ind., Ky., Mich., Ohio, and 
Wis., over irregular routes. 

New Mexico (Clayton)—-MC 103884, Seward W. Van Leer, 
common carrier. Certificate proposed. General commodities, 
with exceptions, between Clayton, N. M., and Kenton, Okla., 
over regular routes, with service at intermediate points. 

Ontario, Canada (Emo)—MC 103986, Mrs. I. A. Murray, 
common carrier. Certificate proposed. Pulpwood, from the In- 
ternational boundary between the United States and Canada, 
to International Falls, through the port of entry at Interna- 
tional Falls, over irregular routes. 

Washington (Spokane)—MC 29981, Sub. 5, John F. Mc- 
Hugo, extension. Certificate proposed. Household goods, be- 
tween points in Wash., Ore., Mont., Idaho, Utah, Nev., and 
Calif., over irregular routes. 


Rejection of Forwarder Tarifis 


The Commission has instituted Ex Parte No. 154, Tariffs 
of Freight Forwarders Containing Joint Freight Forwarder- 
Motor Common Carrier Rates, citing certain freight forwarders 
to show cause, if any there be, by formal return filed with the 
Commission on or before December 1, stating specifically the 
grounds relied on, why the following tariffs should not be re- 
jected and stricken from the Commission’s files: 


Freight forwarder tariff No. 3, I. C. C. FF-4, and supplement 1 
thereto, filed by Central Package Car Co.; local joint and proportional 
tariff No. 2, MF I. C. C. 1, filed by A. T. Knopp, doing business as 
Superior Fast Freight; tariff 1, I. C. C. FF-1, filed by Texas Shippers 
Association; freight tariff 1, MF I. C. C. 1, filed by General Carloading 
Co., Ine.; I. C. C. FF-1, filed by A. Kohrman, I. J. Sheer, and J. A. 
Feldmeier, doing business as Pittsburgh Stores Fast Freight; tariff 1, 
I. Cc. C. FF-1, filed by Baltimore-New York Dispatch, Inc.; and tariff 
1, I. C. C. FF-1, and supplement 1 thereto, filed by Julius Bleich, doing 
business as New York-Philadelphia Dispatch. 


The Commission said it appeared that section 409 of part 
IV of the interstate commerce act provided that the only initial 
joint freight forwarder-motor common carrier rates and charges 
that might be established were those that actually fell within 
the terms of subsections (1), (2) and (3) of section 409 (a) 
of that act, to wit, (1) those stated in tariffs filed with the 
Commission prior to May 16, 1942, and not rejected by the 
Commission; (2) those stated in tariffs that were offered to 
the Commission for filing prior to May 16, 1942, and which 
were rejected by the Commission, and (3) those under which 
freight forwarders and motor common carriers subject to part 
II of the act were actually operating on July 1, 1941. It fur- 
ther appeared, said the Commission, that the freight forwarders 
hereinbefore named had filed with the Commission rates, 
designated as joint freight forwarder-motor common carrier 
rates and charges that were not stated (1) in tariffs that were 
filed with the Commission prior to May 16, 1942, and not re- 
jected by the Commission, or (2) in tariffs filed with the Com- 
mission prior to May 16, 1942, and rejected by the Commission, 
and (3) which were not the joint freight forwarder-motor com- 
mon carrier rates and charges under which such freight for- 
warders and motor common carriers were actually operating 
on July 1, 1941, “and that the said freight forwarders, although 
requested so to do by the Commission, have not canceled the 
said alleged joint freight forwarder-motor common carrier 
rates and charges.” 


Status of Carrier for Forwarder 


Fifty-nine interstate motor carriers, interveners in MC 
76014, the Barnett Trucking Co. Common Carrier Application, 
embracing MC 23458, Same, Contract Carrier Application, have 
joined in a petition for reconsideration by the full Commission 
of the report by division 5 on the Barnett application (see Traffic 
World, October 31, p. 1018) and for oral argument. | - 

The petitioners contended that division 5 erred in failing 
to restrict the authority granted applicant to traffic that was, 
at the time of transportation by applicant, in the primary 
custody of and moving on bills of lading of freight forwarders 
as defined in section 402 (a) (5) of part IV of the interstate 
commerce act. ; 

Division 5 granted authority to the applicant to continue 
operation as a common carrier by motor vehicle in transpor- 
tation of general commodities between Pittsburgh, Pa., and 
Cincinnati, O., over specified routes, serving Columbus and 
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Dayton, O., as intermediate points. The petitioning carriers 
cited Commissioner Patterson’s dissenting opinion, in which it 
was stated that applicant had been exclusively a _ contract 
carrier since it had served only the National Carloading Cor- 
portation under written contracts and had never held itself 
out to serve the general public. They said the Commission had 
held in other decisions that freight forwarders such as National 
Carloading Corporation had the status of shippers with respect 
to the carriers employed by them, and that they agreed that 
under the act the Commission could not, consistently with 
applicant’s common carrier status, restrict its service to par- 
ticular shippers, i. e., forwarders. However, said the petition- 
ers, “we do contend most vigorously that applicant’s service 
may be restricted to the particular class or property which it 
shall be authorized to transport.” 

“Petitioners see no difference whatsoever,” continued the 
petition, “in restricting this applicant to the transportation 
of traffic which is at the time of transportation by applicant in 
the primary custody of and moving on bills of lading of freight 
forwarders from those cases in which this Commission re- 
stricted common carrier certificates issued to the Railway Ex- 
press Agency by limiting them to general commodities moving 
on bills of lading of the express company. The legal problem 
js the same. The Commission, in the express cases, unques- 
tionably adopted the view that the restriction imposed by it 
in those cases went to the matter of the class or classes of 
property to be transported. A restriction on that basis is clearly 
permissible and unjustified under the act. The situation pre- 
sented in the case of this applicant is no different. Similar 


restriction as to the class or classes of property is likewise 
justified and permissible.” 


Freight Forwarder Applications 


Additional freight forwarder applications have been filed 


vga Commission as follows (see Traffic World, Novem- 
r ; 


FF-56, A. T. Knopp, dba Superior Fast Freight, Los Angeles, 
Calif. Asks for authority to continue operation as a freight forwarder, 
through use of facilities of common carriers by railroad and motor 
vehicle, in the transportation of general commodities, with exceptions, 
from all points south of and including Santa Monica in California, and 
points south of San Fernando, Calif., to all points in Ore., Wash., and 
all points north of and including the city of Boise, Ida., and points in 
Canada; also for Alaska and export. Applicant says he has assumed, 
and intends to assume, responsibility for the transportation of ship- 
ments from point of origin to point of destination. Application was 
signed by A. T. Knopp, as owner. 

FF-57, International Forwarding Co., Chicago, Ill. Asks authority 
to continue operation as a freight forwarder, through use of the facili- 
ties of common carriers by railroad, express, water, air and/or motor 
vehicle, of general commodities from points of origin in five groups of 
specified states to points of destination in five groups of specified 
states. Applicant says it has assumed, and for the future will assume, 
responsibility for the transportation of shipments from point of origin 
7 point of destination. Application was signed by Aug. Bontoux, presi- 
ent. 

FF-58, International Forwarding Co., Inc., Chicago, Ill. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, air, and/or 
motor vehicle, of general commodities from points in Conn., Mass., 
N. J., N. Y., Pa., R. I., and Vt., to points in Ariz., Ark., Calif., Colo., 
Idaho, Ill., Ind., Ia., Kan., La., Mich., Minn., Mo., Mont., Neb., Nev., 
N. M., N. D., Ohio, Okla., Ore., S. D., Texas, Utah, Wash., Wis., 
Wyoming, and to British Columbia (Canada), Alaska, Hawaii, and 
other territorial possessions of the United States. Applicant says it has, 
in its operations, assumed responsibility for the transportation of ship- 
ments from points of origin to points of destination. Application was 
signed by Aug. Bontoux, president. 

FF-59, International Carloading Co., Inc., Chicago, Ill. Asks au- 
thority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, express, water, air, and/or 
motor vehicle, of general commodities, from points in Ark., Ill., Ind., 
la, Kan., Ky., Mo., Neb., Okla., and Tenn., to points in Ariz., Calif., 
Idaho, Mont., Nev., N. J., N. Y., Ore., Pa., Tex., Utah, Wash., Wy- 
oming, and to British Columbia (Canada), Alaska, Hawaii, and other 
territorial possessions of the United States. Applicant says it has, in 
the past, assumed responsibility for the transportation of shipments 


from points of origin to points of destination. Application was signed 
by Aug. Bontoux, president. 


FF-61, Sheldon Transfer & Storage Co., Holyoke, Mass. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, water, and motor ve- 
hicle, of all paper and paper articles, from points in Conn., Mass., 
me, N. H., N. J., N. Y., R. I., and Vt., to points in all states, D. C., 
and Canada, excepting Maine, N. H., Vt., R. I. and Conn. Applicant says 
it assumes full responsibility from the time of shipment until its final 
jst at destination. Application was signed by Arthur E. Sheldon, 

surer, 

FF-60, Rediker Bros. Shipping Co., New York, N. Y. Asks authority 
to continue operation as a freight forwarder, through use of the fa- 
cilities of common carriers by railroad, of general commodities, con- 
sisting mostly of dry goods, from New York to Tampa, for shipment 
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on steamer to Cuba; New York to Texas, for shipment to and via 
Mexico; New York to California, for shipment to Central and South 
America; New York to Louisiana, for shipment for export. Applicant 
says it does not assume any responsibility; that all liability is assumed 
by the railroad carrier. Application was signed by Moe J. Rediker, 
as partner. 

FF-62, Frank Kigler, dba Kigler Forwarding Co., New York, N. Y. 
Asks authority to continue and to institute operation as a freight for- 
warder, through use of the facilities of common carriers by railroad, 
motor vehicle, water, and air, of general commodities. As to con- 
tinuance of operation, from the local area in New York, N. Y., and 
Newark, N. J., to Philadelphia, Pa., Wilmington, Del., Baltimore, 
Md., and Washington, D. C., metropolitan areas. As to instituted 
operation, from metropolitan areas of New York, N. Y., Jersey City, 
N. J., Boston, Mass., Philadelphia, Pa., and Baltimore, Md., to 49 
specified cities in the United States, and Montreal, Quebec, Canada. 
Applicant says he has assumed, and will assume, responsibility for 
transportation of shipments from point of origin to point of destina- 
tion. Application was signed by Frank Kigler, as owner. 

FF-63, Freedman & Slater, Inc., New York, N. Y. Asks authority 
to continue operation as a freight forwarder, through use of the facili- 
ties of common carriers by railroad, water, and motor vehicle, of 
general commodities between points in New York and points in Ala., 
Calif., Fla., La., Md., Pa., S. C., Tex. and Va., for export. Applicant 
says it assumes partial responsibility for the transportation of ship- 
ments from point of origin to point of destination in some instances. 

FF-64, A. Kohrman, I. J. Sheer, and J. A. Feldmeier, dba Pitts- 
burgh Stores Fast Freight, Pittsburgh, Pa. Asks authority to continue 
operation as a freight forwarder, through use of the facilities of 
common carriers by motor vehicle, railroad, and express, of general 
commodities, from all points in Conn., Me., Mass., N. H., N. J., N. Y., 
Pa., R. I., and Vt., to all points in Ohio, Pa. and W. Va. Applicant 
says it has assumed responsibility for the transportation of shipménts 
from point of origin to point of destination. Application was signed by 
J. A. Feldmeier, as a partner. 

FF-65, Bluebonnet Freight Forwarding Co., Houston, Tex. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, water, and motor vehicle, 
of general commodities, between points in Conn., Del., Me., Md., Mass., 
N. H., N. J., N. ¥., Pa., R. 1, Vt., Va., W. Va. and D. C., and points 
in Ark., La., N. M., Okla. and Texas. Applicant says it assumes full 
responsibility for all shipments. Application was signed by F. G. 
Dorsey, president. 

FF-66, Spector Freight Forwarding Co., Inc., Chicago, Ill. Asks 
authority to continue operation as a freight forwarder, through use 
of the facilities of common carriers by railroad, of general commodities 
between points and places in Mass., Conn., R. I., N. Y. and N. J., and 
Ind., Ill. and St. Louis, Mo. Applicant says it has assumed, and 
intends to assume, responsibility for the transportation of shipments 
from points of origin to point of destination. Application was signed 
by Ben Spector, president. 

FF-67, Gallagher & Ascher Co., Chicago, Ill. Asks authority to 
continue operation as a freight forwarder, through use of the facilities 
of common carriers by railroad, of general commodities imported from 
foreign countries and moving from the ports of Montreal and New 
York to Chicago, Ill.; shipments moving for export to foreign countries 
and territories noncontiguous to the United States, when originating 
at Chicago, or moving through the ports of Los Angeles, Calif., New 
Orleans, La., San Francisco, Calif., and Vancouver, B. C.; shipments 
of stone (granite), blocks or pieces, rough quarrier, or further fin- 
ished, moving from Columbia, S. C., Elberton, Ga., to Baltimore, Md., 
Buffalo, N. Y., Chicago, Ill., Evansville, Ind., Kansas City, Mo., New 
York, N. Y., Pittsburgh, Pa., and Quincy, Mass. Applicant says that, 
in export and domestic shipments described above, it has always ‘‘con- 
sidered itself responsible for the safe movement of the. traffic so 
handled,’’ and that it ‘thas always entertained claims for loss or 
damage and assumed responsibility for their payment when its con- 
tractual obligations as to safe delivery failed of fulfillment.’’ Applicant 
says it proposes to continue this assumption of liability. Applicant 
was signed by George W. Lyons, Ben Arenberg and Joseph R. Lyons, 
as partners. 

FF-68, National Carloading Corp., New York, N. Y. Asks authority 
to continue operation as a freight forwarder, through use of facilities 
of common carriers by railroad, express, water, air, and motor ve- 
hicle, of general commodities, between all territories in the United 
States, including the District of Columbia, and within all territories 
in the United States, including the District of Columbia. Applicant 
says it has in the past, and will in the future, assume full responsi- 
bility for the safe carriage of all freight accepted by it for, transpor- 
tation from point of receipt to point of destination. Application was 
signed by E. M. Dillhoefer, president. 


FF-69, Harold Raymond, dba Midwest Dairy Despatch, Minneapolis, 
Minn. Asks authority to continue operation as a freight forwarder, 
through use of the facilities of common carriers (types not specified) 
of dairy products, poultry and eggs, from North Dakota, South Da- 
kota and Minnesota, to points in Mass., Conn., N. Y., N. J., Del., Md., 
and Pa. Applicant says it does not assume, or intend to assume, re- 
sponsibility for the transportation of shipments from point of origin 
to point of destination. Application was signed by Harold Raymond, 
as owner. 

FF-70, Export Carloading Co., Detroit, Mich. Asks authority to 
continue operation as a freight forwarder, through use of the facilities 
of common carriers by railroad and motor vehicle, of general com- 
modities for export to foreign countries and American possession, from 
Central Freight Association and Trunk Line territories, to American 
ports of export. Applicant says it has since its inception held itself 
out as a common carrier, under common law, and attempted under 
section III of the act to be included as a common carrier thereunder, 
but due to the decision in MC 2200, Acme Fast Freight Case, was 
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barred therefrom. Application was signed by Jasper L. Janssen, presi- 
dent. 

FF-71, Texas Package Car Co., Houston, Tex. Asks authority to 
continue as a freight forwarder, through use of the facilities of common 
carriers by railroad, express, water, air and motor vehicle, of general 
commodities from N. Y., Mass., R. I., Conn., Md., Pa., Del., Vt., 
N. H., Maine, Ohio, Ky., Tenn., Ala., Fla., Ga., N. C., S. C., Va., 
W. Va. and D. C., to Tex., La., Ark., Okla., N. M. and Ariz. Applicant 
says it has in the past, and will in the future, assume full responsibility 
for the safe carriage of all freight accepted by it for transportation from 
point of origin to point of destination. Application was signed by T. 
A. Graham, assistant secretary. 


FF-72, Acme Fast Freight, Inc., New York, N. Y. Asks authority 
to continue operation as freight forwarder, through use of the facilities 
of common carriers by railroad, express, water, air, or motor vehicle, 
of general commodities, with exceptions, between all states and the 
District of Columbia, territories of the United States, and foreign 
countries, and all states and the District of Columbia, territories of the 
United States, and foreign countries. Application says that applicant 
assumed, prior and subsequent to May 16, 1942, and will continue to 
assume, full responsibility for the transportation of shipments from 
point of origin to point of destination. Application was signed by 
Thomas A. Bradley, president. 

FF-73, Atlantic Shipping Agency, Inc., New York, N. Y. Asks 
authority to continue operation as a freight forwarder, through use of 
the facilities of common carriers by railroad, water, and motor vehicle, 
of general commodities between points in New York, and points in 
Ala., Calif., Fla., La., Md., Pa., S. C., Tex., and Va. Applicant says it 
assumes partial responsibility for transportation of shipments from 
ports of arrival in the United States to ports of exit in some instances. 
Application was signed by Max Rosenberg, president. 

FF-74, Trans American Van Service, Inc., Chicago, Ill. Asks author- 
ity to continue operation as a freight forwarder, through use of the 
facilities of common carriers by motor vehicle, and railroad, of house- 
hold goods, automobiles, office furniture, office equipment, and type- 
writers, between Chicago, Ill.; Milwaukee, Wis., Detroit, Mich.; Los 
Angeles, Calif.; San Diego, Calif.; San Francisco, Calif.; Seattle, Wash. ; 
Denver, Colo.; and Phoenix, Ariz. Applicant says it will use its own 
bill of lading, and assume responsibility of ten cents a pound valua- 
tion by railroad, or thirty cents a pound by motor vehicle. Applica- 
tion was signed by John J. Rapp, president. 

FF-75, Judson-Sheldon Corporation, New York, N. Y. Asks author- 
ity to continue operation as a freight forwarder, through use of the 
facilities of common carriers by railroad, and motor vehicle, of gen- 
eral commodities between points in all territories, unless the Commis- 
sion should find that it is without jurisdiction over the applicant. Ap- 
plicant asks that the jurisdictional question raised be assigned for 
hearing before any decision is made on the application. Application 
was signed by W. C. Forst, vice-president. 

FF-17. Barre Forwarding Co., Barre, Vt., asks authority to con- 
tinue forwarder operations, using rail service, in transportation of 
granite shipments from the so-called Barre granite district in Ver- 
mont and points to points in Md., Pa., Mich., O., Ill. and Mo. 

FF-76. Lone Star Package Car Co., Inc., Dallas, Tex., asks au- 
thority to continue forwarder operations, using services of rail, water 
and motor carriers, in transportation of general commodities from 
points in Conn., Del., D. C., Ill., Ind., Ia., Ky., Me., Md., Mass., Minn., 
Mo.. MN. ., N.. J., N. ¥., O.. Pa, BR. 1, Tenn., Vt., Va. W. Va., and 
Wis. to points in Ariz., La. (west of the Mississippi), N. M., Okla., 
Tex., and export destinations via Brownsville, El Paso, Eagle Pass and 
Laredo, Tex. 

FF-77. Mutual Distributing Corporation, St. Paul, Minn., asks 
authority to continue forwarder operations using services of rail or 
motor carriers in transportation of general commodities between points 
in Ill., Ind., and Minn., and points in Minn. and N. D. 

FF-78. Truck-Rail Terminals, Inc., Chicago, Ill., asks authority to 
continue operation as forwarder, using services of rail, motor, water, 
express and air carriers in transportation of general commodities, with 
certain exceptions, between points in Ala., Ark., Calif., Colo., Conn., 
Ga., Ill., Ind., Ia., Kan., Ky., La., Md., Mass., Mich., Minn., Miss., 
Mo.. Mont.. Neb., KN. H., N. d., N. ¥., N. C., O., Oia, Ore., Pa., S. C.. 
Tenn., Tex., Wash., W. Va., Wis. and Wyo. 

FF-79. Harry F. Leveson, dba Western Carloading Co., Los An- 
geles, Calif., asks authority to continue forwarder operations, using 
services of rail, water and motor carriers, in transportation of general 
commodities from points in Ala., Conn., Del., Ga., Me., Md., Mass., 
WwW. B.. B.S. BF. B.C. Be, BS EB: C., Tem, Vt... Va. W. va. 
and D. C., to Los Angeles, Oakland, Sacramento, San Diego, San Fran- 
cisco and other points in Calif 

FF-80. Miss Edna M. Clancy, dba American Consolidators, Los 
Angeles, Calif., asks authority to continue forwarder operations, using 
services of rail and motor carriers, in transportation, eastbound, of 
general commodities, except liquids in bulk and those injurious or 
contaminating to other lading, from points in Calif., Ore. and Wash. 
to points in Ariz., N. M. and Tex. 

FF-81. Carl E. Anderson, dba Western Freight Association, Los 
Angeles, Calif., asks authority to continue forwarder operations, using 
rail and motor carrier service, in transportation, westbound, of general 
commodities, with specified exceptions, and, eastbound, chinaware, 
earthenware, porcelainware, stoneware, pottery, sheet steel ware, 
glass and glassware, between (westbound) points in Conn., Del., D. C., 
Hl.. ind@., KBy:., Me., Ma@., Mass., Mich., N. J., N. Y¥., O., Pa. BR. I, 
Tenn., Vt., Va. and W. Va.; (eastbound) California, and (westbound) 
points in Ariz., Calif., Colo., Ida., Mont., Nev., N. M., Ore., Tex., Utah, 
Wash., Wyo. and Canada; (eastbound) all points east of the Rocky 
Mountains. 

FF-82. J. R. McIntyre, dba North Pacific Traffic Service, Los An- 
geles, Calif., asks authority to continue forwarder operations, using 
rail, water and motor carrier services, in transportation of general 
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commodities from points in Calif., to points in Ore., Ida. 
British Columbia (Canada) and Alaska. ; 

FF-83. P. H. Petry Co., New York City, N. Y., asks authority 
to continue operation as forwarder, using rail, water and motor car- 
rier services, in transportation of general commodities from N. y 
and N. J. to points in Minn., Mo., Ill., Ky., Wis., O., Calif., Ma. 
and Mich. 

FF-84. C. S. Greene & Co., Inc., Chicago, Ill., asks authority to 
continue forwarder operations, using rail, express, water or motor car- 
rier service, in transportation of general commodities for export from 
all U. S. points to Atlantic ports, Gulf ports, Pacific coast ports ‘‘andg 
to any American port of exit on the Canadian and Mexican border for 
export clearance.’’ 

FF-85. Bekins Van & Storage Co., and/or Bekins Household Ship- 
ping Co., Los Angeles, Calif., asks authority to continue and institute 
forwarder operations, using rail, water and motor carrier service, in 
transportation of household goods between points in Calif. and points 
in all the states. Applicant says that if permit is granted to Bekins 
Household Shipping Co., withdrawal of application of Bekins Van & 
Storage Co. is requested. 

FF-86. Wells Fargo Carloading Co., New York, N. Y., asks author- 
ity to continue forwarder operations, using rail and motor carrier 
services, in transportation of general commodities from points in Me., 
N. H., Mass., R. £., Vt.. Conn., N. ¥., N. J., G., Pa., Del., Ma., ana 
Va. to points in Calif. 

FF-87 Century Carloading, Inc., Buffalo, N. Y., asks authority to 
continue operation as forwarder, using rail and motor carrier service, 
in transportation of general commodities from points in Greater New 
York area, Long Island and New Jersey to Buffalo, N. Y., and points 
in N. Y., Pa., and Ontario, Canada. 

FF-88. J. Nelson Kagarise, dba Public Freight Service, Los An- 
geles, Calif., asks authority to continue forwarder operations, using 
rail, express and/or motor carrier service between points in described 
area of California. 

FF-89. Franklin Forwarding Co., Chicago, Ill., asks authority to 
continue forwarder operations, using rail service, in transportation of 
general commodities between points in Chicago and points in New 
York City, N. Y., New Orleans, La., Los Angeles, Calif., San Francisco, 
Calif., and Pensacola, Fla. 

FF-90. Baltic Shipping Co., Inc., New York, N. Y., asks authority 
to continue forwarder operations, using rail, water and motor carrier 
service, in transportation of general commodities between New York 
and points in Ala., Calif., Fla., La., Md., Pa., S. C., Tex., and Va. 

FF-91. Texas Freight Co., Inc., Houston, Tex., asks authority to 
continue forwarder operations, using rail, water or motor carrier sery- 
ices, in transportation of commodities generally with certain exceptions, 
between points in Conn., Del., D. C., Ill., Ind., Ia., Ky., Me. Md, 
Maas., Mich., Minn., Mo:, N. H., N. J., N.. Y., N. C., ©., Pa., R: 1; 
S. C., Tenn., Vt., Va., W. Va. and Wis., and points in Tex. 

FF-92. Paco Service, Inc., New York, N. Y., asks authority to 
continue forwarder operations, using services of rail, express and motor 
carriers in transportation of general commodities between points in 
New York City and points in Me., Md., Mass., Minn., O., Pa. and R. I. 

FF-93. Rhode Island Despatch, Inc., Saylesville, R. I., asks author- 
ity to continue forwarder operations, using rail, water and motor car- 
rier services, in transportation of general commodities between points 
in Mass., R. I., N. Y¥., N. J. and Pa. . 

FF-94. Northwest Dairy Forwarding Co., Duluth, Minn., asks au- 
thority to continue forwarder operations, using rail, water and motor 
carrier services, in transportation of dairy products from points in Ia., 
Minn., Neb., N. D., S. D. and Wis. to points in Ill., Md., Mass., Minn., 
N.. d.,.0. 2.5 Pa. and D.C. 

FF-95. Estate of David Lifschultz, deceased, dba Lifschultz Fast 
Freight (and as Chicago Express, a division of Lifschultz Fast Freight), 
Chicago, Ill., asks authority to continue forwarder operations, using 
rail and motor carrier service, in transportation of general commodi- 
ties from points in Conn., Del., Ill., Ind., Ia., Me., Md., Mass., N. H., 
N. J., N. Y¥., Pa, R. £, Vt. and Wis. to points on Conn., Del., Ii, 
Ind., Ia., Md., N. J., N. Y., Pa., and Wis., and to ‘‘all destinations be 
yond Chicago, Ill.’’ 

FF-96. Julius Bleich, dba New York-Philadelphia Dispatch, Jersey 
City, N. J., asks authority to continue forwarder operations, using rail 
and motor carrier service, in transportation of general commodities 
between New York City, Nassau and Westchester counties, N. Y., Hud- 
son, Bergen, Essex, Passaic, Union and Middlesex counties, N. J., on 
the one hand, and, on the other, Camden and Gloucester counties, N. J., 
Philadelphia, Delaware and Montgomery counties, Pa., Anne Arundel, 
Prince Georges, Montgomery, Baltimore and Howard counties, Md., 
and Washington, D. C., and Arlington and Fairfax counties, Va., and/or 
between all points in the aforesaid territory, on the one hand, and, 
on the other, points in Rhode Island and in Bristol, Norfolk, Worcester, 
Suffolk, Plymouth, Middlesex and Essex counties, Mass. 

FF-97. L. H. Young Co., Boston, Mass., asks authority to continue 
forwarder operations, using rail and motor carrier service, in trans- 
portation of fish, shell fish, fish products, fishing gear, meat and pack- 
inghouse products between Essex and Suffolk counties, Mass., and 
points in Providence, R. I., New York City commercial zone, New Je!- 
sey and Philadelphia, Pa. 


FF-98. Gordon Storage Warehouses, Inc., Omaha, Neb., asks author- 
ity to continue forwarder operations, using rail and motor carrier serv 
ice, in transportation of general commodities from points in Neb. to 
points in Wyo., S. D., and Mont. 

FF-99. Providence Philadelphia Dispatch, Philadelphia, Pa., and 
Providence, R. I., asks authority to continue forwarder operations, using 
rail and motor vehicle service, in transportation of general commodities 
between points in Mass., R. I., Conn., N. J., Del. and Pa. 

FF-100. Corpus Christi Distributing Service, Inc., Baltimore, Md. 
asks authority to continue forwarder operations, using rail, water and 
motor carrier services, in transportation of general commodities from 
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port Newark, N. J., Philadelphia, Pa., and Baltimore, Md., to points 
in southwest Texas. 

FF-101. San Diego Forwarding Co., San Diego, Calif., asks author- 
ity to continue forwarder operations, using rail and motor carrier serv- 
ice, in transportation of general commodities from points in Los An- 
geles and Los Angeles Harbor, Calif., to points in San Diego, Calif. 

FF-102. Paul R. Williams and George E. Croy, dba Inter State 
Express, Los Angeles, Calif., ask authority to continue operations as 
forwarder, using rail, express, water and motor carrier service, in trans- 
portation of commodities generally, except shipments of exceptional 
value or of a dangerous nature, or live stock, from points in Los 
Angeles to points in all the states except California, and from New 
York City to points in Ariz., Calif., Colo., Ida., Kan., Minn., Mo., 
Mont., Neb., Nev., N. M., Okla., Ore., S. D., Tex., Utah, Wash., Wyo., 
and from Chicago, Ill., to points in Ariz., Calif., Colo., Ida., Mass., 
Mont., Nev., N. M., N. J., N. Y., Ore., Pa., Tex., Utah, Wash., and 


0. 

” FF-103. R. E. Shutt, dba Service Carloading Co., Dallas, Tex., 
asks authority to continue forwarder operations, using rail, water and 
motor vehicle services, in transportation of general commodities from 
points in Boston, Mass., New Bedford, Mass., New York City and 
other points in Conn., Del., D. C., Me., Md., Mass., N. H., N. J., 
N. Y., Pa., R. I., Vt., Va., and W. Va. to points in Ariz., La., Okla., 
N. M. and Tex. 

FF-104. Empire Freight Co., Inc., Los Angeles, Calif., asks author- 
ity to continue forwarder operations, using rail, water and/or motor 
carrier services in transportation of used household goods, personal 
effects, used automobiles, professional books, and hand tools from 
points in Calif., to all the states and D. C. and to points in Manitoba, 
Ontario, Quebec, New Brunswick and Nova Scotia, Canada; and in 
transportation of canned goods items, such as citrus fruit juices, pectin, 
canned fish, fruits and vegetables, olives, olive oil, ground chili powders 
and peppers, jams, jellies, pickles, table sauces, soups, syrups, vine- 
gar, etc., from points in Calif., to all the states and D. C. 

FF-105. Bluefries-New York, Inc., New York, N. Y., asks author- 
ity to continue and extend operations as a forwarder, using rail, ex- 
press, water or motor carrier services, in transportation of general 
commodities between points in N. Y., N. J., Conn., Ill. and Ind., on 
the one hand, and points in Fla., Ala., Miss., La., Tex., Calif., Ore. 
and Wash., on the other. 

FF-107. Universal-Transcontinental Corporation, New York, N. Y., 
asks authority to continue forwarder operations, using rail, express, 
water, air and motor carrier services, in transportation of general 
commodities to and from U. S. ports on import and export shipments, 
including shipments to and from U. S. territories and possessions. 

FF-108. Pacific Consolidators, Inc., San Francisco, Calif., asks 
authority to continue forwarder operations, using rail, water or motor 
carrier service, in transportation of general commodities from points 
in. Ala., Conm., Del., D. C., Ga., Me., Md., Mass., N. H., N. J., N. ¥., 
n..C., Pa., BR. L, S&S. C., Vt... Va. and W. Va. to points in Calif., Ore. 
and Wash. 

FF-109. Union Van Lines, Inc., Chicago, Ill., asks authority to 
continue and extend forwarder operations, using rail and ‘‘van lines’ 
service, in transportation of household goods, automobiles, store fix- 
tures and office furniture between points in New York, N. Y., and 
Chicago, Ill., and points in all the states and D. C. 

FF-110. Joseph E. Gregory, dba Houston Shippers Association, 
Houston, Tex., asks authority to continue forwarder operations, using 
rail, water and motor carrier service, in transportation df general com- 
modities from points in seaboard areas, including Conn., Del., D. C., 
me, Ma., Moss, N. 7., M. J. BM. Y., N..C., Ss. C.,. Gi, Pa. BB. 1, Vt, 
Va. and W. Va, to points in Texas. 

FF-111. Mortex Distributors, Inc., New York, N. Y., asks au- 
thority to continue forwarder operations, using rail, water and motor 
carrier services, in transportation of general commodities from points 
in Me., N. H., Vt., Mass., R. I., Conn., N. Y., N. J., Pa., Del. and 
Md. to points in Tex. 

FF-112. W. R. Petersen, Milwaukee, Wis., asks authority to 
continue forwarder operations, using rail and motor carrier service, 
in acai of general commodities from Chicago, IIll., to Mil- 
waukee, 

FF-113. Baltimore-New York Dispatch, Inc., Baltimore, Md., asks 
authority to continue forwarder operations, using rail service, in trans- 
portation of general commodities between points in N. Y., N. J., Mass., 
R. IL, Md., Va. and D. C. 

FF-114. A. Kohrman, I. J. Sheer and J. A. Feldmeier, dba Pitts- 
burgh Consolidators, New York, N. Y., ask authority to continue for- 
warder operations, using facilities of ‘‘Pittsburgh Consolidators,’’ no 
other carriers being designated in the application, in the transportation 
of general commodities from New York City to Pittsburgh, Pa., or 
points beyond Pittsburgh. 

FF-115. Flynn Forwarding Co., Inc., St. Louis, Mo., asks au- 
thority to continue forwarder operations, using rail, water and motor 
carrier service, in transportation of general commodities, with excep- 
tions, from points in IIl., Ky., Tenn., Miss., Tex., Okla., Ark., Mo., 
Ta, Kan. and Colo., to points in Mass., R. I., Conn., N. J., Pa., Del., 
Md, D. C. and N. Y., and for export. 

FF-129, J. T. O’Malley, dba Northwestern Forwarding Co., St. 
Paul, Minn. Asks authority to continue operations as a freight for- 
warder through use of facilities of common carriers by railroad, ex- 


press, water, air, or motor vehicle. General commodities between 
points in Ill., Minn., Wis., and N. D. 


FF-116. Davies, Turner & Co., Chicago, Ill., asks authority to con- 
ans nage nd operations, by railroad. General commodities, export 
port, 


rt, from Illinois and New York to points in Calif., Ill., La., 
- Y., Wash., and British Columbia (Canada). 


tho em 7. American Carload Corporation, Detroit, Mich., asks au- 
aan to continue forwarder operations, by railroad, water and motor 


General commodities, between points in Ark., Colo., Ill., Ind., 
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Ia., Kan., Ky., La., Mich., Minn., Mo., Neb., N. Y., N. D., Ohio, Okla., 
Pa., S. D., Tenn., Tex., Wis., and Wyo. 

FF-118. W. J. Haab, dba Ace Distributing Co., Chicago, Ill., asks 
authority to continue forwarder operations, by motor vehicle. General 
commodities, with exceptions, from points within the Chicago commer- 
cial zone, to points in Minn., Neb., N. D., S. D., and Wis. 

FF-119. J. E. Bernard & Co., Inc., Chicago, Ill., asks authority 
to continue forwarder operations by railroad, water, and motor vehicle. 
General commodities, from Ala., Fla., Ill., La., Md., Mass., N. Y., Tex., 
and Va., to points in Ala., Calif., Fla., Ill., La., Md., Mich., N. Y., 
N. D., Tex. and Wash. 

FF-120. Central States Transit Co., Chicago, Ill., asks authority 
to continue forwarder operations, by railroad. Wall paper shipments 
originating in Mass., N. J., N. Y., Pa., and Ill., to ‘‘points northwest, 
southwest, and west of Chicago including particularly Kansas City, Mo., 
Denver, Colo., Omaha, Neb., St. Paul and Minneapolis, Minn., and 
other points situated in the states in which said cities are situated, 
as well as points situated in Kansas and Iowa.”’ 

FF-122, Carloader Corporation, New York, N. Y., asks authority 
to continue forwarder operations, by railroad. Less than carload ship- 
ments when for export and when for only one steamship line, moving 
to New Orleans, La., Pensacola, Fla., Port Everglades, Fla., Tampa, 
Fla., Mobile, Ala., Los Angeles, Calif., San Francisco, Calif., West 
Palm Beach, Fla., Laredo, Tex., Brownsville, Tex., Eagle Pass, Tex., 
Baltimore, Md., Boston, Mass., New York Harbor, N. Y., New York, 
N. Y., and Philadelphia, Pa. For domestic shipments, applicant’s prin- 
cipal points of origin and assembly are: New York, N. Y., New Or- 
leans, La., Chicago, Ill., St. Louis, Mo., Pittsburgh, Pa., Cleveland, 
O., Cincinnati, O., Detroit, Mich., Buffalo, N. Y., Toledo, O. Appli- 


cant’s principal break bulk or destination points are: Dallas, Tex., 
Oklahoma City, Okla., Tulsa, Okla., for domestic shipments. 
FF-121. Porto Rican Express Co., New York, N. Y., asks au- 


thority to continue forwarder operations, by railroad or motor vehicle. 
General commodities, between New York City and Atlantic, Gulf, and 
Pacific coast ports. 

FF-123. Mutual Transit Corp., Minneapolis, Minn., asks authority 
to continue forwarder operations, by railroad, water, and motor vehicle. 
Motor vehicles, passenger and freight, parts and accessories, from 


Detroit, Pontiac, Flint, and Lansing, Mich., to Minneapolis and St. 
Paul, Minn. 
FF-124. Independent Forwarding & Carloading Co., Inc., New 


York, N. Y., asks authority to continue forwarder operations, by rail- 
road, water, and motor vehicle. General commodities, between points 
in New York commercial zone and points in New Jersey and points 
in Los Angeles and San Francisco, Calif., Pensacola, Port Everglades, 
and Tampa, Fla., Chicago, Ill., New Orleans, La., Minneapolis, Minn., 
Dallas, Houston, and Laredo, Tex., and Milwaukee, Wis. 

FF-125. American Freight Forwarding Corporation, Detroit, Mich., 
asks authority to continue forwarder operations, by railroad, water, 
and motor vehicle. General commodities between points in Colo., 
Conn., Del., Ill., Ind., Iowa, Md., Mass., Mich., Minn., Mo., Neb., N. J., 
N. Y., N. D., Ohio, Pa., R. I., Tenn., and Wis. 

FF-126. Charles J. Noeding, dba Knickerbocker Despatch, New 
York, N. Y., asks authority to continue forwarder operations, by rail- 
road, and motor vehicle. General commodities, with exceptions, be- 
tween points in Maine, Mass., N. J., N. Y., and R. I. 

FF-127. Charles Noeding Trucking Co., Inc., Hoboken, N. J., asks 
authority to continue forwarder operations, by railroad, and motor 
vehicle. Cotton piece goods, cotton and rayon piece goods, rayon piece 
goods, curtain material, aniline oil, bichromate of sodium, chrome 
sulphate solution, and chrome sulphate basic, from Bradford, R. L., 
and North Dighton, Mass., to points in Md., N. J., N. Y., Pa., Wash- 
ington, D. C. 

FF-128. Clipper Carloading Co., Chicago, IIl., 
continue and extend forwarder operations. 
Chicago, Ill., to specified points, 
Philadelphia, Pa., to Chicago. 

FF-130. North Pacific Forwarders, San Francisco, Calif., asks au- 
thority to continue forwarder operations, by railroad, express, water, 
air, or motor vehicle, General commodities, with exceptions, between 
points in Calif., and points in Wash., Ore., Idaho, Mont., Utah, Nev. 
and Ariz. 

FF-131. Northwest Forwarders, Inc., San Francisco, Calif., asks 
authority to continue forwarder operations, by railroad, express, wa- 
ter, air, or motor vehicle. General commodities, with exceptions, be- 
tween points in Calif., and points in Wash., Ore., Idaho, Mont., Utah, 
Nev. and Ariz. 

FF-132. Pacific States Express, San Francisco, Calif., asks au- 
thority to continue forwarder operations, by railroad, express, water, 
air, Or motor vehicle. General commodities, with exceptions, between 
points in Calif., and points in Wash., Ore., Idaho, Mont., Utah, Nev. 
and Ariz. 

FF-133. James Gallagher, Jr., dba Gallagher Carloading Co., Phila- 
delphia, Pa., asks authority to continue forwarder operations, by rail- 
road, express, water, air, or motor vehicle. General commodities, be- 
tween points in Del., Md., N. J., Pa., on the one hand, and, on the 
other, points in Ariz., Ark., Calif., Colo., Idaho, Ill., Ind., Ia., Kan., 
Mass., Mich., Minn., Mo., Mont., Neb., N. H., N. M., Nev., N. D., 
Okla., Ore., R. I., S. D., Utah, Wash., Wis. and Wyo., and paper 
and paper articles, from Holyoke, Mass., and points in Conn., Mass., 
N. H., and Vt., to points in Del., D. C., Md., N. J. and Pa. 

FF-134, Bekins Van & Storage Co., Sioux City, Ia., asks authority 
to continue forwarder operations, by railroad. Used household goods 
and commodities which are generally shipped with household goods 
allowable for pooling under the railroads’ classification of ‘‘household 
goods’”’ and ‘‘emigrant movables,’’ from points in the general terri- 
tory adjacent to Ia. and Neb., including cities of Sioux City, Ia., and 
Omaha, Neb., to points in Calif., Ore., Wash., Ariz., Nev. and Idaho. 

FF-135. Bekins Van & Storage Co., Omaha, Neb., asks authority 


asks authority to 
General commodities, from 
and from New York, N. Y., and 
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to continue forwarder operations, by railroad. Used household goods 
and commodities as set forth in FF-134, above, from points in the gen- 
eral territory adjacent to Ia. and Neb., including cities of Sioux City, 
Ia., and Omaha, Neb., to points in Calif., Ore., Wash., Ariz., Utah, 
Nev. and Idaho. 

FF-136. L. M. Glendenning, dba Glendenning Forwarding Co., St. 
Paul, Minn., asks authority to continue forwarder operations, by rail- 
road, water, and motor vehicle. Dairy products, dressed poultry, eggs, 
and related products, from points in N. D., S. D., Minn., Wis., Ia. 
and Ill., to points in N. D., S. D., Minn., Wis., Ia., Ill., N. Y., Pa., 
N. d.. Md., Mass., R. 1., and D. C. 

FF-137. Central States Freight Service, Inc., Chicago, Ill., asks 
authority to continue forwarder operations, by railroad, and motor 
vehicle. Commodities generally, with specific tariff exceptions, between 
points in Mont., N. D., S. D., Minn., Colo., Ia., Kan., Mo., Neb., N. M., 
Tex. and Wyo., and points in Conn., Ill., Ind., Ky., Me., Md., Mass., 
Mick... MN. H., N. ¥., N. J., Ohio, Pa., RK. 1., Tenn., Vt.. Wis. and, D. C. 

FF-138. Walter A. Junge, dba Stor-Dor Forwarding Co., Stockton, 
Calif., asks authority to continue forwarder operations, by railroad. 
“Freight of every nature and description’’ from all points east of the 
Mississippi river, to all points in Calif., Ore., Wash., Nev., Utah, 
Alaska, Idaho and British Columbia. 

FF-139. Kelleher Carloading & Distributing Co., St. Louis, Mo., 
asks authority to continue forwarder operations, by railroad and motor 
vehicle. General commodities, with exceptions, from points in Conn., 
Ill., Mo., N. J., and N. Y., to points in Ark., Colo., Ill., Ind., Ia., 
Kan., Minn., Mo., Neb., N. D., Okla., S. D., Tenn., Tex., and Wis. 

FF-140. Eckert Forwarding and Distributing Co., Seattle, Wash., 
asks authority to continue forwarder operations, by railroad, express, 
air, and motor vehicle. General commodities, between Seattle, Spo- 
kane, Tacoma and Wenatchee, Wash. 

FF-141. American Shipping Co., Chicago, Ill., asks authority to 
continue forwarder operations, by railroad. Less carload shipments 
of articles provided with carload ratings of third class or lower, from 
New York, N. Y., Newark, N. J., Bayonne, N. J., Bronx, N. Y., Brook- 
lyn, N. Y., Hoboken, N. J., Jersey City, N. J., Long Island City, N. 
Y., Weehawken, N. J., and cities in the boroughs of Queens and 
Richmond (Staten Island), to Chicago, Ill. 

FF-142. Associated Shippers, Inc., Chicago, Ill., asks authority to 
continue forwarder operations, by railroad. General commodities, in 
less-than-carload quantities, from the terminal area of New York, N. 
Y., to Chicago, Aurora, Elgin, and Joliet, Ill.; Gary, and Hammond, 
Ind. 

FF-143. Hugh F. Gannon, Inc., Holyoke, Mass., asks authority to 
continue forwarder operations, by railroad, water, or motor vehicle. 
Paper and paper articles, from points in Conn., Maine, Mass., N. H., 
R. I., and Vt., to points in Ariz., Ark., Calif., Colo., Del., D. C., 
Idaho, Ill., Ind., Ia., Kan., Ky., La., Md., Mich., Minn., Mo., Mont., 
Neb., Nev., N. J., N. Y., Ohio, Okla., Ore., Pa., Tenn., Tex., Utah, 
Va., Wash., W. Va., ani Wis. 

* FF-144. Gulf Carloading Co., New York, N. Y., asks authority to 
continue forwarder operations by railfoad, water, motor vehicle. Gen- 
eral commodities, from Eastern Seaboard territory, New Orleans, La., 
and St. Louis, Mo., and points in Ill., Ind., Ia., Ky., Mich., Minn., Mo., 
and Ohio, to Ark., Colo., Ill., Ind., Ia., Ky., Mich., Minn., Mo., Neb., 
Ohio, Utah, and Wis.; Los Angeles, San Francisco and Oakland, Calif. ; 
Port Everglades and Tampa, Fla.; New York metropolitan district; 
and Texas. 

FF-145. Twin City Shippers Association, St. Paul, Minn.; asks 
authority to continue forwarder operations, by railroad, and motor 
vehicle. General commodities, between Minneapolis, and St. Paul, Minn., 
and points taking same rates, and Chicago, Ill., and points taking 
same rates: also to and from connecting carriers at Chicago, IIll., serv- 
ing Ala., Conn., D. C., Del., Ga., Ill., Ind., Ky., Me., Md., Mass., 
Mich.. Mo.. M. H.,. N. ¥., N. J., N.C. Ohio, Pa., R. 1... Temn., Vt, 
W. Va., and Wis 

FF-146 Fillette, Green & Co., Pensacola, Fla., asks authority to 
continue forwarder operations, by railroad, water, and motor vehicle. 
General commodities, between points within the United States, and 
between the United States and foreign countries. 

FF-147. Gulf Carloading Co. of Texas, Inc., New York, N. Y., asks 
authority to continue forwarder operations, by railroad, water, and 
motor vehicle. General commodities, from Eastern Seaboard territory; 
from Illinois, Ia., Ind., Ky., Mich., Minn., Mo., Ohio, and Wis., to 
Texas and Okla. 

FF-148. Republic Carloading and Distributing Co., Inc., New York, 
N. Y., asks authority to continue forwarder operations, by railroad, 
water, and motor vehicle. General commodities, from all points in 
Conn.. Del., Me., Méd., Mass., N:. H., N. J.,..N.. ¥., Pa. BR. £, Vt, 
Va., W. Va., and D. C.,’to all points in Calif., Ore., and Wash. 


FF-149. P. A. Johnson and B. J. Babcock, dba as Dakota For- 
warding, Minneapolis, Minn., asks authority to continue forwarder 
operations, by railroad, and motor vehicle. Dairy products. poultry 
and eggs, from North Dakota to points in Mass., Conn., N. Y., N. J., 
Del., Md., and Pa. 

FF-150. Vendors Consolidating Co., Jersey City, N. J., asks author- 
ity to continue forwarder operations, by railroad, water carrier, and 
motor vehicle. General commodities, between Pa., Colo., Ohio, IIl., 
Calif., Wash., Tex., Ore., Tenn., W. Va., Va., Mich., Ala., Fla., and 
Minn., and New York and New Jersey. 

FF-151. New Orleans Freight Distributing Co., Inc., New York, 
N. Y., asks authority to continue forwarder operations, by railroad, 
water, and motor vehicle. General commodities, from Eastern Sea- 
board territory, to Ala., Ark., Fla., La., and Miss.; from New Orleans, 
La., to Fla., Los Angeles and San Francisco, Cal., and New York met- 
ropolitan district; from Meridian, Miss., to New York metropolitan dis- 
trict. 

FF-152. H. P. Matthews, dba Consolidated Express Service, San 
Francisco, Calif., asks authority to continue forwarder operations, by 
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railroad, express, or motor vehicle. General commodities, from San 
Francisco, Oakland, Alameda, Berkeley, Emeryville, Albany, Piedmont, 
and Los Angeles, Calif., and Portland, Ore., Seattle and Tacoma, Wash., 
to points in Ariz., Calif., Colo., Idaho, Mont., Nev., N. M., Ore., Tex,, 
Utah, Wash., and Wyo. 

FF-153. Southern California Freight Forwarders, Los Angeles, 
Calif., asks authority to continue forwarder operations. General com- 
modities, between points in Calif., from Sacramento south to the 
Mexican border, serving the points specifically listed in Southern Ca)- 
ifornia Freight Forwarders Local Express Tariff No. 4, I. C. C.—F, F, 
No. 1. 

FF-154. Joseph J. Holecek, dba Western States Express, San 
Francisco, Calif., asks authority to continue forwarder operations, by 
railroad, express, or motor vehicle. General commodities, from San 
Francisco, Oakland, Alameda, Berkeley, Emeryville, Albany, Piedmont, 
and Los Angeles, Calif.; Portland, Ore., Seattle, and Tacoma, Wash., 
to Ariz., Calif., Colo., Idaho, Mont., Nev., N. M., Ore., Tex., Utah, 
Wash., and Wyo. 


FORWARDER TARIFF PUBLISHING 


In amendment No. 3 to its special permission No. 11647, 
M No. 33774 (see Traffic World, November 14, p. 1152), the 
Commission has permitted freight forwarders to make ref- 
erence, without actually being parties thereto, to the exceptions 
to classifications, rail or motor, until December 31, 1942. This 
permission does not affect the permission previously granted 
to make reference to Agent J. R. Peel’s classifications to and 
including January 31, 1943. 


Shippers and Forwarders 


Louis A. Chase, commerce attorney, Chicago, spoke on 
“Freight Forwarder Legislation” at a luncheon meeting, No- 
vember 16, of the Ocean Freight Agents Association at the 
La Salle Hotel, Chicago. He said the new part IV of the act 
would enable many small shippers to obtain adequate forwarder 
service for the first time. In the past, he said, unregulated 
forwarders gave special rate concessions to large shippers. A 
few years ago, he said, most forwarders agreed to charge the 
same rates to large and to small shippers, but the agreement 
soon broke down and individual forwarders secretly gave con- 
cessions in rates to shippers. That practice would almost 
entirely be eliminated in the future because, under new legis- 
lation, such concessions would, when discovered, result in heavy 
penalties against forwarders and shippers involved, he said. 

He said those interested in forwarder rates were wondering 
at present whether or not motor carriers would establish special 
assembly and distribution rates for forwarders and groups of 
shippers acting as forwarders. The new part of the act said 
that truckers and railroads might establish such rates but did 
not require them to do so, he said. He said some common 
carriers felt that such rates should not be established because 
forwarders cut into their business. He predicted, however, that 
the carriers generally would publish such rates. 

Discussing other forwarder problems, he repeated remarks 
he had made last month at a meeting of the Chicago chapter 
of the Association of Interstate Commerce Commission Prac- 
titioners (see Traffic World, Oct. 10, p. 852). At that time the 
speaker’s name was Louis A. Cohan. 

About a dozen shippers’ representatives accepted his invi- 
tation to attend a meeting the morning of November 16 at 
which it was his intention to organize a national conference of 
shippers’ associations. At the meeting he spoke of the necessity 
of such cooperating shippers’ groups as were at present organ- 
ized to perform consolidating and forwarding functions getting 
together to protect their interests. Such cooperative groups 
were exempt from regulation under part IV, he said, but there 
was a definite move on the part of commercial freight for- 
warders to work for amendment of the law to remove that 
exemption. He also spoke of the possibility of the publication 
of rates by common carriers for use by commercial forwarders 
only. He expressed the opinion that rates so restricted would 
be illegal, but pointed out that it would take a strong national 
organization of shipper-cooperative consolidation groups to 
fight such moves. 

Because of the limited attendance, there was no action 
toward the formation of an overhead organization. It was sug- 
gested that Mr. Chase call another meeting for early in Decem- 
ber with the hope that more of those interested would be 
present. 


UNIFORM SYSTEM OF ACCOUNTS 

The Commission, division 1, by an order in connection with 
“uniform systems of accounts to be kept by steam roads,” has 
changed from January 1, 1943, to January 1, 1944, the effective 
date of its order prescribing operating-revenue account 117, 
“Protective service—Perishable freight,” for steam roads. The 
Commission has likewise changed the effective date with respect 
to the same matter for electric railways. 
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Price Control and Transportation 


“General increase” in rates, as defined in Procedural Regu- 
lation No. 11 issued by the Office of Price Administration (see 
Traffic World, Nov. 14, p. 1161), it is believed, will require 
common carriers subject to the emergency price control act to 
give notice to the O. P. A. of virtually all rate increases pro- 
posed by them. : 

The price control act provides that no common carrier or 
other public utility shall make any “general increase” in its 
rates which were in effect on September 15, 1942, unless it first 
gives thirty days’ notice to the President, or such agency as 
he may designate and consents to the timely intervention by 
such agency before the federal, state or municipal authority 
having jurisdiction to consider such increase. The O. P. A. is 
the agency designated to receive the notices. 

The law department of the Association of American Rail- 
roads, after passage of the act, expressed the opinion that the 
term “any general increase” was of “somewhat doubtful mean- 
ing’ and that therefore, as a matter of precaution, should be 
regarded, for the purpose of giving notice, as applicable “not 
only to what we have ordinarily called a general increase, such 
as the application for authority to increase all rates 10 per 
cent, with minor exceptions, but also to comprehensive in- 
creases in rates on One or more commodities applicable in a 
substantial territory,” said A. F. Cleveland, vice-president, 
A. A. R., in a statement sent to carriers (see Traffic World, 
Oct. 24, p. 953). ; ; 

The definition announced by the O. P. A. is, it is pointed 
out, much broader than the suggested interpretation made in 
Mr. Cleveland’s letter. 

Trolleys, street railways, bus lines and motor vehicles 
transporting passengers in urban areas are required by the 
O. P. A. order to furnish the same type of information about 
proposed increases as are public utilities other than common 
carriers. 

The text of provisions of the order affecting other common 
carriers as well as the text of the definition of ‘‘general in- 
crease” follow: 


§1300.901 Definition 


For the purpose of this Procedural Regulation No. 11, a general 
increase in the rates or charges of a common carrier or other public 
utility is defined as any change in its rates, fares, classifications, rules, 
regulations or practices which results in an increase in the charges for 
transportation or other public utility service applicable to a class of 
passengers, shippers or customers, including increases in wholesale 
or industrial rates or charges for public utility services, as distin- 
guished from an increase of rates or charges applicable to a particular 
customer or transportation service under special arrangement. 
§1300.902 General requirements with respect to notices 


Thirty (30) days before the effective date of a general increase in 
the rates or charges of any common carrier or other public utility, 
there shall be filed with the Transportation and Public Utilities Divi- 
sion of the Office of Price Administration, Washington, D. C., two 
copies of notice of such proposed increase, except as otherwise pro- 
vided in paragraphs (d) and (e) of Section 1300.904. Such notices 
shall be deemed to have been filed when received in the office of such 
division. If authority for the establishment of any such increase is 
required by any regulatory agency, notice shall be given on or before 
the time such authority is sought in order that the Price Administrator 
may have timely opportunity to intervene, but in no event shall such 
notice be given less than 30 days before such proposed increased rates 
or charges are to become effective. All notices shall state the name 
and address of the federal, state or municipal authority having juris- 
diction over the rates or charges in question. 


Each such notice shall contain a statement that the common car- 
rier or other public utility consents to the timely intervention by the 
Price Administrator, on behalf of the Director of Economic Stabiliza- 
tion, before the federal state or municipal authority having jurisdiction 
to consider such increase. 

One copy of each notice must be over the signature of an executive 
officer, a responsible traffic officer, or a duly authorized attorney or 
agent of the carrier or other public utility. Duly authorized officers 
of corporate agents shall sign on behalf of such agents. The person 
signing the notice shall certify that the information contained therein 
is true to the best of his knowledge, information and belief. 


§1300.903 Contents of notice filed by common carriers other than com- 
mon carriers included in Section 1300.904 (trolleys, etc.) 

(a) Notice filed by common carriers other than common carriers 
included in Section 1300.904 shall show the names and addresses of the 
carriers on whose behalf the notice is filed, except that in case of a 
Notice filed by an agent or agents on behalf of a group of carriers, 
parties to a tariff filed with a federal agency, reference may be made 
to such tariffs wherein is shown the names of the carriers for whom 
Such agent is acting. In case of notice filed by an agent or agents 
on behalf of a group of carriers, parties to a tariff not filed with a 
federal agency, one copy of such tariff showing the names and ad- 
dresses of such carriers may be submitted. 

In cases other than those specified in paragraph (c), the notice 
Shall contain a reference to the tariffs filed with a regulatory authority 


aving jurisdiction, or, in lieu thereof, a statement of specific changes 
Proposed, 
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(b) Notice of increases of the character set forth in paragraph (c) 
shall also contain the information indicated below: 

(1) The present and proposed rates, fares, charges, classifications, 
practices, rules or regulations, the commodities affected, the minimum 
weight and the points between which the changes apply shall be 
shown; provided, that where it is proposed to increase a large num- 
ber of rates, fares or charges, the notice instead of showing each 
specific change may show the present and proposed rates, fares, or 
charges between typical points; provided further that where it is 


proposed to change a rule a clear statement of the effect of the change 
shall be made. 


(2) If the proposed rates, fares or charges are predicated on the 
proceedings or order of a regulatory agency having jurisdiction over 


those rates, the notice shall so indicate by proper reference to each 
proceeding. 


(3) A statement of the reasons for the increases sought to be 
established shall be submitted with the notice. There may be sub- 
mitted as a part of such statement an estimate of the volume of move- 
ment under the rates proposed to be increased when that information 
is available, and comparisons of the present and proposed rates with 
comparable rates of other carriers or with other rates of the carrier 
filing the notice. 

(4) Upon request of the Office of Price Administration, the tariff 
or rate sheet authorities of the present rates, ratings or rules shall 
be indicated as well as the tariff or rate sheets in which the proposed 
rates, ratings, or rules will be published. 

(c) The information set forth in paragraph (b) shall be filed in 


every case where the preposed general increase is of the following 
nature: 


(1) An increase of general application within a recognized rate 
territory, or between such territories; or 


(2) An increase having application from or to numerous points 
of origin or destination; or : 


(3) An increase in a proportional rate or rates which by application 


in connection with other rates, apply from or to numerous points of 
origin or destination; or 


(4) An increase in a rate or rates between points which are re- 
lated to rates applying from or to other points which on the whole ap- 
ply from or to numerous points of origin or destination; or 

(5) An increase in a rate or rates between two or more points on 
one or more commodities or class of passenger when the transporta- 


tion between such points constitutes a substantial part of the business 
of the carrier. 


Officials of the Association of American Railroads ex- 
pressed surprise at the breadth of the definition of “general in- 
crease” in rates made by the O. P. A. They were studying the 
definition, it was stated November 16, and did not know at 
that time what action might be taken with respect to it. 


O. P. A. Loses in Court 


Judge O’Donoghue, of the federal district court for the 
District of Columbia, November 17 dismissed a complaint of 
the Office of Price Administration against the Washington, 
Marlboro & Annapolis Motor Lines, Inc., in which the O. P. A. 
alleged that the defendant bus line had violated a proviso of 
the amended price control act of October 2, affecting rates of 
common carriers, by failing to notify the O. P. A. 30 days in 
advance of the effective date of a proposal to increase to 15 
cents a passenger fare of 10 cents on its route between Seat 
Pleasant, Md., and points within the District of Columbia (see 
Traffic World, Nov. 7, p. 1081, and Nov. 14, p. 1159). 

The increased fare was to have become effective October 
25, but the O. P. A. obtained a temporary restraining order in 
the federal district court, prohibiting the charging of the higher 
fare by the defendant carrier, and the Commission thereupon 
postponed the effective date of the increased rate until Novem- 
ber 20. In its complaint, the O. P. A. sought a permanent in- 
junction, contending that by increasing the fare above the 
amount charged on September 15, 1942, without notifying the 
O. P. A. and giving it opportunity to intervene, the defendant 
had violated the provision of the amended price control act re- 
quiring that the O. P. A. as an agent of the President be noti- 
fied of proposed ‘general increases” in rates of common carriers 
30 days before the effective date of such increases. 


Observing, after hearing arguments of counsel for the 
parties to the case, that the defendant had filed its tariff pro- 
posing the 15-cent fare as to interstate passengers on the con- 
sidered route on September 22 with the Interstate Commerce 
Commission and had complied with the requirements of the 
interstate commerce act, and that its intrastate rates on that 
route had the approval of the proper regulatory authorities, 
Judge O’Donoghue, in dismissing the complaint, ruled that it 
had not been shown that the proviso in the amended price con- 
trol act involving increases in common carrier rates was in- 
tended to apply to rate increase proceedings that were pending 
on the date of the enactment of that law. 


“General Increase” Not Defined 


Judge O’Donoghue said that, in this case, it was not neces- 
sary to determine the meaning of the term “general increase” 
and that he would make no findings of fact with respect to the 
issues in the proceeding. He added, however, that counsel for 
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the parties might submit “agreed findings of fact” in the event 
the O. P. A. might decide to appeal the case. 

Whether a rate increase was “made” at the time the pro- 
posal was filed with the Commission or at the time it became 
effective was one question that came before Judge O’Donoghue 
in the course of the argument. Fleming James, of the O. P. A. 
legal staff, argued the case for the complainant, and James P. 
Donovan made the argument for the defendant. 

Judge O’Donoghue raised the question, “When is a rate 
made?” after Mr. James had cited from the considered proviso 
of the amended price control act the words, “Provided, that no 
common carrier or other public utility shall make any general 
increase in its rates or charges which were in effect on Sep- 
tember 15, 1942.” Mr. James took the position that, though the 
increase here in issue had been proposed September 23, prior 
to the date of enactment of the amended price control law, 
the actual making of the increase had not been effected until 
October 25, or 23 days after the bill had become law. Judge 
O’Donoghue disagreed with that view. He asserted that, when 
Congress passed a law in January and made it effective on a 
specific date in March, the law was “made” in January, not in 
March. He said he believed there were relatively few cases in- 
volving rate increases that were pending at the time of enact- 
ment of the amended price control law, October 2, and that 
had been proposed after September 15. Mr. James said there 
were probably several hundred cases of that sort, but Judge 
O’Donoghue declared that in a country as large as this, several 
hundred rate proceedings would be comparatively few. 

Mr. James said the O. P. A. claimed that the rate increase 
here under consideration was a “general” increase. He observed 
that the rate proviso in the original price and wage stabiliza- 
tion bill applied to “rates charged by any common carrier 
or other public utility,” without use of the word “general.” He 
said that all the discussion of this proviso in Congress seemed 
to assume that there would be no change in its coverage, and 
that there was no suggestion in the history of the bill to ex- 
plain the use of the word “general,” inserted by the House and 
Senate conferees. He said the intent of the proviso was to im- 
plement the price stabilization act, the general purpose of which 
was to prevent inflation, and that the proviso should be con- 
sidered in the light of that purpose of the act. 

If, said Mr. James, there was a prohibition against an in- 
crease in rates on all the routes of a common carrier, but no 
prohibition against rate increases on a small part of the car- 
rier’s business, the carrier could raise the rates on one part, 
then on another part, and by such a day-by-day process achieve 
indirectly what it was prohibited from doing directly. ; 

Mr. Donovan stated that the bus company’s proposal to in- 
crease the fare on the Seat Pleasant-District of Columbia route 
was designed to equalize that fare with the interstate fares on 
the company’s other routes between Washington and points in 
Maryland. 

The interstate commerce act, he said, had not been modi- 
fied or suspended by the amended price control act. He cited 
a provision of the law that the President might not, under au- 
thority of this law, suspend any other law or part thereof. He 
said it became binding on the bus company to place in effect, 
on October 25, the tariffs it had filed and that it was impossible 
for it to give 30 days’ notice to the O. P. A. 


In support of his contention that the increase here involved 
was not a “general” increase, Mr. Donovan cited a court deci- 
sion (73 Southern 215-216) in which it had been held that a 
general electric rate reduction was one applying to a majority 
of the users of the service of the public utility company in- 
volved in the case. He said the increase here in issue affected 
only 17.8 per cent of the passengers transported daily by the 
defendant. He referred to the use of the word “general” by the 
Interstate Commerce Commission in connection with rate in- 
creases for railroads generally, throughout the country, in pro- 
ceedings such as Ex Parte 148. He said that if Congress had 
intended that the O. P. A. should intervene in limited rate in- 
crease proceedings it would have stated that intention specifi- 
cally. 


Judge O’Donoghue said that in determining the meaning 
of a word, the origin of the word should be studied. He added 
that the origin of the word “general” was the Latin word 
“genus,” meaning a class, as opposed to “species.” 


However, he said, “genus,” used with reference to trees, 
did not have to include all trees. Showing how he thought the 
word “general” might be applied to rate proceedings, he said 
it was his view that if the rates on all railroads between Wash- 
ington and Baltimore were increased, such an increase would 
be “general” with respect to the Washington-Baltimore traffic. 

Mr. James averred that what Congress was concerned with 
when it enacted the price control law was the prevention of 
inflation, and, on that basis, he said, the proviso with respect 
to common carrier rate increases ought to be given a liberal 
interpretation. 


TRAFFIC WORLD 


To a suggestion by Judge O’Donoghue that the O. P. A. 
should have protested to the Interstate Commerce Commission 
against the rate boost proposed by the W. M. & A. Motor Lines 
Inc., Mr. James replied that the O. P. A. administrator did not 
know about the increase until the day after it became effective. 
Judge O’Donoghue, chuckling, observed that ignorance of the 
law was not excusable. 

He then stated that the complainant would have to show 
an express provision that the law of October 2 was meant to 
affect rate increase cases pending before that date, that such 
a showing had not been made, and that he would dismiss the 
complaint. 

Frank B. Warren, assistant general solicitor of the Na- 
tional Association of Railroad and Utilities Commissioners, re. 
ferring to Judge O’Donoghue’s action on the O. P. A. complaint 
against the Washington, Marlboro & Annapolis Motor Lines, 
Inc., said in a bulletin to members of the association that it 
seemed clear that, in the opinion of Judge O’Donoghue, the 
price control act was not designed to regulate the procedure of 
regulatory commissions, federal or state, but merely to require 
notice to the O. P. A. of any proposals to set in motion ma- 
chinery to increase rates after October 2, 1942. 


Henderson Protests Motor Rates 


In a letter dated November 18, Price Administrator Leon 
Henderson has petitioned the Commission to suspend supple- 
ment 9 to Agent Sell’s MF I. C. C. No. 62, canceling certain 
class or exceptions ratings on many commodities, to investigate 
the proposed increases, and to require the carriers to justify 
them. In the meantime, the letter said, and in event of failure 
of the carriers so to justify, the administrator asked that the 
ratings in effect September 15 be continued. 

The letter said that the administrator had considered 
the notices of pending increases in rates and charges which 
had been served upon him to be analyzed in order to ascertain 
their effect on the price control program and the national 
economic policy. Agent Sell, he said, had published in the 
aforementioned supplement, effective November 28, certain can- 
cellations of class or exceptions ratings applying on a wide 
range of commodities when moving via joint rates and through 
routes of the carriers participating in that tariff. The can- 
cellations, he said, all carried individual references to note 1 
of the aforementioned supplement which, he said, read as 
follows: 


Where specific reference is made to this note, the less-than-truck- 
load or any quantity rates, ratings or rules referring to this note are 
hereby canceled. In lieu of such canceled rates, ratings or rules, com- 
bination of lawfully published local or joint rates will apply, subject 
to the charges applicable on the shipment at the truckload rate and 
minimum weight named.in this tariff, as maximum in accordance with 
Item No. 200 in this tariff, as amended. 


The letter said that an investigation disclosed that the 
carriers party to the tariff were in most, if not all, cases leased 
and operated or otherwise controlled by Keeshin Motor Express 
Co., Inc. Among them, the letter said, were Keeshin Motor 
Express Co., Inc., Chicago; Keeshin Motor Express Co., Inc. 
(Illinois); Dickens Motor Freight, Inc. (Michigan); K. R. L. 
(New York); Keeshin Motor Express Co., Inc. (Indiana); Scott 
Transportation Co. (Ohio); National Freight Lines, Inc. 
(Chicago); and Seaboard Freight Lines, Inc. (New York). 

The letter said it was the opinion of the administrator that 
these carriers were, or could be, operated in much the same 
manner as a consolidated system and that, therefore, the can- 
cellation of ratings applicable to joint rates and through routes 
via the individual carriers differed in no important respect 
from the cancellation of ratings applicable to local rates and 
routes of a large individual carrier. 

The commodities affected by the proposed action, said the 
letter, included many cost of living items such as cloth, clothing, 
cotton piece goods, dishes, dry goods, electrical appliances, food 
preparations, gloves or mittens, meats, cooking oil, and rugs. 
If the proposals became effective, the letter said, the traffic 
via the carriers parties to the tariff would be burdened with 
higher transportation charges than were in effect on Septem- 
ber 15, which would create pressures on the established price 
ceilings. It would be difficult, if not impossible, the letter said, 
to maintain the price ceilings, thereby “threatening inflationary 
rises in prices of many commodities which are essential to 
the maintenance of life and living standards”. 


Oo. P. A. AND CITRUS RATES 


The Office of Price Administration withdrew, November 
13, its petition asking that the Commission suspend the pro- 
posed rates on citrus fruits in I. and S. 4786 (see Traffic World, 
Nov. 14). The rates went into effect November 15. The items 
protested were in Supplement 31 to J. R. Peel’s I. C. C. No, 
3430; Supplement 47 to J. P. Hayne’s I. C. C. No. 1372; and 
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Agent R. H. Hoke’s I. C. C. No. 642, covering rates on citrus 
fruits from producing points in Arizona, California and Texas 
to consuming points throughout the United States. 

In its petition to suspend, the O. P. A. had said that the 
increased rates would result in increased charges to many im- 
portant consuming points, and had asked that the rates be sus- 

ended so far as they proposed rates in cents for one hundred 
pounds on citrus fruits higher than the rates in effect Septem- 
per 15. In its letter withdrawing the protest, the O. P. A. said 
that, when the protest was filed, it appeared that the proposed 
rates would result in an additional transportation burden 
amounting to hundreds of thousands of dollars, which would 
represent a net additional burden on the traffic as a whole. 
The letter said, in part: 


The filing of the protest has made available to us opinions from 
various qualified sources including some which are also disinterested. 
These were not available at the time the protest was prepared. The 
preponderance of this informed opinion is that, even in the affected 
area, the net increase is less than at first appeared, and that taking the 
country as a whole there is no net increase over September 15, 1942, 

vels, 
* Our primary interest is in the stabilization of transportation costs 
as an important element in the cost of living. In the light of the rep- 
resentations referred to above it does not appear inconsistent with our 
general policy to withdraw the protest against these increases, and we 
ask that you mark your records accordingly. 


N. Y. Commutation Fares 


“The railroads’ best assurance of continued prosperity is 
the continued success of the government’s price-control pro- 
gram,” says a brief of the Price Administrator of the Office 
of Price Administration on behalf of the Director of Economic 
Stabilization in No. 28815, Commutation Fares in New York 
State, a proceeding brought about by the refusal of the New 
York Public Service Commission to permit eleven railroads 
serving New York to increase their intrastate commutation fares 
within that state in the same proportion that interstate fares 
were increased under the federal Commission’s order in Ex 
Parte 148. 

The brief declared that “it is quite obvious that the denial 
of the proposed increase would in no way incapacitate the peti- 
tioning railroads or interfere in any way with the govern- 
ment’s war effort. 

“The prosperity enjoyed by these roads in 1941 is being 
exceeded in 1942, largely because the increased tempo of the 
war effort has greatly increased their traffic and operating reve- 
nues, while the success of the government’s price control pro- 
gram has prevented a comparable increase in the costs of 
operation,” says the brief. 

Any increase at this time, instead of promoting the war 
effort, would retard it by giving added force to the inflationary 
influences pressing against the September 15 level, says the 
brief. It said the carriers in this case were not being asked to 
assume any undue or unreasonable burdens. 

“If there is any inequity in the disparity between their 
interstate and intrastate rates, it could be cured more con- 
sistently with the needs of the times, and with the universal 
sacrifices for which the war calls, by reducing their interstate 
rates to their former levels,” says the brief. 

The brief asked that the proceedings be dismissed, or that 
they be postponed “until after the expiration of the national 
emergency and the war or until a change of conditions has 
occurred under which the carriers would require the additional 


revenues requested for the purposes of discharging their war- 
time obligations.” 


Transportation of New Automobiles 


Transcontinental and Pacific slope rail lines, in a brief 
filed with the Commission in No. 28190, New Automobiles in 
Interstate Commerce, an investigation proceeding instituted by 
the Commission into the rates, charges, rules and prac- 
tices governing the transportation of new automobiles by all 
agencies of transportation subject to regulation by the Com- 
Mission (see Traffic World, Nov. 14, p. 1155), submit that no 
purpose “is to be accomplished by the Commission further con- 
Sidering this case during the pendency of the present war.” 
However, if a decision in this matter is to be issued in this 
War period, then they submit that the transcontinental rates on 
new automobiles should be found lawful in all respects. 

A decision in this case during the war must necessarily 
Presume that conditions surrounding the manufacture, trans- 
Sr ation and sale of new automobiles will be the same after 

€ war as they were before the war,” say the rail lines. “That 
would indeed be a violent assumption.” 
P The rail lines said this investigation resulted from a peti- 
on filed by the National Automobile Transporters’ Associa- 
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tion, Inc. That petition, they say, apparently was filed as a 
result of various rate proposals made by railroads operating 
in various sections of the country also served by members of 
the National Automobile Transporters’ Association, Inc. They 
declared that none of the proposals had anything to do with 
them. In fact, they charged, “it has not been made to appear 
in this proceeding that any member of the National Automo- 
bile Transporters’ Association, Inc., even competes with the 
railroads in Transcontinental Pacific slope territories.” The 
rail lines said they had asked that the investigation as to them 
be discontinued and that their petition, which was opposed by 
the Chrysler Corporation, was denied. After a series of hear- 
ings, they said, the evidence in this investigation finally was 
concluded. 

“With the evidence all in it still remains a mystery why 
the transcontinental and Pacific slope lines remain as respond- 
ents in this case,” say the lines. ‘These railroads were dragged 
into the case in the first instance without anyone complaining 
about their rates and have been kept in the case for more than 
three years without anyone offering any substantial evidence 
that their rates are unlawful in any respect.” 

The rail lines that, therefore, they were called on to brief 
a case ‘‘which by comparison with other matters is the essence 
of non-essentiality—at least for the time being.” The purpose 
of their brief, they said, was only to present briefly the case 
as to the transcontinental rates. The issue in so far as the 
transcontinental lines were concerned, they added, was whether 
the transcontinental rates were unreasonably high. The de- 
termination of that issue, they declared, “simply involves 
weighing the evidence presented by the Chrysler Corporation 
thereon against the evidence presented by the transcontinental 
lines thereon.” 

Briefs on behalf of the National Automobile Transporters 
Association, Inc., Automobile Contract Carriers’ Association, 
Chrysler Corporation, rail carriers operating in western trunk 
line territory, eastern rail lines, Chamber of Commerce of 
Fargo, N. D., and the Public Service Commission of the State 
of North Dakota have also been filed in No. 28190, New Auto- 
mobiles in Interstate Commerce. 

When the war shall have ended there is every reason to 
expect that the volume of new automobiles which the public 
will require will be larger than ever before, says the brief of 
the Chrysler Corporation stating that Chrysler’s participation 
in this proceeding was brought about by reason of higher level 
of freight rates from Chrysler’s plants at Detroit and Evans- 
ville than prevail from assembly plants of Chrysler’s competi- 
tors, notably General Motors and Ford. 

“When that time comes,” says the Chrysler brief, “it is 
highly important that the rate situation which prompted this 
investigation and Chrysler’s complaint shall have been cor- 
rected and that there shall be in effect a just, reasonable and 
non-discriminatory basis of rates on new automobiles and a 


proper classification of new automobiles for rate-making pur- 
poses.” 


Chrysler asked that the Commission proceed to a deter- 
mination of the issues raised in its complaint and render a de- 
cision “which will insure that when the sale and shipment of 
new automobiles shall be resumed, the unjust, unreasonable 
and discriminatory rate situation from which Chrysler has 
suffered shall have been eliminated.” 


The eastern rail lines said they questioned the wisdom of 
the Commission issuing a report on the present record in view 
of present day conditions, adding that they realized that Chrys- 
ler was anxious for a determination of the issues raised by it. 
What the conditions would be when the manufacture of auto- 
mobiles was resumed no one could say, except that unques- 
tionably they would be far different from those portrayed on 
the record. However, they submitted ten pages of findings 
the Commission should make should it feel bound to issue a 
report. They asked that the Commission require that all car- 
riers subject to its jurisdiction—rail, water and motor, com- 
mon and contract—publish rates on the “per 100 pound basis,” 
it being pointed out that the railroads now publish rates on 
that basis, whereas the motor and water carriers publish rates 
on a “per automobile basis.” 


“It is recognized that if freight charges were on a 100 
pound basis, average weights and weight agreements would be 
used and because the factories know the weights of particular 
models, weighing of each shipment would not be necessary,” 
say the eastern lines. “However, the whole matter would be 
policed by the weighing and inspection bureaus just as the 
weight agreements with thousands of other shippers are po- 
liced. The determination of average weights would not present 
any difficult or unusual problem.” 

The western trunk line carriers urged, in the light of the 
record and the present conditions, that the proceeding be dis- 
missed. They submitted that the investigation had demon- 
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strated that there were so many varying factors, and the terri- 
tory over which automobiles were distributed was so vast, that 
it was impracticable to attempt in one proceeding to develop 
facts from which rates applicable to the transportation of 
automobiles might be prescribed. The record, they said, con- 
vincingly showed that even though the Commission had the 
power, it “could not effectively or properly prescribe any re- 
lationship in the rail and highway rates.” That would, they 
added, simply mean an attempt on the part of the Commission 
to apportion the available traffic between the various trans- 
portation agencies, and any arbitrary minimum rates estab- 
lished for the shorter hauls would drive all of the traffic from 
the carriers for hire. 

The National Automobile Transporters Association, Inc., 
in its brief, offered for the future three plans of rate-making 
for consideration of the Commission. The first plan is the 
class rate plan, the second, a standard scale of rates for appli- 
cation within central freight and Illinois freight association 
territories with arbitraries to be added for traffic moving 
wholly within specified territories or for that portion of the 
total distance which takes place in such territories, the third 
plan, that of freezing the present rate structure by providing 
in effect that no further reductions by any agency of trans- 
portation made solely tc meet or reduce the rates of any other 
agency of transportation as in effect January 31, 1942, will 
be permitted except on a showing of proper cause in each in- 
stance. The latter plan, it said, would, at least, provide stabili- 
zation although, it believed, on a level already too low. Under 
whatever plan was adopted, the association said it believed 
that rates should be expressed in cents “per 100 pounds.” As 
a basis for “towbar” rates, the association suggested 80 per cent 
of the corresponding rates by rail and by four-car common 
and contract carrier movements. That, it said, would very 
closely approximate the present relationship. 

“We do not believe that the so-called ‘disability differen- 
tial’ for rail service is either lawful or practical and we 
earnestly request that it be not allowed,” said the association. 
“We have no objection to the installation by the railroads un- 
der any basis of rates prescribed of a ‘door-to-door’ service 
alike in scope to ours, and under such a system we are per- 
fectly willing to compete with them on a straight ‘service’ 
basis.” 


The association asked that no order or orders be issued 
without including contract motor carriers within their scope 
and that there be no difference in any rates prescribed for 
motor common and contract carriers. 


The association said it believed that the record established 
that the rates on the traffic particularly the rates out of as- 
sembly plants, had been allowed to degenerate into an inde- 
fensible level, transportation conditions considered; that cor- 
rective measures were plainly in order, and “can be made per- 
manently effective only through the minimum rate processes.” 

The Automobile Contract Carriers’ Association asked that 
the proceeding be discontinued, stating that for the most part 
the respondent carriers were satisfied with the existing rates 
and charges, and that the position of the Transporters’ Asso- 
ciation “is inconsistent and equivocal.” Neither the facts, the 
circumstances, the public interest nor the law warrant or re- 
quire the exercise by this Commission of its regulatory au- 
thority as to contract carriers, or for that matter, as to the 
other carriers, it said. 


In their joint brief, the Chamber of Commerce of Fargo, 
N. D., and the Public Service Commission of the State of 
North Dakota, said it “is firmly believed that any decision the 
Commission may issue in this proceeding will prove more 
beneficial in meeting the situation after the war, than a con- 
tinuation of the existing unreasonable rate structure, or the 
dependence on the carriers to correct it to meet whatever con- 
ditions might exist at that time.” The two organizations said 
they had not commented on the competition between the 
motor carriers and rails for the reason that “we are primarily 
concerned with the maximum reasonableness of the rates, re- 
gardless of the medium of transportation that may be involved.” 
They requested that the Commission prescribe to North Dakota 
a basis of maximum reasonable rates via all-rail and lake-and- 
rail not in excess of 75 per cent of first class, and that it hold 
the record open for the purpose of making whatever readjust- 
ments or corrections circumstances and conditions might war- 
rant. 

Southwestern rail lines in their brief in No. 28190, New 
—_— in Interstate Commerce, urged that the Commis- 
sion find: 


(1) That the rates, rules, regulations and practices of the south- 
western rail lines are not unreasonable or otherwise unlawful; and 
(2) that conditions within the field of transportation of new automo- 
biles by methods other than rail viz., common and contract carriers by 
both truck-away and drive-away, common and contract carriers by barge, 
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and the dealer-driver, or combinations of one or more of those methods 
—are shown to require a definition of the extent of services and a 
prescription of rates reflective of the transportation characteristics 
and cost of services; or (3) that the investigation should be suspendeq 
pending the resumption of manufacture and movement of new auto- 
mobiles, or dismissed at this time, due to these facts: (a) the many- 
facture of new automobiles now has ceased; (b) conditions, both as 
to the commodity that will result and the economy that will prevail 
when manufacture is resumed, are uncertain; (c) there is a total lack 
of testimony dealing with barge activities since the passage of Part 
III of the interstate commerce act; (d) the chief competitor, viz, 
dealer-drive, is outside of regulation; and (e) the investigation does 
not include motor vehicles capable of handling freight—embraces only 
passenger automobiles. 


“Rail lines should not be penalized for their seeming 
slowness in readjusting the rates on new automobiles in the 
past,” says the brief. “We say that because, first, it was, and 
is, a near impossibility to ascertain the costs, to the dealer, 
for using other competitive modes employed to the transporta- 
tion of new automobiles, and second, it must be recognized 
that the rail lines have to deal with a rate structure embracing 
general commodities, whereas the other modes of transporta- 
tion concerned here deal only with the rates on a single com- 
modity. And, of equal importance, the rail carriers must observe 
broader regulatory provisions, such as the long-and-short-haul 
clause of the interstate commerce act, as well as relationship 
orders that have been prescribed by the Commission in the past, 
while the motor carriers do not have such broad statutory 
provisions to observe, nor have they, thus far, been confronted 
with relationship orders. These propositions are further argu- 
ment for the dismissal of the rail lines under the circumstances 
disclosed by this record.” 


Overlakes Consolidation 


In Finance No. 14021, Application of Overlakes Freight 
Corporation under section 5 (2) of the Interstate Commerce 
Act for Authority to Consolidate or Merge the Properties or 
Franchises or Parts thereof of Overlakes Freight Corporation 
and Nicholson Universal Steamship Co., the Commission has 
been asked, by Overlakes Freight Corporation, Detroit, Mich., 
to authorize and approve the consolidation with Nicholson 
Universal Steamship Co., also of Detroit. 

The application said that Overlakes has been continuously 
engaged in the activities of a holding company since its in- 
corporation, and that it sought to operate the contract carrier 
division of Nicholson Universal Steamship Co., substituting 
the name of Overlake Freight Corporation for the former 
name. The application said that Nicholson also operated as 
a common carrier of automobiles on the Great Lakes, and 
that it would retain its own name and individual identity with 
respect to these activities. 

As.a result of the transaction covered by the application, 
applicant said it had been possible for it to sell five of the 
vessels owned by the applicants to the United States govern- 
ment. By this, and other property transfers, said the appli- 
cant, it had been possible to satisfy a mortgage note for 
$1,000,000 made by Nicholson Universal Steamship Company 
and assumed by Overlake, and held by the United States 
Freight Co., and also to cancel debenture notes of $3,030,000 
given by Overlakes to and held by the United States Freight 
Co. As a result of these actions, applicant said, all representa- 
tives of the United States Freight Co. have resigned from the 
boards of directors of Overlakes and of Nicholson, and of the 
Spokane Steamship Co., capital stock of which would be re- 
tained by Nicholson. The elimination of the United States 
Freight Co. from the corporate structure of Nicholson and 
Overlakes, said the applicant, completely satisfied the require- 
ments of section 5 (14) and section 1 (3) (b) of the act and 
the original findings of the Commission in No. 28162, Nicholson 
Universal Steamship Co.—Ownership (Interest of the New 
York Central Railroad Co. in Nicholson Universal Steamship 
Co.), 248 I. C. C. 43, since reopened for further hearing. 


EXPRESS FROST DAMAGE PREVENTION 


The Railway Express Agency is asking shippers of perish- 
ables to use extra packing to prevent damage by frost in the 
winter months. It points out, in a circular, that such shipments 
are afforded ample protection against cold in trains and term!- 
nals, but that there is no way to control temperature while the 
perishables are being moved in vehicles in cities and towns and 
while on platforms in transit from vehicles to trains and be- 
tween trains. Citrus fruit, apples, tomatoes and other fruits 
and vegetables, it says, are not sufficiently protected by indi- 
vidual wrapping and boxing. The outside container should be 
enclosed in wrapping paper to conserve heat, it adds, and 
recommends “as many as fifteen wrappings of newspaper inside 
the container” in which cut flowers are shipped. Shipments 
should bear perishable labels, it says. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
m it have been suspended. Suspension orders contain many. sched- 
ules not reproduced here. Details of such orders are published in 
The Datly Trafic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2135, the Commission has suspended from 
November 16 until June 16 the operation of certain schedules 
as published in supplement No. 4 to tariff MF-I. C. C. No. 2 
of Julius Goldberg and David Patz, dba Godfrey’s Motor 
Freight, Dallastown, Pa. The suspended schedules propose to 
establish a less-than-truckload commodity rate of 15 cents a 
100 pounds on canned or preserved foodstuffs from various 
points in Pennsylvania to Baltimore, Md., in lieu of present 
higher class rates; also a rule to provide rates on shipments 
weighing less than the truckload minimum, applicable only on 
shipments of canned or preserved foodstuffs from Baltimore, 
Md., to points in Pennsylvania, and on roofing from York, Pa., 
to certain points in Maryland. 

In I. and S. M-2136, the Commission has suspended from 
November 15 until June 15 the operation of all schedules as 
published in tariff MF-I. C. C. No. 1 of C. L. Cartwright, dba 
Dodge Center Dray Line, Dodge Center, Minn. The suspended 
schedules propose to establish new any-quantity commodity 
rates for distributing pool car shipments of flour and lumber 
from cars at Dodge Center, Minn., to named points in Minne- 
sota. 

In I. and S. Docket No. 5163, the Commission suspended 
from November 15, 1942, until June 15, 1943, the operation of 
certain schedules as published in Supplements Nos. 40 and 41 
to Agent L. E. Kipp’s tariff I. C. C. No. A-3259 and other 
tariffs. ‘The suspended schedules propose to eliminate pro- 
visions for pick-up and delivery service by the Chicago, Burling- 
ton and Quincy Railroad at Mt. Ayr, Iowa. 

In I. and S. M-2133, the Commission has suspended from 
November 15, until June 15, the operation of Supplement No. 
2 to tariff MF-I. C. C. No. 6 (Maco Trucking Co. Series) of 
Maco Trucking Co., Inc., Ridgefield, N. J. The suspended 
schedules propose to establish a new commodity rate published 
as .1785 cents a 100 pounds, minimum 7,000 pounds, on gas in 
cylinders, empty cylinders and cylinder parts between North 
Bergen, N. J., and Newburgh, N. Y. 

In I. and S. M-2134, the Commission has suspended from 
November 16, until June 16, the operation of certain schedules 
as published in tariff MF-I. C. C. No. 12 of Mrs. J. O. Shuford, 
dba Jack Shuford’s Trucking, Lincolnton, N. C. The suspended 
schedules propose to establish a new any-quantity commodity 
rate of 100 cents a 100 pounds on various commodities, includ- 
ing mirrors, oil, parraffine, light bulbs, electric fans and motors, 
and gasoline, motors, applicable between New York, N. Y., and 
Lincolnton, N. C. 

In I. and S. 5164, the Commission has suspended from 
November 16, until June 16, the operation of schedules as pub- 
lished in Railway Express Agency, Incorporated tariff I. C. C. 
No. 4387. The suspended schedules propose changes in express 
rates and charges, consisting principally of increases, between 


Havana, Cuba, and points in the United States and the Dominion 
of Canada. 


ROCK ISLAND REORGANIZATION 


Marcus L. Bell, attorney for the debtor in the Chicago, 
Rock Island and Pacific reorganization, has filed a memo- 
randum in the federal district court at Chicago setting forth 
his views on the effect new federal income and excess profits 
tax laws will have on the railroad. The statement supplements 
his brief filed in court last May (see Traffic World, May 9, 
p. 1231). In that brief, he objected to the Commission-approved 
reorganization plan, in part on the ground that, under tax laws 
then in effect, the new company would be required to earn 
more than $26,000,000 a year to pay full dividends on new stock 
issues, or more than twice the normal net income predicted for 
the company by the Commission. 

The memorandum says that, under the federal revenue act 
passed last month, the new company will have to pay excess 
profits taxes of $7,040,102, and normal taxes and surtaxes of 
$8,381,300 on its 1942 income, which it estimates will be $39,- 
155,510. Such total taxes of $15,421,402, it continues, are con- 
tingent on the provision, in the plan under consideration, that 
the effective date of the plan be January 1, 1942. If the effec- 
tive date were set ahead to January 1, 1943, there would be no 
excess profits tax, and other federal taxes would amount only 
to $4,234,185, it says, “because the trust estate would be entitled 
to deductions in 1942 for interest accrued or paid on the old 
securities and its excess profits tax would be computed on the 
basis of the existing capital structure” and not on the basis of 
Investment in property. 

It says the company’s net income would have to be as high 
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as $39,000,000 to pay all preferred and common stock dividends 
provided for, after taxes, under the proposed plan. Such high 
taxes would not be assessable if the company’s present stock- 
holders were not eliminated from holding an equity in the new 
company, it says. 

Judge M. L. Igoe last July informed parties to the case 
that he would make no decision on the plan until the United 
States Supreme Court ruled on the validity of Western Pacific 
and Milwaukee Road reorganization plans, in some respects 
similar to the Rock Island plan. 


Live Stoek to and from the South 


Rail carriers in southern territory have filed a petition 
with the Commission for reopening, reconsideration and fur- 
ther hearing in I. and S. No. 4779 et al., Live Stock to and from 
the South. Official Classification territory rail carriers also 
have asked for rehearing. 

The proceedings bring in issue the carload rates on edible 
live stock, including stocker and feeder live stock, within south- 
ern territory; between that territory and official territory; from 
western territory to southern territory and through the latter 
territory to official territory. Also in issue are the rules and 
regulations relating to the transportation of edible live stock 
in the described territory including rules and regulations cov- 
ering caretakers, transit arrangements, minimum weights and 
bedding charges. 

“The intraterritorial rates prescribed in the instant case 
are lower than any intraterritorial rates on live stock ever pre- 
scribed by this Commission, with the sole exception of those 
prescribed in Eastern Live Stock Cases of 1926, and they were 
‘prescribed largely in the light of conditions affecting the trans- 
portation from Chicago to New York’—conditions wholly unlike 
those within the south,” say the southern rail carriers, citing 
Virginia Live Stock Growers and Shippers vs. N. & W. Ry.. 
183 I. C. C. 575, 585. “The interterritorial rates from the south 
to official territory here prescribed are the very lowest inter- 
territorial rates to be found anywhere within the entire United 
States, their prescription reverses many carefully considered 
decisions of the Commission, results in fourth section departures 
and would create undue preference and prejudice as between 
shippers.” , 

The southern carriers said they were «convinced that the 
prescription of such rates was wholly unwarranted by the 
evidence of record; that it resulted in a grave injustice to them; 
and that it would cause them enormous losses in revenue. 
Therefore, they asked that the Commission reopen the pro- 
ceedings, reconsider its decision, and: 


Prescribe for application within southern territory a scale of 
rates which gives due weight to the transportation conditions affecting 
the movement of live stock within said territory, including the light 
volume of the movement, the fact that it involves a pick-up service, 
and the prior history of rates, which scale should reasonably be higher 
than the western scale. 

Prescribe from the south to official territory rates made upon a 
modified combination basis, using the scale prescribed within the south 
less 4 cents a hundred pounds to the gateways and the rates prescribed 
within official territory less 2 cents a hundred pounds beyond the 
gateways. 

Authorize and permit petitioners to add arbitraries to the rates to 
points in the Florida peninsula, said arbitraries to equal 15 per cent 
of the basic rates for that portion of the haul south of the Jacksonville- 
River Junction line of the Seaboard Air Line Railway, and 

Authorize and permit the short end weak lines in southern terri- 
tory to make the rates to and from points on their lines 4 cents a hun- 


dred pounds higher than the basic rates fixed for application via the 
standard lines. 


The southern carriers asked that further hearing. be 
granted to enable them to: 


Prepare and introduce in evidence a traffic study covering ship- 
ments of live stock moving from, to, and between points in the south 
during the year 1941, and showing the revenue received on said ship- 
ments under the present rates as compared with the revenue which 
would be received under the rates prescribed herin; and 

Show in more detail and with greater particularity than is possible 
in a petition of this kind the extremely low level of the- prescribed 
rates, the fourth section departures and the unduly preferential and 
prejudicial situations which they will create, and any other facts bear- 
ing upon the reasonableness and lawfulness of said rates. 


Postponement of the effective date of the orders entered 
in these proceedings pending further hearing and reconsidera- 
tion is asked by the southern carriers. 

The Official Classification territory rail carriers, in their 
petition for rehearing, argued that the Commission erred in 
deciding these cases on the authority of the Southern Gover- 
nors’ case, 235 I. C. C. 255. The two cases, the carriers said, 
had nothing in common except in having the southern states 
as complaining parties. The absence of competition and other 
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circumstances underlying the decision in the Southern Gover- 
nors’ case, they said, made it wholly unlike those in the instant 
proceedings. Competition of southern live stock producers was 
with the west and not the east, they declared. The destination 
level of rates properly to be considered in this case, they added, 
was the level of interritorial rates from the west with which 
southern live stock actually competed. 

The rates prescribed from the south to the east, the car- 
riers said, were approximately 20 per cent lower than the rates 
prescribed from the west to the east and the “present order 
endangers the whole structure of rates on live stock from the 
west to the east which was prescribed in comprenhensive pro- 
ceedings, which has been approved time and again, and which 
is already on a minimum basis according to the Commission’s 
own decisions.” Other arguments made by the official classifi- 
cation territory carriers were: 


The reduced rates are lower than is warranted by the existing 
rate level in official territory; the rates prescribed are in some instances 
lower than rates between points in official territory, and establishment 
of such rates would result in long and short haul violations; the re- 
duced rates order by the Commission would seriously affect the car- 
riers’ earnings; and the rates required by the Commission’s order will 
unduly prefer Memphis over East St. Louis and other gateways north 
of the Ohio River. 


At the further hearing, the carriers said they would adduce 
evidence showing the effect of publishing the lower rates 
through Memphis on their (petitioners’) traffic and the undue 
prejudice of East St. Louis and other gateways and live stock 
points north of the Ohio river ‘which would be created by the 
establishment of such rates.’ All the facts set forth in their 
petition, they declared, would be submitted in evidence at the 
rehearing. 

“The reason why such proof was not previously adduced 
was that your petitioners supposed that these proceedings would 
be decided by the Commission in accordance with familiar and 
well-settled principles and standards of rate determination, 
just as interterritorial live stock rate cases from the west to 
the eastern district had been decided . . . and view of the 
absence of live stock movements of any consequence within the 
eastern district,” say the carriers, ‘petitioners could not forsee 
that this case would be decided upon the mistaken authority 
of the Southern Governors’ case, a proceeding in which, unlike 
the present case, competition of manufacturers in this territory 
with the south was shown actually to exist.” 


“Grandfather” Rights and Ship Sales 


Because its vessels used in coastwise service between north 
Atlantic ports and Texas ports were, in December, 1940, trans- 
ferred to Great Britain by approval of the Maritime Com- 
mission and in accordance with the “aid to Britain” policy and 
the program of the U. S. Government, Lykes Coastwise Line, 
Inc., has asked the Interstate Commerce Commission to hold 
in abeyance proceedings in connection with its application filed 
in W-6, Lykes Coastwise Line, Inc., Application, etc., for a 
certificate or permit under the “grandfather” clause of part III. 
of the interstate commerce act to operate as a water carrier 
of property, until it is in position to resume its status as a 
water carrier and to engage in such coastwise service which 
it performed “many years prior to December, 1940.” 


Commissioner Porter, as chairman of division 4, in a letter 
to Commissioner Woodward, of the Maritime Commission, ac- 
cording to applicant’s motion, stated that in view of the na- 
tional emergency the Interstate Commerce Commission would 
recognize interruptions of service by water carriers caused by 
the sale of their ships at the request of the Maritime Com- 
mission as an interruption beyond the control of the carrier. 
Applicant said it was its position that as the transfer of the 
ships was made with the approval of the Maritime Commission 
and was in accord with the “aid to Britain” policy and pro- 
gram of the government, “such action is the equivalent of a 
request by the Maritime Commission.” It added that if the 
sale and transfer of the boats had been deferred a few months 
until the spring of 1941, “the applicant would have been re- 
quested by that commission to sell the boats, as were other 
coastwise operators.” That, it said, was a distinction without 
any real difference. However, it said as it was not now in 
position to resume operation and could not at this time state 
when it would be able to do so, applicant said it “respect- 
fully submits that no practical or other purpose will be served 
by another hearing or a decision by the Commission at this 
time.” 

While it was true that the Commission had issued certi- 
ficates to corporations who were operating as water carriers 
on the grandfather date, even though not so operating at the 
time the certificate was issued, it nevertheless had, in the issu- 
ance of such certificates, recognized the principle for “which 
we (applicant) are contending,” said the applicant. It cited 
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as an illustration the order entered in American Hawaiian 
Steamship Co. case, No. W-475, of March 17, 1942, wherein 
it was stated that “the holding of this certificate by said car. 
rier be, and it hereby, conditioned upon the exercise of the 
authority specified above, and upon compliance by said carrier 
with the requirements of the interstate commerce act, and the 
orders, rules and regulations of the Commission thereunder.” 

The quoted language, applicant said, “affirmatively pro. 
vides that the issuance of the certificate is ‘conditioned upon 
the exercise of the authority specified ...’”. It was obvious 
it said, that a corporation which was not operating and was 
not in position to operate as a water carrier at the time such 
a certificate was issued could not comply with such a condition, 

“By necessary implication, if not by affirmative language, 
the water carrier act presupposes the existence of a water 
carrier capable of performing a water carrier service at the 
time the certificate is issued,” it says. “The fact that such a 
carrier may have suffered an interruption of service beyond 
its control between that date and the grandfather date does 
not authorize the issuance of a certificate to the applicant if 
at the time it has ceased to operate as a water carrier. The 
issuance of such a certificate should be deferred until the cor- 
poration or person seeking it is able to qualify as a water 
carrier under the provisions of section 309 of the water 
carrier act.” 


Wool and Mohair Rates 


Rail carrier respondents in No. 28863, Rates on Wool and 
Mohair, have asked the Commission to broaden the issues in that 
proceeding so as to include rates, rules, regulations and prac- 
tices of common and contract carriers by motor vehicle and 
by water lines as to their port-to-port operations, except the 
water lines operating through the Panama Canal. 


The proceeding is the result of an investigation instituted 
by thé Commission into the lawfulness of rates and charges, 
including minimum rates and charges and rates, rules, regula- 
tions and practices affecting such rates and charges applicable 
to the transportation of wool and mohair from and to all points 
in the continental United States by railroad, or partly by rail- 
road and partly by water. 


At a prehearing conference held in Chicago September 11, 
1942, the question was raised as to whether or not rates, rules, 
regulations and practices via motor vehicles should be included 
in the investigation, according to the rail carriers. It was un- 
derstood by the rail carriers that neither the wool associations, 
which associations the carriers said they were informed asked 
for the investigation, nor representatives of the U. S. Depart- 
ment of Agriculture, which concurred in the association’s re- 
quest, had any objections to broadening the issues to include 
the motor carriers, “but they did not feel at liberty to suggest 
that the investigation be so broadened.” 


The rail carriers stated that large quantities of wool and 
mohair were transported by motor carriers from producing 
areas in Mountain Pacific territory to concentration points, and 
also from origins in Texas and New Mexico to the Gulf ports 
where it was transported by steamer from such Gulf ports to 
the North Atlantic ports. This motor carrier and water com- 
petition, they said, had made it necessary for the rail carriers 
to depart from the normal distance basis of wool rates, and 
therefore “it would seem to be essential that the rates, rules, 
regulations and practices of such competitive carriers should 
be subjected to the scrutiny of the Commission at the same time 
and in the same proceedings with those of the rail carriers.” The 
carriers further stated that there were large quantities of 
wool and mohair transported by truck from points in north 
Pacific and south Pacific territories to concentration points, as 
well as from points of origin in western states, such as Wyo0- 
ming, Colorado, Utah, Nevada, Montana, Idaho, etc., to such 
concentration points as Cheyenne, Denver, Salt Lake City, 
Ogden, etc., and in order that the Commission might have 
adequate knowledge of the entire transportation situation the 
rules, rates, etc., of the common and contract carriers should 
be included in the investigation. Also, the carriers said they 
were informed that there was some wool transported by in- 
land barge lines operating on the Mississippi, Ohio and Illinois 
Rivers which movement it was believed would tend to increase 
in the future and therefore the rates, rules, etc., of such inland 
water lines, under the Commission’s jurisdiction, should be in- 
cluded in the investigation. At the present time, the carriers 
said, there was no movement of wool and mohair from Pacific 
coast ports to the Atlantic ports via the Panama Canal and no 
likelihood of such movement in the war emergency “and what 
the situation may be thereafter cannot be anticipated.” There- 
fore, they said an investigation of the rates, etc., of the inte!- 
coastal carriers would at this time have no purpose and should 
be excluded from the investigation. 
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REGULATION OF COMMON CARRIERS 


(District Court, D. Minnesota, Fourth Division.) Under 
the commerce clause of the constitution, Congress has ex- 
clusive jurisdiction over all matters pertaining to interstate 
commerce. U.S. C. A. Const., art. 1, Sec. 8, cl. 3. 

When construed with other provisions of Interstate Com- 
merce Act, provision for service of process on agent appointed 
for such purpose in each state in which interstate motor car- 
rier was authorized to operate by Interstate Commerce Com- 
mission indicated intent to protect public by reason of accidents 
resulting from negligent use of motor vehicles engaged in 
interstate transportation, and to protect shippers in event of 
loss of property shipped. Interstate Commerce Act, Secs. 215, 
921 (c), 222, 49 U. S. C. A., Secs. 315, 321 (c), 322. ; 

By use of words “in any proceeding at law or equity 
brought against such carrier” in the Interstate Commerce Act 
authorizing service of process upon agent appointed in each 
state in which interstate motor carrier was authorized by Inter- 
state Commerce Commission to operate, Congress implied that 
proceedings must arise under or be in connection with the 
activities of the carrier in interstate transportation and the 
Act could not be resorted to for service of process in an action 
that had no relationship to the duties, acts or practices of 
carrier in conducting interstate business. Interstate Commerce 
Act, Sec. 221(c), 49 U. S. C. A., Sec. 321(c). 

Michigan corporation authorized by Interstate Commerce 
Commission to engage in interstate motor transportation in 
several states including Minnesota but which conducted no 
business in Minnesota and never qualified to do business there- 
in and had no property or offices therein was not “present” 
within Minnesota so as to be subject to Minnesota jurisdiction 
over foregin corporations. ; 

Every state within its own sphere of action has exclusive 
right to provide the method by which its courts may obtain 
jurisdiction over a person or res. ' ; 

Construction of every statute, consistent with reasonable 
legislative intent, if possible, should be in harmony with con- 
stitutional limitations. 


Provisions in Interstate Commerce Act for service of 
process on agent appointed for such purpose in each state in 
which interstate motor carrier was authorized to do business 
by Interstate Commerce Commission did not disclose intent 
to interfere with state’s exclusive right to provide means 
whereby foreign corporation should become subject to the 
jurisdiction of the local courts in controversies as to which the 
federal government was without constitutional power to legis- 
late. Interstate Commerce Act, Sec. 221(c), 49 U. S. C. A,, 
Sec. 321(c). 

In construing provision of Interstate Commerce Act, pro- 
viding for service of process on agents of interstate motor car- 
rier required to be appointed in each state in which such 
carrier is authorized to operate by Interstate Commerce 
Commission, to determine types of controversy in which pro- 
vision may be resorted to for service of process, courts must 
consider causes and purposes which motivated adoption of 
entire act. Interstate Commerce Act, Sec. 221(c), 49 U. S. 
C. A., See. 321(e). 


In suit by a stockholder of Michigan corporation who 
resided in Minnesota to compel issuance of stock and to recover 
dividends thereon, under Interstate Commerce Act provision 
requiring interstate motor carriers to appoint agent to receive 
process in each state in which carriers were authorized to 
Operate, neither state nor federal courts in Minnesota could 
acquire jurisdiction by service of summons and complaint on 
designated agent of such corporation which was authorized to 
operate in Minnesota as interstate motor carrier but which 
had never qualified to do business therein, conducted no busi- 
hess therein and had no property or offices therein. Interstate 
Commerce Act, Sec. 221(c), 49 U. S. C. A., Sec. 321(c). (Mad- 
den vs. Truckaway Corporation, 46 Fed. Sup. 702.) 





_ (Supreme Court of South Dakota.) In proceeding on ap- 
plication by railroad as a motor carrier for a certificate of 
public convenience and necessity, the legal capacity of the 
applicant was not in issue. SDC 44.0401 et seq. ; 

The primary function of the Public Utilities Commission 
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in granting a certificate for operation of a motor carrier is 
to pass expert judgment on issues of fact, and public con- 
venience and necessity for such a carrier is such an issue. SDC 
44.0401 et seq. 

Corporate capacity is not a factor of “public convenience 
and necessity” within the meaning of the Motor Carrier Act 
in granting a certificate for operation of a motor carrier. SDC 
44.0401 et seq. 

By directing that a certificate of public convenience and 
necessity issue, the Public Utilities Commission neither grants 
nor adjudicates corporate power of applicant to serve as a 
motor carrier. SDC 44.0401 et seq. 

The provisions of a mandatory statute must be followed 
in order that the proceeding to which it relates will be valid. 

A directory statute, dealing with a proceeding, may not 
be ignored to the prejudice of a party thereto who makes 
timely objection. 

Whether a statute is mandatory or directory depends on 
whether the thing directed to be done is of the essence of the 
thing required, or is a mere matter of form. 

When a particular provision of a statute relates to some 
immaterial matter, as to which compliance with the statute 
is a mere matter of convenience rather than substance, or 
where the directions of a statute are given merely with a view 
to the proper, orderly, and prompt conduct of business, the 
statute is generally regarded as “directly,” unless followed 
by words of absolute prohibition. 

Where no substantial rights depend on a statute and no 
injury can result from ignoring it and the purpose of the Legis- 
lature can be accomplished in a manner other than that 
prescribed with substantially the same results, the statute is 
generally regarded as “directory,” unless followed by words 
of absolute prohibition. 

A provision of a statute relating to matters of substance 
is “mandatory,” and, when a fair interpretation of a statute 
which directs acts or proceedings to be done in a certain way 
shows that the Legislature intended a compliance with such 
provision to be essential to the validity of the act or proceed- 
ing, the statute is mandatory. 

Where some antecedent conditions must exist prior to the 
exercise of power, or must be performed before certain other 
powers can be exercised, a statute directing the fulfillment of 
such conditions is “mandatory.” ; 

Liberality in construing a statute as directory is not neces- 
sary when the duty to act rests upon the individual, since his 
omission and failure will apply only to himself and will not 
damage the community. 

In deciding whether a statute which has been disregarded 
is “mandatory” or “directory,” court should consider statute’s 
subject matter, importance, and relation to the general object 
intende 1 to be secured. 

The statute prescribing contents of application by motor 
carrier for certificate of public convenience and necessity is 
“directory,” since liberal interpretation will best serve legis- 
lative purpose of setting up an orderly and efficient procedure. 
SDC 44.0408. 

Public Utilities Commission has power in exercise of sound 
discretion, to consolidate applications of motor carrier for hear- 
ing on issuance of certificate of public convenience and neces- 
sity, since such procedure avoids duplication of effort. SDC 
44.0401 et seq. 

Public Utilities Commission had power in exercise of sound 
discretion to consider motor carrier’s application for a certifi- 
cate of public convenience and necessity, though the applica- 
tion, contrary to statute, covered three separate routes, where 
ultimate determination as to each route rested in part on the 
same evidence, since such procedure would be the equivalent 
of consolidating applications for hearing. SDC 44.0408. 

Railroad’s application, as a Class A motor carrier, for a 
certificate of public convenience and necessity, stating that 
its purpose was to render coordinated railroad and truck serv- 
ice, that time schedule would be worked out to that end, and 
that minimum of daily service was contemplated, complied 
substantially with statute defining a “Class A motor carrier.” 
SDC 44.0402, 44.0408. 


Disregard, if any, by Public Utilities Commission of statute 
requiring that motor carrier’s application for certificate of 
public convenience and necessity specify, among other things, 


a proposed time schedule was without prejudice to protestants. 
SDC 44.0408. 


The statute, granting right of appeal from order dispos- 
ing of motor carrier’s application for certificate of public con- 
venience and necessity, to a “party affected” by the order, 
limits right of appeal to those parties who can affirmatively 
show legal injury. SDC 52.0505. 

Protestants, appealing from order granting a certificate 
of public convenience and necessity to Class A motor carrier 
who failed to show affirmatively any legal injury that they 
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would suffer from such order, were without right of appeal, 
since they were not “parties affected” by the order within the 
statute granting the right of appeal. SDC 52.0505. 

In proceeding on motor carrier’s application for a cer- 
tificate of public convenience and necessity, Public Utilities 
Commission’s finding as to convenience and necessity, sus- 
tained by substantial evidence, would not be disturbed by Su- 
preme Court. SDC 44.0401 et seq., 52.0502, 52.0505. 

Public Utilities Commission is not clothed with unlimited 
discretion, and statutes from which its powers are derived 
mark the boundaries of such powers. SDC 44.0401 et seq. 

The phrase “public convenience and necessity,” used in 
statutes conditioning power of Public Utilities Commission to 
grant a certificate to a motor carrier, deals with the public 
interest in transportation, and hence is of lesser scope than 
are the phrases “public welfare’ and “public interest.” SDC 
44.04, 44.0410. 

Object of Legislature in enacting statutes requiring motor 
carriers to secure certificates of public convenience and neces- 
sity was to safeguard the public interest in its transportation 
system as a whole. SDC 44.04, 44.0401 et seq. 

In a proceeding on an application for a certificate of pub- 
lic convenience and necessity to operate as a motor carrier, 
Public Utilities Commission may, in the exercise of its discre- 
tion, consider whether a proposed service will promote the 
public interest by strengthening and preserving an indispensable 
transportation service. SDC 44.0401 et seq. 

In proceeding on application of railroad as motor carrier 
for a certificate of public convenience and necessity, evidence 
sustained finding of Public Utilities Commission that public 
interest would be served by permitting railroad to carry on in- 
cidental truck movements of freight between its stations as 
a part of its railroad operations, warranting granting of ap- 
plication notwithstanding that there already were motor car- 
riers in operation in most of the territory. SDC 44.0401 et 
seq. (Application of Megan, 5 N. W. Rep. 2d 729.) 


Anti-Trust Laws and Rates 


Representatives of the anti-trust division of the Depart- 
ment of Justice continued this week to present documents to, 
and to interrogate witnesses before the grand jury at Chicago 
in the division’s investigation into railroad and truck rate mak- 
ing. In addition to the papers and documents, brought in re- 
sponse to subpoenas duces tecum, a number of witnesses ap- 
peared in response to personal subpoenas. It was understood 
that some of them were interrogated much more closely than 
earlier witnesses—most of them railroad men and rail rate 
bureau men—who were required merely to identify the docu- 
ments produced. 

The proceedings were concentrated on the activities of the 
Central States Motor Freight Bureau. Among the officials of 
that bureau called were Chester G. Moore, its managing direc- 
tor; Charles L. Lawson, chairman of its standing rate com- 
mittee; Dan Ryan, a member of that committee, and Frank 
Hefferren. After spending some time in the jury room Novem- 
ber 17, Mr. Ryan was recalled two days later. It was expected 
that Mr. Lawson, who appeared on November 17, would also 
be recalled for further questioning. 

A number of representatives and former representatives 
of trucking companies also appeared. Some of these were con- 
nected with operators who were members of the bureau. Among 
those was W. H. Hinchcliff, Jr., Hinchcliff Motor Service, Chi- 
cago, and James Wooten, Riss and Company, Clarksburg, W. 
Va. Mr. Wooten was formerly connected with the Inter-State 
Motor Freight System, a bureau member, and before that with 
Lett and Company, which was originally a member, then with- 
drew, and later resumed its membership and continued it until 
it went out of business. 

Another witness was E. J. Roberts, Detroit, Mich., now an 
industrial traffic man, who was formerly with the Century 
System, Chicago, which at one time held membership in the 
bureau but later withdrew. Still another was Fred Strickroot, 
owner of the Cadillac Cartage Company, Detroit, who is not a 
member but holds one of the places on the bureau’s rate appeal 
committee reserved for non-members. Harry Moag, C. C. C. 
Highway, Inc., Cleveland, O., testified November 16. 

The assumption was that these operators were called for 
interrogation in order to develop, if possible, whether or not 
there was interference on the part of the bureau in their indi- 
vidual rate-making. The inference was pointed by the appear- 
ance of H. A. Clark, manager, Motor Carrier Service Associa- 
tion of East St. Louis, Ill. Mr. Clark had formerly acted as 
tariff agent for the Southern Illinois Rate and Tariff Bureau, 
Belleville, Ill. He had been subpoenad because of that former 
connection, he said. Neither the Southern Illinois Bureau, or 
the one with which he was now connected, he said, were mem- 
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ber bureaus of the C. S. M. F. B. He said it had been impos. 
sible to obtain consent of member lines of that bureau to make 
joint rates with the member lines of the Southern [Illinois 
Bureau and that it was his opinion that the rules of the 
C. S. M. F. B. had something to do with those refusals. Most 
of the members of the Southern Illinois Bureau, he said, had 
been operators in a small way and could not afford the member. 
ship dues and charges for tariff publication assessed by the 
C. S. M. F. B. He also pointed out that speed and flexibility in 
the making of rates was imperative with the small operator 
and that, by docketing, hearing, rehearing, appealing, and other 
maneuvers, the C. S. M. F. B. could delay requests for rate 
changes until they were too late to do any good. 

To an observer there appeared to be no change in the 
activity around the grand jury room to indicate that there had 
been any narrowing of the scope of the investigation. In his 
statement last week (see Traffic World, November 14, p. 1158), 
Attorney General Francis Biddle said that those who believed 
the proceedings were an investigation of the “activities of car- 
rier rate bureaus” were under a “misapprehension,” and that 
it was aimed merely at “a few flagrant abuses.” There was no 
doubt in the minds of those who were concerned in the matter 
from the beginning that the original intention was to examine 
closely the bureau practices generally. Some of those, notably 
among railroad men, saw in the Attorney General’s statement 
merely a diplomatic way of narrowing the investigation without 
admission that what had been attempted in the first place was 
unwise and impracticable. The opinion was expressed, late this 
week, that those in charge of the actual gathering of the mate- 
rial and the interrogation of witnesses were proceeding along 
the lines originally laid out with the thought that, having gath- 
ered all the information they could, the decision as to just what 
to ask the jury to do about it would be put up to their superiors 
in Washington. 


Quaker City Bus Co. Purchase 


Silver Dart Lines, Inc., has filed, in the federal court for 
the district of New Jersey, a motion for temporary stay of the 
order of the Commission in MC F-1546, Quaker City Bus Co., 
Purchase, Blackhawk Line, Inc. (Joseph Kruger, Receiver), 
decided October 13. By that order, on reconsideration, the 
Commission approved and authorized the purchase by Quaker 
City Bus Co. of operating rights of Blackhawk Line, Inc. In 
that proceeding the Commission, with Commissioners Mahaffie, 
Miller, Paterson, and Johnson concurring in a long dissent, 
decided that the holder of a certificate of public convenience 
and necessity was a common carrier even if its operations were 
not continued (see Traffic World, October 24, p. 948). In the 
prior report, 27 M. C. C. 629, division 3 had dismissed the 
application on the ground that Blackhawk was not a motor 
carrier within the meaning of section 5 (13). 

The motion filed by Silver Dart Lines, Inc., said that unless 
the order of the Commission was immediately stayed, the 
transaction authorized might be consummated before a hearing 
could be held, and it would thereby suffer immediate injury, 
loss and damage. The motion was supported by an affidavit 
of the vice-president of Silver Dart Lines, Inc., which said that 
Blackhawk had discontinued operations on February 5, 1941, 
without previous notice to its patrons and had left a large 
number of persons holding return portions of its tickets. Silver 
Dart Lines, said the affidavit, transported all such persons and 
has not received any compensation. The affidavit said that 
many of the persons who used the Blackhawk Line prior to 
February 5, 1941, were regular patrons of Silver Dart, which 
had arranged its schedules and provided equipment sufficient 
to care for all such persons. The affidavit said that Silver Dart 
had available empty seats on practically every schedule which 
it now operates between New York and Boston, and believed 
that two competing carriers likewise had empty seats available 
on practically all of their daily schedules and that, therefore, 
there was no need for any additional bus service between New 
York and Boston. The affidavit said that if Quaker City was 
permitted to institute additional service, such service would 
merely take a portion of the business now being handled by 
Silvert Dart and the other two carriers, and would be directly 
contrary to the policy of the Office of Defense Transportation. 


c. R. Il. & P. DEBT RETIREMENT ; 

Trustees of the Chicago, Rock Island and Pacific received 
permission in the federal district court at Chicago, November 
16, to use approximately $5,000,000 of the company’s more than 
$30,000,000 cash reserves to pay for equipment purchased in 
recent years under conditional sale agreements. The payment 
will represent only the cost of a relatively small percentage of 
equipment now being used under rentals and other fees under 
such agreements, company attorneys said. They said the pay- 
ment would result in savings in interest charges. , 
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Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commie 
sion concerning prosecutions, in federal courts, for violations 0, 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Northern Iowa district, at Sioux City. An injunction in 
favor of the Commission and against; the defendants Wayne 
E. Hunt and Lester Commission, restraining them from violat- 
ing part II of the act, was granted October 31. Similar judg- 
ments were previously entered against the defendants Ruth N. 
Ellsworth, Scott Ellsworth, Elmer Munster, Walter Towers, 
Clifford Finch, Grant Deterding, and Walter Mark. Defendant 
Ruth M. Ellsworth was enjoined from transporting property 
in interstate commerce as a common carrier, for compensation, 
until there should be issued by the Commission a certificate or 
a permit authorizing her to engage in such operations. The 
other defendants were restrained from active participation in 
the unlawful operations of Ruth N. Ellsworth. 

Eastern Illinois district, at East St. Louis. A permanent 
injunction was granted, November 3, in favor of the Commis- 
sion against Alex Kovach of East St. Louis, a common carrier 
of property by motor vehicle, restraining him from transport- 
ing property in interstate commerce, for compensation, with- 
out having on file with the Commission security for the 
protection of the public. 


Boston Terminal Reorganization 


Boston Terminal Co. has filed with the Commission and 
in the federal court for the District of Massachusetts, a plan 
of reorganization which the Commission has docketed as 
Finance No. 12625. In a preliminary statement to the plan, 
the company said it had been enjoined by the court from filing 
a plan within the period fixed by section 77, and that the injunc- 
tion had been further extended from time to time because the 
bondholders had urged on the court that developments in the 
reorganization proceedings of the New York, New Haven & 
Hartford Railroad Co., and the Old Colony Railroad Co., might 
make reorganization of the Terminal company unnecessary. 
The statement said that the bondholders had withdrawn their 
objection on May 12. 

The situation, the statement said, was unusual in that stock 
of the debtor was held by or in the estates of the railroad com- 
panies whose lines operated into the debtor’s property. The 
stockholders, said the statement, were continuing debtors of the 
Terminal, and that all but one of the railroad users of the 
terminal were themselves in reorganization proceedings under 
section 77. Plans providing for scaling down of the charges 
against the using railroads, said the statement, had been 
approved by the Commission in Finance No. 10992, New York, 
New Haven & Hartford Railroad Co. Reorganization, and 
Finance No. 12131, Boston & Providence Railroad Corporation 
Reorganization. Whether or not those provisions would be 
approved by the court, said the statement, was not yet deter- 
minable. In view of this, it said, it was impossible to know 
with certainty the basis on which to formulate a definitive plan, 
and that it appeared necessary to propose the plan outlined. 
The plan was presented, said the statement, without waiver by 
the debtor of any rights whatsoever, including the right to 
file an amended or other plan if and when an authoritative 
determination was made of the amounts to be received from 
the using railroads for their use of the terminal. 

The plan said that the present debt and capitalization of 
the debtor consisted of $13,992,000 first mortgage 3% per cent 
bonds due February 1, 1947, $1,163,000 first mortgage 4 per 
cent bonds due July 1, 1950, and 5,000 shares of capital stock, 
par value $100. The plan proposed cash payment of $20 on 
each $1,000 face amount of bonds from funds on deposit in 
lieu of mortgaged property sold, and the balance, if any, of 
said funds to be paid into the sinking fund provided for in 
the plan and to be used for the retirement of bonds. After 
this payment, the plan proposed that the debtor issue $14,851,- 

of new first mortgage bonds to be dated August 1, 1939, in 
exchange for and in full satisfaction of the first mortgage bonds 
outstanding in that amount. Some of the bonds, said the plan, 
would bear interest at 3 per cent per annum, and would 
mature August 1, 1989, but what percentage this would be 
would depend upon the amount finally fixed as payable by the 
using railroads. The fixed bonds, the plan said, would be 
callable as a whole or in part at any time and would be 
entitled to the benefit of a sinking fund into which the debtor 
would pay annually a certain sum, depending on the amount 
fixed as payable by the using railroads, but not less than three- 
fourths of one per cent of the aggregate face amount of the 
Said fixed interest bonds. The remainder of the new bonds 
would bear no interest, the plan provided, until the new fixed 
Interest bonds had been paid in full or cancelled, after which 
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time the deferred interest bonds would bear interest at the 
rate of 3 per cent per annum. The maturity of the deferred 
interest bonds would, according to the plan, be fixed by the 
Commission. Such bonds would be callable as a whole or in 
part at any time, but only after all of the fixed interest bonds 
had been paid in full or cancelled. The plan proposed cancel- 
ing the existing capital stock of the debtor and to issue for cash 
five hundred shares of new capital stock of a par value of $100, 
to the present stockholders, in proportions provided. 


N. Y. S. & W. REORGANIZATION 


A plan for the reorganization of the New York, Susque- 
hanna and Western Railroad Co., has been filed in the federal 
court for the district of New Jersey, by the New York Life 
Insurance Co., Mutual Benefit Life Insurance Co., and Pru- 
dential Insurance Co. of America. A copy of the plan has 
been filed with the Commission in Finance No. 11681, New 
York, Susquehanna and Western Railroad Co. Reorganization. 

The plan said that, in view of certain developments cited, 
the Susquehanna’s own plan of reorganization was prima facie 
impracticable, and that the Susquehanna had asked for its 
withdrawal. The insurance companies named, said the plan, 
together owned 30.4 per cent of the principal amount of the 
bonds of three issues outstanding, and had informally asso- 
ciated themselves to protect their respective interests. 

The plan proposed a total capitalization of the reorganized 
company of approximately $16,250,000, and annual fixed and 
contingent charges and preferred stock dividends of $654,000. 
The total capitalization, said the plan, represented a reduction 
of over 63 per cent from the total par value of the Susque- 
hanna’s mortgage debt, plus the unsecured claims against it, 
plus its stock outstanding. The brief said that the earnings 
record of the Susquehanna supported such a total capitalization. 
The Trustee, it said, had showed earnings of $703,506 available 
for bond interest in 1941, and estimated earnings of $780,000 
available for bond interest, before income taxes, in a pros- 
pective normal year. Capitalized at 5 per cent and at 4 per 
cent, said the plan, these earnings totaled from $14,070,120 to 
$19,500,000. In view of these facts, said the plan, the total 
capitalization should not be less than $16,250,000. The plan 
proposed issuance of $9,000,000 in bonds and $7,250,000 in stock, 
and that the effective date of the plan be January 1, 1944. 


NEW HAVEN REORGANIZATION 


Exceptions and a reply brief to the third supplemental 
report and order of the Commission in Finance No. 10992, 
New York, New Haven & Hartford Railroad Co. Reorganiza- 
tion (see Traffic World, October 17, p. 893), have been filed 
for a group of holders of 4 per cent gold bonds of the New 
Haven, and of the Providence Securities Co. 

The report referred to approved the acquisition, by the 
New Haven, of certain of the properties and franchises and 
assets of the Old Colony. For its properties, etc., the order 
said the Old Colony would receive $3,289,600 fixed interest 
bonds, $1,467,520 income bonds, and $1,467,520 preferred stock. 
Any claims of the Old Colony’s trustees against the New Haven 
and its trustees were released, discharged and canceled by 
the order. The Commission said the effective date of the 
reorganization should be not earlier than January 1, 1943, nor 
later than January 1, 1944. 

The exceptions to the third supplemental report and order 
alleged that the Commission erred in its statement and con- 
clusion that earnings of the debtor were to be disregarded in 
fixing the proposed capitalization of $365,000,000, and in its 
failure to consider the value of additions, betterments and im- 
provements. The proposed capitalization, said the exceptions, 
failed to take into account the improved earnings of the debtor. 
Subsection (e) of section 77, said the brief, required that pres- 
ent earnings of the debtor be considered in fixing a capitali- 
zation. The debtor’s earnings have increased enormously even 
since the last submission of the record, it added, and warranted 
a capitalization at least sufficient to redeem in stock and other 
securities the $401,058,865 liabilities of the debtor. 

The exceptions and reply briefs also alleged that the Com- 
mission erred in allocating to a deficit producing line and a 
general creditor, the Old Colony lines and their bondholders, 
fixed income and mortgage bonds, while allocating only com- 
mon stock to the debtor’s 4 per cent gold bonds. 


AMERICAN WAREHOUSEMEN’S ASSN. CONVENTION 


The 1943 convention of the American Warehousemen’s As- 
sociation will be held at the Edgewater Beach Hotel, Chicago, 
the week of February 7. It will last three days, instead of the 
customary four. As to whether it will begin on Tuesday or 
Wednesday of that week, further announcement will be made. 
The association’s board of directors is planning a program in 
keeping with transportation conditions and the war situation. 


The social program, ordinarily a part of its convention, will be 
curtailed. 







































































1232 


Inereased Wage Demand 
The Traffic World Washington Bureau 


General chairmen of the five railroad brotherhoods repre- 
senting train and engine service employes have been called to 
meet December 7, at the Morrison Hotel in Chicago, to pre- 
pare demands for increased wages, it was announced in Wash- 
ington November 20. It was stated that “hundreds of general 
chairmen, from every railroad in the United States,” had been 
summoned to the conference by the chiefs of the five partici- 
pating unions, the brotherhoods of locomotive engineers, loco- 
motive firemen and enginemen, railway conductors, trainmen, 
and switchmen. 

“The program to be drawn up will give due regard to the 
act of Congress and the President’s executive order on wage 
stabilization, as well as to the policies developed under this 
order by the National War Labor Board,” said the announce- 
ment by the brotherhoods. It quoted a declaration by D. B. 
Robertson, president of the Brotherhood of Locomotive Fire- 
men and Enginemen, to the effect that the brotherhood mem- 
bers were entitled to an increase, under the terms of the 
stabilization order and to correct maladjustments. It added 
that the general chairmen would decide on the amount of in- 
crease to be sought and noted that the last increase obtained 
by the brotherhoods was 9% cents an hour, negotiated last 
December in accordance with recommendations of an emer- 
gency board. Since that time, said the announcement, living 
costs had risen considerably and “many inequalities exist that 
should be adjusted.” 

It was announced also, by rail labor, that President Roose- 
velt had appointed Mr. Robertson as representative of the 
transportation brotherhoods as a member of the “combined 
labor war board,” heretofore composed only of A. F. of L. 
and C. I. O. representatives, established last January as the 
President’s advisory group on labor matters. Other brother- 
hood chiefs would serve in the same capacity from time to 
time, as it was impossible for any one executive to devote all 
the time required to the job, the brotherhoods’ announcement 
said. 


W. L. B. on Short Line Wages 


The National War Labor Board, in a directive order No- 
vember 18, approved for all short line railroad employes the 
wage increases and vacations-with-pay recommendations made 
for thirty of such short lines in a report of a fact-finding board 
two months ago (see Traffic World, Sept. 19, p. 659). The 
“directive” was issued under authority of the wage stabiliza- 
tion act. Under that act and the President’s executive order of 
October 3 increases and decreases in wage rates were forbidden 
unless notices were filed with and approval for the changes 
granted by the War Labor Board. The increases, as affecting 
the approximately 2,000 employes of the 30 short lines involved 
in the fact-finding procedure under the railway labor act, were 
made on most of those lines before that date. The War Labor 
Board’s order made it possible for the rest and also short lines 
not involved in that proceeding to adopt the board’s recom- 
mendations without violating the provisions of the wage stabili- 
zation act and the President’s executive order. It did not make 
it mandatory on the part of the short lines not parties to the 
fact-finding proceedings to adopt the increases. 

The fact-finding board’s recommendations were for an in- 
crease in wages of 10 cents an hour and for vacations with pay. 
In both respects, they followed the lines of the settlement of 
the general wage case of 1941 (see Traffic World, Dec. 20, 1941, 
p. 1611). The directive of the War Labor Board said its ap- 
proval of the recommended wage increase and vacation plan 
for short line employes was limited to carriers subject to the 
railway labor act but was not restricted to carriers who were 
parties to the particular investigation conducted by the fact- 
finding board. 

J. J. Pelley, president of the Association of American Rail- 
roads, in a statement commenting on the War Labor Board’s 
action with reference to wages and vacations of short-line rail 
workers, took the position that it applied only to the railroads 
parties to the short-line proceedings and covered by the report 
of the fact-finding board in that case. Before all of the 30 
short-line railroads involved could make the recommended 
changes in wages, said he, “Congress passed the anti-inflation 
act, which made it necessary for the National War Labor 
Board to approve the increase.” 

“What the board did was to say that, if the railroads, 
parties to the September proceeding desired to make the 
increases there recommended, this might be done without any 
violation of the anti-inflation act. Te order has no application 
to the principal railroads of the country, since these railroads 
made an adjustment in wages a year ago.” 
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William H. Leiserson, member of the National Labor 
Relations Board and chairman of the National Railway Labor 
Panel, made a statement which indicated that he did not agree 
with Mr. Pelley that the W. L. B. order applied only to short- 
line railroads involved in the September proceedings. He said 
as he understood it, the order would approve awards similar 
to those recommended in the September emergency fact-finding 
board report, should another fact-finding board make a similar 
— with reference to disputes still, pending on other short 
ines. 

With respect to pending disputes between five short lines 
and employes represented by the four operating railroad 
brotherhoods in which he had considered the appointment of 
an emergency board from the National Railway Labor Panel 
(see Traffic World, October 31, p. 1036), Mr. Leiserson said that 
the question now was whether it would be necessary to conduct 
a hearing on this wage case before such a board. He said 
the railroads involved in that dispute—The Columbus & Green- 
ville, the Georgia & Florida, the New York, Ontario & Western 
the Wichita Falls & Southern, and the Meridian & Bigbee River 
—might decide to grant increases to their employes to the 
extent now approved by the War Labor Board. Mr. Leiserson 
said he would communicate with the railroads and the unions 
involved in the dispute now pending in an effort to learn 
whether the carriers would grant increases to that extent. 

_ He said the War Labor Board’s order did not affect the 
dispute between eastern, southeastern and western railroads, 
on the one hand, and the Brotherhood of Locomotive Firemen 
& Enginemen and the Brotherhood of Locomotive Engineers, 
on the other, over demands of the unions for reclassifications 
of rates of pay and for employment of additional men on diesel 
locomotives. 

The W. L. B. order, referring to the September fact-finding 
board report, said: 

Approval of this 10-cent increase in pay and this vacation 
plan is limited to carriers subject to the railway labor act, but 
is not restricted to carriers who were parties to the particular 
investigation conducted by the said emergency board. 

It is understood that the War Labor Board by this order 
does not direct any carrier to grant any specific wage increase, 
but does hereby approve any agreement entered into between 
the carrier and the employes which dos not exceed the recom- 
mendations of the afore-mentioned emergency board’s report 
of September 14, 1942. 


Rail Labor Shortage Survey 


Otto S. Beyer, director of the division of transport person- 
nel of the Office of Defense Transportation, has called on the 
railroads “to tackle their rapidly growing labor shortages 
through an increased use of women employes, centralization of 
personnel activities, and modernization of training programs.” 

Announcing the results of a survey of 101 railroads, repre- 
senting 97 per cent of all Class I railroad employment, Mr. 
Beyer asserted the railroads had been slow in hiring women 
and improving personnel and training programs. For example, 
he said, only 40,000 women—34,000 of them in clerical jobs— 
now worked for the railroads, as against 100,000 in the first 
world war. 

The carriers participating in the survey reported 60,000 
vacancies as of September 15. This figure, Mr. Beyer explained, 
did not indicate that there were 60,000 vacancies that could 
not be filled, since all large railroads normally had many open- 
ings from time to time. Many of the reported vacancies, he 
said, were part of a normal turnover. He asserted, however, 
that the figure was sufficiently large to reveal a real and crit- 
ical shortage of railroad labor. Responses to the survey, more- 
over, specifically indicated that the carriers were encountering 
extreme difficulties in meeting many shortages, according to 
O. D. T. statement. Continuing, it said: 


The survey disclosed the fact that the railroads are just beginning 
to resort to comprehensive training programs as a means of easing 
the critical manpower situation. Of the 101 railroads covered, 47 re- 
ported no organized training programs at all, and many of the others 
only very limited projects. 


Training Programs 


Interpreting the survey, Mr. Beyer pointed to two obstacles to 
improved training programs. One is the accepted railroad practice of 
decentralizing personnel functions, which makes a systematic attack on 
training problems difficult. Only a few carriers have an office oF 
single official charged with training responsibility for their entire 
roads. Most of the carriers therefore do not have a complete picture 
of their training requirements and problems. 

Mr. Beyer listed as the second barrier, the traditional railroad 
concept of training itself, according to which the new man starts at 
the bottom and picks up his occupational education through years of 
experience on the job. 

‘‘Whatever the merits of this practice in peacetime,’’ Mr. Beyer 
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said, ‘‘it is clearly inadequate in time of war, when training must be 
accelerated to meet urgent manpower shortages.’’ 

The survey indicated, however, that these obstacles are being sur- 
mounted by some railroads, which are overhauling their training pro- 
grams to meet the situation. 

Nineteen railroads reported that they have training programs for 
telegraphers, 18 for office clerks, 14 for brakemen, and 13 for firemen. 
Some roads also are giving organized training to break in dispatchers, 
ticket agents and office machine operators. 

In only a few instances, the survey showed, is training provided 
through formal classes. For most of the occupations, on-the-job train- 
ing is the accepted method. To improve and step up such on-the-job 
programs, several roads have instituted special courses for foremen 
and other supervisors, teaching them to break in the men on new jobs. 
One large carrier reported 1,181 employes enrolled in supervisor train- 
ing courses provided without cost to the company through federal and 
state agencies. 


Apprentice Shortage 


The survey revealed that the railroads are encountering particular 
difficulties in filling apprentice jobs, the young men eligible for such 
spots displaying little interest in a long apprenticeship in the face of 
imminent induction into the armed forces and the abundance of rela- 
tively well-paying jobs open for unskilled and semi-skilled labor. The 
carriers reported a great many openings for helpers and apprentices 
in both the maintenance-of-way and maintenance-of-equipment depart- 
ments. 

Sixty railroads, with a total of more than a million employes, re- 
ported little success in filling machinists’ jobs, and 53 roads indicated 
an inadequate supply of section laborers. Actual shortages of extra- 
gang laborers were reported by 37 railroads. 

Other jobs for which the railroads exported real shortages were 
clerks, brakemen, boilermakers, carmen, skilled trades helpers and 
apprentices, telegraphers and general laborers. 

Major causes of the labor dearth, the carriers indicated, are with- 
drawals of workers entering the services and intensified business ac- 
tivity which has swelled labor requirements and magnified inter-industry 
competition for manpower. 

A major share of reported vacancies—as distinguished from actual 


shortages—were in positions which require only unskilled labor, in-. 


cluding openings for 29,765 section hands and extra-gang laborers, 
4,464 shop and stores laborers, and 1,685 unskilled workers in other 
departments. ‘ 

Skilled occupations in which substantial numbers of vacancies 
were reported were machinists, with 1,981 vacancies; carmen, 1,851; 
boilermakers, 523; sheet metal workers, 356; bridge and building 
painters, 309; electrical workers, 237, and telegraphers, 876. 

Senior train and engine service positions, customarily filled through 
the promotion of brakemen and firemen, after they have served some 
10 to 20 years, have drained the junior services of personnel so rapidly 
that the railroads reported 2,565 vacancies for brakemen and 927 for 
firemen. Even in the senior services, 116 vacancies for engineers and 
30 openings for conductors were reported. 


Employment of Women 


Approximately 40,000 of the reporting roads’ employes were 
women. This represents about 3 per cent of their total labor forces. 
More than 34,000 of the women serve in clerical jobs. Other classifi- 
cations which include women numbering from 300 to 1,200 are coach 
cleaners, shop and stores workers, station agents, telegraphers, waiters, 


camp cooks, kitchen helpers, laundry workers, baggage and parcel 
room station attendants. 


The survey showed 52 women working as section laborers and 74 
women as crossing watchmen. One woman was reported working as a 


department foreman of skilled labor, and a few as truckers and as 
gang foremen of unskilled women. 

Despite these reports of women ‘‘manning’’ unusual jobs, Mr. 
Beyer declared, ‘‘it is apparent that the railroad industry has been 
slow to utilize women in many jobs which they can readily fill. The 
railroads employed 100,000 women during the last and probably could 
employ a much greater number now.” 


ALASKA RAILROAD WAGE INCREASES 


The House has passed and sent to the Senate H. R. 7380, 
making retroactive to September 1, 1941, certain wage increases 
granted to employes of the Alaska Railroad and made effective 
January 1, 1942. 

__The House territories committee, in its report on the bill, 
Said that after railroad employes in the United States had ob- 
tained wage increases, in December, 1941, increases were 
granted also to employes of the Alaska Railroad and made 
effective January 1, 1942, although it was agreed by everyone 
concerned that the increase should be effective from September 
1, 1941, as the increases for U. S. railroad employes had been 
made retroactive to that date. 

“Under the rulings of the General Accounting Office,” the 
Teport said, “it is not possible to make payment of increases 
IN wages retroactively and, therefore, the passage of this meas- 
ure is necessary to carry out the agreement made by the man- 
agement of the Alaska Railroad with the employes involved 
Concerning such wage increases.” 

he report said the bill was introduced at the request of 
the Department of the Interior and that the amount involved, 
approximately $86,000, would be paid out of the earnings of the 
Alaska Railroad. It said there was ample money in the rail- 
road’s funds for that purpose. 
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In the course of discussion of the bill in the House, Dele- 
gate Dimond, of Alaska, said the wages paid on the Alaska 
Railroad were “some 20 per cent higher” than wages paid on 
“certain railroads in the United States,” but that the increase 
was based on the higher cost of living in Alaska. He said the 
cost of living in Anchorage, Alaska, in 1941 was 88 per cent 
higher than it was in Washington, D. C. 

Representative Rich, of Pennsylvania, said the new high- 
way to Alaska would “certainly” result in reducing the cost 
of living in Alaska. Delegate.Dimond said the highway would 
not have that effect. He said the highway would result in the 
bringing of a vast amount of military supplies and might facili- 
tate the bringing of civilian supplies to Alaska, but added that 
“bringing food or anything else over some 1,600 miles of high- 
way certainly will not reduce the cost of transportation of sup- 
plies to Alaska as compared to the cost of present water car- 
riage when we have the ships.” 


MANPOWER REQUIREMENTS 
Selective Service has added production of transportation 
equipment, including railroad cars and locomotives and trucks, 
to the list of activities classed as essential to the support of the 


war effort. Eighty-eight positions are listed. Holders thereof 
may claim deferment from draft. 


WORKERS IN TRANSPORTATION 

Statistics compiled by the Bureau of the Census for March, 
1940, showed that wage or salary workers in transportation 
totaled 1,908,560, distributed as follows: Air, 19,880; rail and 
rail express, 1,099,080; trucking service, 259,240; warehousing 
and storage, 53,600; street railways and bus lines, 190,460; 
water transportation, 172,760; petroleum and gasoline pipe 
lines, 17,060; taxicab service, 60,640; services incidental to 
transportation, 23,480; and not specified transportation, 12,360. 


ALASKA RAILROAD RETIREMENT ACT 


The House civil service committee has reported H. R. 7336, 


to permit reemployment of persons retired under the Alaska 
Railroad retirement act. 





CHICAGO TRUCK WAGE NEGOTIATIONS 


No conferences of representatives of Chicago trucking com- 
panies and union officials representing approximately 15,000 
truck drivers in the city, on demands by the employes for wage 
increases and decreases in the weekly working hours, have been 
held since November 5 (see Traffic World, Nov. 7, p. 1092). 
Spokesmen for the employes said, November 19, that no date 
had been set yet for resumption of conferences, which were 
recessed to give the employers time to consider the demands, 
originally presented October 28. The present contract be- 
tween operators and drivers does not expire until December 31. 


WASHINGTON TERMINAL LABOR CASE 


The Supreme Court of the United States, on its own initia- 
tive, has entered an order in No. 28, Washington Terminal Co. 
vs. F. E. Boswell et al., restoring the case to the docket for 
reargument (see Traffic World, Oct. 24, p. 967). 

The court asked counsel for the petitioner and the re- 
spondents to include in their briefs and oral argument a dis- 
cussion of the following questions: 


1. Whether either party to a dispute over which the National 
Railroad Adjustment Board has authority is precluded from seeking 
a determination of the dispute by the courts, either before or after 
submission of the dispute to the board. 


2. Whether the board may make an award ex parte if one party 
to the dispute does not appear before the board, and if so the effect 
given by the statute to such an award. 


3. The effect of the expiration of the two-year period specified 


by section 3 First (q) on the right of either party to the dispute to 
obtain a determination of it in the courts. 


4. The effect of the words ‘‘final and conclusive’ in section 3 
First (m) on the right to resort to the courts and on.the scope of 
judicial review, (a) during the two-year period, and (b) after expira- 
tion of the two-year period. 


The court asked the Solicitor General to file a brief and, if 
he so desired, to participate in the oral argument. 


N. R. D. G. A. MEETING 


The National Retail Dry Goods Association will hold a 
five-day wartime conference at the Hotel Pennsylvania, New 
York, January 11 to 15, 1943. The theme of the meeting will 
be “The Effects of the War on Retailing During 1943.” Gen- 
eral sessions will be held on January 12, 13 and 14. Special 
attention will be paid to transportation at the January 13 
general session. The divisional meetings, including those of 
the association’s traffic group, will be held on January 11 and 


3 _On January 15 there will also be a wrapping and packing 
clinic. 
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HELPING TO WIN THE BATTLE OF TRANSPORTATION 


Tell a truck tire that it has to keep rolling day and night. 
That it, and the truck over it, have to keep war produc- 
tion going . . . That if it fails . . . if the load doesn’t get 
to the factory on time . . . work will stop . . . American 


fighting.men may be killed for want of guns, ammuni- 
tion, planes .. . 


Then tell that tire that crude rubber is precious. That we 
need it on the battlefield, too. That there is only so much 
for the production front at home... 


There was the challenge to the knowledge and skill of 
General Tire chemists, engineers and workmen. These 
men who have always built more quality and longer 
mileage into. General Truck Tires today are combining 
to meet the terrific strain of wartime hauling with the 
greatest truck tire performance it is possible to deliver. 


THE GENERAL TIRE & 


RUBBER COMPANY 


Every step of the way, General’s experts who know only 
quality are making the most of war specifications. And, 
as they discover new materials ... new compounds... new 
methods to keep our trucks rolling . . . they are learning, 


too, how to give you, one day, an even finer General Tire 
than ever before. 


You can count on General Tire now ... and you can 


count on General’s continued Quality leadership when 
this job has been done. 


The above illustration is one of six in full 

color, appearing in the 1943 General 

Tire Calendar. Reserve your copy with 
your General Tire Dealer now. 


COPYRIGHT, 1942, THE GENERAL TIRE & RUBBER CO., AKRON, OHIO 


AKRON, OHIO 
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Air Transportation 





Air Mail Pay 


The Civil Aeronautics Board has announced it has vacated 
its order of March 12, and in accordance with the policy estab- 
lished by it in the Panagra Rate Case, would not effect “recap- 
ture” by the government of more than 4 million dollars excess 
mail pay from American Airlines, Inc. In the same order, how- 
ever, the board reduced the rate of mail payment to American, 
effective from April 1, 1942, by an estimated cut of more than 
1% million dollars a year under the rates in effect when the 
proceeding was instituted and strongly urged the carrier to 
give “early consideration” to a reduction in passenger rates. 
Harllee Branch, board member, dissented from the mail rate 
fixed by the majority, holding it to be too high. 

The largest of the nation’s domestic air carriers, Amer- 
ican’s routes extend from the east to the west coast, with a 
temporary international extension southward from Fort Worth 
and El Paso, Texas to Mexico City, Mexico. Pointing out that 
American had reached a state of economic self-sufficiency, the 
board said that the new rate fixed for the transportation of 
mail by air “. . . does not require the allowance in the mail 
rate of amounts heretofore necessary in mail rate cases to per- 
mit the carrier to cover the deficiencies in revenues .. . in 
commercial operations.” 

In setting the new rate at .3 mill a pound-mile, the same 
rate it had earlier ordered for Eastern Air Lines the board 
estimated that the new rate would yield about $2,428,456 mail 
pay a year and that American, at present passenger and ex- 
press rates, would operate at a profit of $7,672,790 a year, 
including mail pay, but before federal normal taxes and excess 
profits tax. 

In explaining its policy toward recapture of sums received 
by an air carrier as mail compensation over extensive periods 
of time the board declared such actions “contrary to sound 
public policy in view of economic uncertainties surrounding air 
transportation in time of war, and the necessity of maintaining 
the financial intergrity of the carrier.” 

In this case the board, in regard to the use of reproduction 
cost as a factor in rate making, declared that ‘experience has 
proved” the use of reproduction cost “to be administratively 
and economically unsound” and that it would exclude from the 
record in rate proceedings this type of evidence. It declared 
that “the rate of return should be predicated upon the funds 
which have been actually and legitimately invested in the trans- 
portation enterprise rather than upon any valuation of the car- 
rier’s property.” 

Mr. Branch dissented from the future rate for American 
declaring that the .3 mill a pound-mile rate—more than twice 
the cost of providing the service—allowed American a 64.2 per 
cent net profit on its mail investment after federal income 
taxes at 40 per cent was excessive and continued a govern- 
mental subsidy to this commercially self-sufficient carrier. 

In his dissent, Mr. Branch said that “the majority is in- 
consistent in fixing a mail rate on the basis of pound-mile 
yields from commercial services which the majority in the same 
opinion states are too high, and which, therefore, must be con- 
sidered unreasonable.” 

Mr. Branch declared that rather than incorporate a sub- 
sidy element in the service mail rate, the board should adopt 
a policy which would authorize the expenditure of this amount 
of public money to further extend the nation’s air transporta- 
tion routes to groups of users heretofore not enjoying the bene- 
fits of such service. 


CIVIL AERONAUTICS ACT REVISION 


Representative Nichols, of Oklahoma, has introduced H. 
R. 7764, to amend the civil aeronautics act of 1938, as amended, 
by revision of the definitions of “air commerce” and “air trans- 
portation,” by repeal of paragraph 20 of section 1 of the act, 
by insertion of a statement of reasons for regulation of opera- 
tion and navigation of all aircraft using the air space of the 
United States, and by prescription of penalties for certain vio- 
lations of the act. 


Cc. A. B. RULING TO AID MILITARY PILOTS 
The Civil Aeronautics Board has ruled that, “effective 
immediately,” military fliers will be admitted to the pilot’s 
compartment of aircraft flown by commercial airlines for the 
purpose of obtaining advanced experience in multi-engine air- 
craft and cross-country procedures. 
The new regulation applied only to skilled, qualified pilots 
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in the armed forces assigned to commercial aircraft used jn 
scheduled or nonscheduled flight, providing that a regularly 
assigned crew, holding proper certificates and ratings, was 
aboard, the board said. 

Designed to permit the nation’s commercial airlines to 
share their advanced flight techniques and knowledge with 
picked military pilots, the regulation, it was said, would in no 
way affect the vital war transportation services now being 
supplied by the commercial air carriers. 

According to the board, military pilots are already being 
assigned to the commercial airlines to take immediate advan- 
tage of the advanced experience thus made available. 


EXPLOSIVES ACT AMENDMENT 


The House has passed S. 2515, previously passed by the 
Senate, adding to the exemptions in the federal explosives act 
explosives or ingredients in transit on aircraft in conformity 
with statutory law or rules and regulations of the Civil Aero- 
nautics Board. The bill as passed follows: 


Be it enacted, etc., That the second sentence of section 3 of the 
act of October 6, 1917 (40 Stat. 385; U. S. C., title 50, sec. 121), as 
amended by the act of December 26, 1941 (Public, 381, 77th Cong.), be 
and the same is hereby, amended to read as follows: ‘This act shall 
not apply to explosives or ingredients which are in transit upon vessels 
railroad cars, or conveyances in conformity with statutory law or with 
the rules and regulations of the Interstate Commerce Commission, or 
regulations of the Secretary of Commerce, or to explosives or in- 
gredients which are in transit upon aircraft in conformity with statu- 


pe = or with the rules and regulations of the Civil Aeronautics 
oard.’’ 


LIGHTWEIGHT AIR MAIL SOUGHT 


Third Assistant Postmaster General Black has asked post- 
masters throughout the country to give publicity to a state- 
ment prepared by him asking users of the air mail service to 
help reduce the air-mail load by use of lightweight stationery. 
; It was stated that the volume of air mail was constantly 
increasing while at the same time the facilities for transport- 
ing it had been curtailed, as much of the space in planes had 
been diverted to the carrying of essential war material and 
personnel of our armed forces. 

“Therefore, in order that the space available may be 
utilized for the fullest advantage of the greatest number of 
persons, it is necessary that all mailers cooperate by reducing 
the weight of air mail letters and packages as much as pos- 
sible,” said the department. “By using lightweight envelopes 
and stationery approximately twice the number of letters to the 
pound can be carried on planes. The limited space available 
for air mail in planes will thus be conserved for maximum use. 
Patrons, no doubt, can secure this lightweight stationery and 
envelopes at department, stationery or other stores.” 


Ohio-D.C. Air Routes 


Examiners J. Francis Reilly and Vincent L. Gingerich, of 
the Civil Aeronautics Board, in a proposed report in No. 433, 
Application of United Air Lines Transport Corporation, embrac- 
ing No. 468, Application of Transcontinental & Western Air, 
Inc., have recommended that the United Air Lines Transport 
Corporation be authorized to transport persons, property and 
mail by aircraft between Toledo, O., and Washington, D. C., 
and that Transcontinental & Western Air, Inc., be authorized 
to engage in such transportation between Dayton, O., and Wash- 
ington, via Columbus, O., and Wheeling, W. Va. 

The proposed services, said the examiners, would establish 
new additional one-carrier through transcontinental routes be- 
tween large metropolitan areas west of the Chicago and St. 
Louis gateways and Washington. They said it did not appear 
that the public convenience and necessity at this time required 
additional local service between Toledo and Washington or 
between Dayton and Washington via Columbus and Wheeling, 
and that the determining factors in the consideration of the 
applications of United and T. W. A. were (1) whether the public 
convenience and necessity required additional single-carrier 
through transcontinental services between Washington and 
points west of the St. Louis and Chicago gateways on the exist- 
ing routes of these applicants, and (2) whether the benefits of 
such additional services would be outweighed by the effect of 
diversion of revenues from American Airlines, Inc., and Penn- 
sylvania-Central Airlines Corporation and the potential cost to 
the government in the form of mail compensation. 

“While the applicants at this time do not propose one-plane 
through service between all points,” said the examiners, “the 
inauguration of one-carrier service undoubtedly would minl- 
mize greatly the difficulties now experienced in establishing and 
maintaining connections between independent carriers... . The 
record shows that the carriers involved have attempted to 
eliminate the inconveniences attributable to the connecting 
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services at Cleveland and Pittsburgh. . . . However, despite 
these efforts, the apparently inherent difficulties of connections 
petween independent carriers continue to exist. Moreover, the 
evidence indicates that weather conditions at Dayton are, in 
general, more favorable than those at Pittsburgh. The estab- 
lishment of T. W. A.’s proposed service would thus provide an 
alternate route to Washington.” 

The examiners said it appeared unlikely that the establish- 
ment of either or both of the proposed routes would have any 
very substantial effect on the total volume of mail compensation 
required on all existing routes. They observed that at the 
present time all persons traveling to and from Washington to 
points on the routes of United and T. W. A. must travel via 
connecting services with other carriers, and added that the 
jnauguration of the proposed routes would eliminate the necés- 
sity of such connections. ; 

“Since the record shows,” they continued, ‘“‘that the trans- 
continental routes of United and T. W. A. are producing approx- 
imately the same amount of Washington traffic, the granting 
of one of the applications to the exclusion of the other would 
give the favored carrier a decided competitive advantage over 
the other.” 

The examiners said Washington was “the fastest growing 
large city in the nation” and that it produced more air traffic 
than any other city in the country, except New York and Chi- 
cago. They said every indication pointed to a steadily increas- 
ing amount of air traffic in and out of Washington. They noted 
that New York, Chicago, Los Angeles and San Francisco were 
served by “all three transcontinental carriers,” but that Wash- 
ington was served by only one of those carriers. 


NEW YORK AIR EXPRESS 


Air Express handled in and out of the New York metro- 
politan area in October totaled 57,063 shipments, an increase 
of 5,520 or 10.7 per cent over October, 1941, according to the 
Railway Express Agency. Heavier average weight of ship- 
ments and longer hauls, largely because the bulk of the traffic 
consisted of machinery and tools for war production, accounted 
for the fact that gross revenues for the month were up 61.5 
per cent over the comparable month of last year. 


WAR TRANSPORT BROADCAST 


Although priorities are not necessary in shipping by air 
express, shippers of vital war materials should obtain them in 
order to insure themselves against delays due to heavy air 
traffic, said L. O. Head, president, Railway Express Agency, in 
a broadcast on ‘‘New York’s War Time Transportation,” spon- 
sored by the New York Commerce and Industry Association 
over radio station WMCA November 13. 

“Since the United States entered the war, every air express 
shipment must be accompanied by a declaration describing the 
contents in detail and signed by the shipper or his agent,” said 
he. “If the shipper is not known to us, his package must be 
opened and the contents examined by our receiving clerk 
before it will be accepted for movement by air express. This 
is to prevent possible sabotage.” 

Speakers were Commissioner John L. Rogers, now with 
the Office of Defense Transportation;; F. E. Williamson, presi- 
dent, New York Central, and Ted V. Rodgers, president, Ameri- 
can Trucking Associations, Inc. 

Commissioner Rogers said that there was only one way to 
meet the existing basic transportation problem, and that was 
by “seeing to it, first, that existing equipment is given the best 
possible care and, second, that every unnecessary vehicle-mile 
and all unnecessary travel is eliminated.” In passenger trans- 
portation, he added, he advocated not only “the discontinuance 
of so-called luxury services, but also greater and greater effi- 
ciency in the performance of necessary services.” 

Mr. Williamson said that the major part of the American 
continental transportation job was being and will continue 
to be done by the railroads. Railroad men, he said, were “de- 
termined that the war task will be performed and that trans- 
portation for the civilian needs will be met to the utmost 
limit of equipment available to do the job.” 

Mr. Rodgers said that trucks were carrying 25 per cent 
of the present “greatest volume of freight in history.” The 
trucks and the railroads have been vigorous competitors, said 
he, but it was not now so much a question “of who gets the 
freight, but who can handle it.” Because no trucks were being 
manufactured, he added, “those now in service must be serv- 
iced and kept in condition as never before, so they will last.” 


NAVY RAIL STATION NAMED FOR COMMODORE 


th The Navy Department has selected the name “Jeffers” for 
€ new station on the Burlington Railroad serving the United 
tates Naval Ammunition Depot near Hastings, Neb. Ship- 
ao for the depot will be consigned to Jeffers, Neb. The 
on was named for Commodore William Nicholson Jeffers, 
aval hero of the Mexican and Civil wars. 
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Petroleum and Rubber Controls 


A movement was begun in Congress this week to require 
postponement of nationwide gasoline rationing—called ‘mile- 
age” rationing by the O. P. A. Such rationing will begin De- 
cember 1 under present plans. 

Representative Johnson, of Oklahoma, November 16, 
offered in the House a concurrent resolution (No. 85) to ex- 
press the sense of Congress that nationwide rationing of gaso- 
line should be postponed for a period of three months pending 
further study of the necessity for such rationing. The resolu- 
tion was referred to the committee on banking and currency. 

Representative Wickersham, of Oklahoma, offered two joint 
resolutions. One, H. J. Res. 357, would suspend “gas’’ rationing 
for 90 days in states and areas where the gasoline supply is 
adequate and the other, H. J. Res. 358, would suspend such 
rationing in the specified states and areas without limitation 
as to time. These resolutions also were referred to the com- 
mittee on banking and currency. 

The Johnson resolution calls for appointment of a special 
committee by the President to make a further study of the 
gasoline rationing problem. 

“The patriotic people of the United States are willing to 
have gasoline rationed, rubber rationed, sugar, coffee, tea and 
meats rationed, or undergo any inconvenience or hardship 
imaginable, if convinced they are essential to winning the 
war,” Mr. Johnson told the House, “but the bureaucrats in 
Washington who actually have the gall to ask for and urge 
deferment of their own office boys as being indispensable, will 
have serious difficulty making the average citizen in Oklahoma 
believe it is essential to ration gasoline at this time to farmers, 
traveling salesmen, business men and many others who are 
surely as deeply interested in winning the war as are these 
armchair patriots in Washington.” 

Representative Michener, of Michigan, said he concurred 
in the “objective” of the Johnson resolution. He read a tele- 
gram from Michigan protesting against gasoline rationing at 
this time. It asserted that in Michigan the 35-mile speed limita- 
tion had accomplished within 3 per cent the mileage cut re- 
quested by the Baruch report. The telegram came from “one 
of the outstanding patriotic leaders in our state,” said Mr. 
Michener. 

Representative Wickersham asserted that when gasoline 
rationing went into effect “many light loads and small ship- 
ments of produce, live stock, and so forth, will not move from 
the farms to the larger trunk lines.” 

“Last week 34,000,000 hours of time was lost by car owners 
crawling under their cars, securing tire serial numbers, filling 
out blanks and registering—at a time when every moment is 
precious,” said he. 

“Unless some of the rules are changed, the methods that 
are about to be pursued will stagnate business, mean destruc- 
tion to the economic structure of the southwestern, western 
and mid-western states, and hinder, instead of improve, the 
war movement of vital materials to other areas, will curtail 
the purchase of bonds, and lower our tax income.” 

Representative Bennett, of Missouri, said he had studied 
the matter of gasoline rationing in the central states and “I am 
not convinced that it is either wise or necessary.” He said 
automobile owners were “grown-ups who do not feel they need 
a guardian in Washington to force them to care for their tires.” 

The O. P. A. has announced that car owners and others 
holding gasoline books in the rationed east must write in ink 
their license number and state of auto registration on each 
coupon turned in for gas. This applies to A, B, C, D, S-1 and 
S-2 coupons. In the case of coupons in interchangeable books 
issued for fleet vehicles the information may be either written 
in ink or stamped in ink, and must consist of the name of the 
state and city or town where the home office of the fleet opera- 
tor is located, and the name of the company, or other fieet 
designation appearing on the vehicle. These requirements are 
similar to provisions in the nationwide “mileage” regulations 
effective December 1, said O. P. 4. The eastern regulation is 
effective November 21. 

The O. P. A. was not planning to ration used cars, said 
Deputy Administrator Paul M. O’Leary. While it was impos- 
sible to make a flat long-range commitment, said he, it could 
be definitely stated “that we do not intend to ration used cars 
at the present time.” 

In President Roosevelt’s press conference, November 17, 
a reporter said there seemed to be an uprising against nation- 
wide gasoline rationing and asked the President if he planned 
to do anything about it. President Roosevelt said he expected 
to confer with Rubber Director Jeffers later in the week. 


Asked whether his conference with Mr. Jeffers was for the 
purpose of reconsidering the nationwide rationing plans, Presi- 
dent Roosevelt said it was not. He said he had not seen Mr. 
Jeffers for some time and that he wanted Mr. Jeffers to give 
him up-to-date information on the rubber situation. 

“Mileage” rationing provided the only practical solution 
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of America’s critical rubber situation and at the same time 
provided a real hope for keeping the nation’s 27 million auto- 
mobiles rolling on their essential mileage, John R. Richards, 
chief of the O. P. A. gasoline rationing branch told a delegation 
of mid-west congressmen November 17. 

The program, Mr. Richards said, did not deny people the 
use of their cars, but on the contrary assured them of the 
greatest possible use of them in view of the critical rubber 
shortage and consequent necessity to make our present supply 
serve our war needs to the utmost. 

The congressmen conferred with Mr. Richards in behalf 
of traveling salesmen, whose mileage will be restricted under 
the new mileage rationing regulations. Said he: 


There seems to be an essential misunderstanding about the purpose 
of our program. We want to keep the most essential cars rolling. 

Since the Japanese took our rubber away, very few cars have been 
getting tires. We are undertaking a program to make more tires avail- 
able, in order to keep cars essential to the war effort rolling. Naturally 
it’s our job to see that the limited number of tires that will be 
available go on essential cars. 

One thing we are sure of. While there will be more tires available, 
there will not be enough for driving as usual. If we limit the driving 
of any one group, it is done so that farmers can transport produce 
to market and bring supplies back to their farms; so that farm workers 
can drive from one job to another; so that industrial workers can get 
to war plants. 


Only through the controls of mileage rationing can we be sure that 
these, and other essential workers get the mileage they need. 


The delegation of congressmen included Jed Johnson, Wes- 
ley E. Disney, A. S. Monroney, Will Rogers, Lyle H. Boren and 
Victor Wickersham, all of Oklahoma; and Edward H. Rees, 
Clifford R. Hope, and Frank Carlson, of Kansas. 


The O. P. A. has announced reduction of the value 
of the basic “A” gasoline ration coupon in the _ present 
area of rationing on the eastern seaboard, except West Vir- 
ginia, to three gallons, effective November 22. The “A” coupon 
value heretofore has been four gallons. The reduction would 
effect a net saving of about 20,000 barrels of gasoline a day, 
Price Administrator Henderson estimated. He said savings 
aggregating about 43,000 barrels a day would be effected 
through conversion of “S’” rations to the new and less liberal 
“T” rations for trucks and other transport vehicles. 

“These steps,” he said, “will free transportation space for 
large additional quantities of petroleum for our army and navy 
and for our heating needs.” 


Owners of trucks, busses, taxis and other vehicles operated 
on service rations in the east are expected to make their “S” 
coupons last until December 1, even though their ration books 
may be dated to expire before that date, the Office of Price 
Administration has announced. 


O. P. A. urged holders of “S’” books to stretch their present 
rations as far as possible to make them last until December 1, 
when the new transport ration coupons become valid. Those 
few operators who do not have sufficient “S” rations to meet 
their essential requirements until December 1 may apply to 
local war price and rationing boards for additional rations. 

Meanwhile, all holders of “S” rations who have obtained 
the new Certificates of War Necessity may apply to local war 
price and rationing boards for the new transport ration books. 

Certificates of War Necessity, issued by the Office of De- 
fense Transportation, state the mileage permitted by the O. D. T. 
and also the approved gallonage of gasoline for covering that 
mileage. Under the O. P. A. mileage rationing regulations, local 
war price and rationing boards may not grant a gasoline allow- 
ance larger than the approved O. D. T. gallonage. 


Jeffers Testifies 


Rubber Director Jeffers, in testimony before the Senate 
banking and currency committee November 17, dealing with 
proposed legislation to allocate 3,500 tons of crude rubber and 
90,000 tons of reclaimed rubber to a tire recapping and retread- 
ing program in which only independent tire dealers’ services 
would be used, expressed opposition to the considered bill, 
S. 2560, saying he doubted the necessity of such legislation at 
this time. 

Mr. Jeffers said he came from a school in which members 
of a group ironed out their problems among themselves. He 
said there ought not to be legislation ‘“‘to so fix it that we can’t 
do the job,” and that he believed that, “at the moment, until 
we can get a better slant at this whole thing, legislation might 
do more harm than good.” 

Mr. Jeffers said he would allocate the rubber so as to 
assure tire recapping and retreading material for independent 
tire dealers to the extent that they had equipment and per- 
sonnel to do the work. He said he had independent dealers 
in his organization and that he felt that the “independents” 
were more concerned now about price ceilings on tire services 
and materials than about allocation of rubber and camelback. 


TRAFFIC WORLD 


“When it comes to fixing prices that have to do with proc. 
essing of rubber, I’m going to have something to say about 
that, one way or another,” he said. “I think the independent 
tire dealers and I can work this out; if we can’t, then I’ll come 
with them and ask legislation.” 

Mr. Jeffers said he would object to the provision of the 
considered provision of the considered bill limiting performance 
of tire retreading service to independent tire dealers. He said 
there was a need for the use of the recapping and retreading 
facilities of all who had such facilities. 

A present problem of his office, Mr. Jeffers said, was the 
turning in to the federal government of all tires in excess of 
five a car. He said estimates of the number of such tires that 
would be turned in ran all the way from 1,000,000 to 12,000,000, 

. He said stories that indicated that there would be new 
tires from scrap rubber in sufficient numbers to supply every- 
one were misleading. He said the making of new tires would 
have to be retarded and that emphasis would be placed on 
retreading and recapping of tires. 

War workers must be supplied with retreads to enable 
them to go to and from work, he said. He added that the 
term “war worker” was misleading in inferring that only 
workers in war plants were essential workers. He said there 
were many people in industry who were just as essential, in 
that, without their services, war products could not move. He 
was referring, he said, to railroad workers. 

As to the procedure for registration and inspection of tires 
under administration of the O. P. A., Mr. Jeffers said, “I’m 
not going to argue about that, but I think it can be simplified 
to some extent.” Under questioning by Senator Taft, of Ohio, 
he said that the inspection of tires under the O. P. A program 
would be done largely by independent tire dealers. However, 
he said, appointment of inspectors was entirely in Price Admin- 
istrator Henderson’s hands. 

Asked whether new tires could be made entirely out of 
reclaimed rubber, Mr. Jeffers said such tires were being made 
now, and that, at a maximum speed of 35 miles an hour, such 
tires would run 25,000 to 30,000 miles. 

Strengthening of rationing machinery by “stern corrective 
measures” to eliminate gasoline “black markets’ so as to 
restore “A’’ coupons to their original value in the eastern sea- 
board area has been advocated by the American Automobile 
Association. The association contended that leakage of large 
quantities of motor fuel through illegal trafficking in coupons 
was primarily responsible for the reduction from four to three 
gallons in the value of each “A” coupon, effective November 22. 

“Obviously,” the A. A. A. said, “the gallant drive of our 
armed forces into north Africa has placed a heavy drain on 
the east’s petroleum reserves, but there is every reason to 
believe that these demands on the part of the armed forces 
could have been met without disruption if our precious supplies 
of petroleum products had not been drained away because of 
the deficiencies of control machinery ... There should be 
definite control of supply to retail outlets to remove at least 
one temptation from gallonage-hungry dealers. Gasoline 
dealers must stop at once the practice of honoring coupons 
when they know these coupons are being used illegally. Motor- 
ists themselves must stop taking advantage of the opportunities 
—all too frequent in recent months—to obtain and use loose 
coupons...” 


HIGHWAY EMERGENCY LEGISLATION 


The Council of State Governments, the Department of 
Justice, and the Office of Defense Transportation have been 
working on proposed uniform state emergency legislation con- 
ferring on governors war-time powers for regulation of high- 
way transportation. Proposed emergency authority for gov- 
ernors would include power to prescribe staggered hours of 
employment; maximum rates of speed for motor vehicles, sizes 
and weights of motor vehicles, suspend application of license 
fees or licensing requirements covering the entry of certain 
out-of-state vehicles properly licensed in another state and 
direct conservation of vital equipment, materials and supplies, 
particularly rubber. The proposals would be submitted to state 
legislatures next year. 


PACIFIC NORTHWEST ADVISORY BOARD 

President K. C. Batchelder of the Pacific Northwest Ad- 
visory Board has issued the call for the winter meeting of the 
board, to be held at the Hotel Osburn, Eugene, Ore., December 
4. General Gilbreath, U. S. Army, San Francisco, Cal., will be 
the speaker at a dinner session. At the business sessions, there 
will be reports from the commodity carloading committees, 
the car efficiency committees and the transportation committee. 
W. C. Griffin, assistant manager, port traffic, Association of 
American Railroads, will discuss the port situation on the wes- 
coast, and N. A. Meyer, superintendent of transportation, Mil- 
waukee Road, will report for the railroad contact committee. 
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N. LT. L. Annual Meeting 


League Adopts Statement of Principles Striking at National Resources Planning Board Report 
and Anti-Trust Rate Inquiry—Director Eastman May Issue Cross Hauling Ban— 
Limitation on Truck Hauls Discussed—Officers Reelected 


By Stanuey H. Smirn, Staff Correspondent at New York, N. Y. 


Members of the National Industrial Traffic League at the 

bd opening session of the thirty-fifth annual meeting of the 

League in New York City, November 19, heard Joseph B. East- 

man, director of the Office of Defense Transportation, express 

disappointment with the attitude of shippers toward plans call- 

ing for the elimination of cross hauling or excessive hauling of 
commodities. 


Orders requiring the elimination of such hauling, Mr. East- 
man clearly indicated, would be issued if desired results were 
not obtained otherwise. He wanted the industries to know that 
the War Production Board and his office “are serious about 
this matter.” 

Alluding to an accusation made by Ted V. Rodgers, presi- 
dent of American Trucking Associations, Inc., that the railroads 
were guilty of ‘a behind-the-scenes attempt” to dictate the 
distance over which shipments by motor vehicle might move, 
Director Eastman said one proposal on rail-truck coordination, 
made by his rail group, had been represented as an attempt on 
the part of the railroad industry to put something over on the 
trucks, “but I assure you that there is nothing to this notion.” 
The document that had caused all the furor, said he, “emanated 
from my staff and not from the railroads.” Both classes of car- 
riers had been asked to comment on the proposal and both 
objected to it, said he. 


Director Eastman’s address follows: 


This is, in a way, a difficult audience for me to address. I suspect 
that quite a number of you have heard me on other occasions. There 
is little that I can offer that is original or even new. All that I can 
hope to do is to say in a different way some things that I have said 
before. There may be advantages in that for both you and me, for we 
specialize in transportation. Specialists are always in danger of becom- 
ing so absorbed in their subject as to regard it as a thing apart. They 
forget that, like everything else in this world, it is only a phase or 
function of a greater whole. If we are to understand any subject well 
and deal with it wisely, it must be considered in that light. 

This is particularly true of transportation in wartime, and pre- 
eminently of transportation in a war such as that in which we are now 
engaged. Consider what that war requires. In the first place we shall, 
before we get through, have taken several million of our most phys- 
ically fit young men for military service. That means that a great 
block of our best manpower will have been divorced from any produc- 
tive use and devoted to purposes of destruction. In the second place, 
we must equip those huge military forces with vast supplies of muni- 
tions and all the great mechanisms which modern warfare demands, 
supply a large part of the similar needs of our allies, and also provide 
means of getting both forces and supplies to the uttermost parts of the 
earth where the fighting is going on. 

There is the most urgent necessity, for our Own and the world’s 
salvation, that all this be done and to the utmost extent possible. But 
it is idle to suppose that so much of our manpower and resources can 
be devoted to purposes of destruction without severe effect upon our 
civilian life and population. The effect may in part be deferred, but 
it is none the less certain. We who stay at home cannot in the end 
possibly support the necessary war effort without sacrifices which may 
rise to the plane of hardships and even privations. They will be our 
contribution to the winning of the war. 

No argument or exposition is necessary to convince this audience 
that adequate and efficient transportation of both property and persons 
is indispensable at every step and stage of the war effort. Modern 
Production is conducted on such a scale that transportation has become 
its very life blood. The moment transportation ceases to be adequate 
and efficient, the same will be true of production. 


Washington Differs 


; In Washington, our domestic wartime transportation is viewed from 
differing angles. Some have uppermost in mind the size of our military 
forces and the quantities of war materiel and the like which we can 
Produce and move overseas for ourselves and our allies. With the 
object of making this direct contribution to the war effort as great as 
Possible, they would use our resources as little as possible for other 
activities, and with these other activities they include transportation. 
Others think of transportation, not as something apart from the war 
effort, but as a factor of such all-pervasive importance in that effort 
that it ranks high in the list of direct war activities and must at all 
costs be kept in condition for adequate and efficient service at all times. 

The sound point of view, in my judgment, is a composite of these 
two. We must deliver at the front the greatest strength in men and 
armaments that we are able to deliver, but we cannot do that if we 
neglect the means of production, and transportation, as I have said, 


is the life blood of production. Not only that, but transportation is 
indispensable to the mobilization, training, and sustenance of our mili- 
tary forces and essential to the maintenance of such civilian economy 
as must be maintained even in time of war. Nor should we forget that 
at a time when our domestic transportation facilities are facing de- 
mands upon them by far the greatest in our history, they have, since 
the war began, actually been contracting instead of expanding, and the 
process of contraction is still going on. I refer, of course, to our inter- 
coastal and coastwise shipping and to our rubber-borne transportation. 


O. D. T. on Equipment Needs 


In the Office of Defense Transportation, we believe that the rail- 
roads need new locomotives and cars. At the same time, in estimating 
those needs, we have taken into account all the opportunities that we 
know of for getting more and better use out of existing equipment and 
for getting rid of wasteful transportation, and we are undertaking to 
promote and exploit those opportunities to the utmost of our ability. 
I want you particularly to understand that phase of our work and the 
reasons for it. 

I do not need to tell you, what I have said so often, that I believe 
the carriers of the country have done a most remarkable piece of work 
ever since the beginning of the emergency with most remarkable help 
from the shippers. Both have given me most satisfactory cooperation. 
Yet, notwithstanding that cooperation, I am not sure that you are 
wholly satisfied that some of the things are necessary which we are 
undertaking to do and which cause inconvenience and at times hard- 
ship to the shippers. I want you to know at least why we believe they 
are necessary. 

While here at home we are far removed from the fields of battle, 
and I hope we shall so remain, the fact is that we are in the worst war 
this country has ever been in and fighting for the greatest cause in 
history. Our domestic transportation has thus far done all that it has 
been called upon to do in the war effort, and done it well in the face 
of great difficulties. It is of the most vital importance that it continue 
to do its part in the same splendid way and with the least possible 
drain on the critical materials which must supply our battle needs. 
We shall never forgive ourselves, if transportation should at any time 
fall down on the job for some reason which could have been avoided. 

Nor can we be sure what the future holds forth. Some things we 
do know. For example, we know that as our military forces increase 
in size, troop movements, which already are a heavy burden on our 
railroads, will continually increase in volume and frequency. We know 
that because of the rubber shortage, our rubber-borne transportation, 
upon which this country is now so dependent, is shrinking, and that 
this will throw new burdens upon our railroads. We hope to keep that 
shrinkage slow, but how successful we shall be in this we do not know. 
We know that the process of mobilizing all of our resources for pro- 
duction has by no means reached its peak, and that the volume of 
traffic will for some time increase as production increases. We know 
that the necessities and vicissitudes of war have already thrown heavy 
burdens on our carriers which were not foreseen, and that they may 
well bring like heavy and unforeseen burdens in the future. We know 
that our carriers are driving their equipment, and particularly their 
motive power, to the limit and have very little reserve strength left. 
We know that they will soon be faced with serious manpower troubles. 
We hope that they may be permitted to receive some additional equip- 
ment, but we know that such additions to their strength will not, in 
relation to the total burden upon them, in any event be large. 


“Eliminate Waste’”’ 


Under such conditions and in view of the extraordinary importance 
of our domestic transportation to the war effort, I submit that the only 
prudent and safe thing to do, and the only thing that is consistent with 
an all-out war effort, is to make full use of every opportunity to in- 
crease the utilization of our transportation facilities and to eliminate 
waste in transportation, even if inconvenience and some degree of hard- 
ship and sacrifice to the shippers is involved. It may be that events 
will prove that some of these efforts were unnecessary. Possibly they 
will serve only to build up a reserve strength which we shall never 
have occasion to use. I hope, but do not believe, that this will be the 
outcome. But there is no sounder rule in war than to be ready for the 
worst, and we shall be false to our trust if we neglect any of these 
opportunities. It takes time to swing from the customs, habits, and 
practices of normal times to those which an all-out war demands, but 
if we are to have victory with the least possible delay, it must be done. 


General Order No. 18 


So far as the railroads are concerned, the shippers have done most 
commendable work in loading and unloading quickly and otherwise 
expediting the movement of the cars. They have continued to receive 
good service. In only two respects have they been asked to sacrifice. 
I refer to our general order No. 18, which requires the loading of cars 
to capacity, with various exceptions, and to plans for the elimination 
of cross hauling or other excessive hauling of commodities. 

General order No. 18 causes many shippers some inconvenience or 
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extra expense, and for some it may cause actual hardship. On the war 
credit side, it will save many cars and relieve the strain on motive 
power. On the whole, the attitude of the shippers toward this order 
has been all that could be desired. You do not like it, but you have 
taken it philosophically and patriotically, and we have tried to co- 
operate with you in framing the order and administering it so as to 
avoid undue hardships. 


Cross Hauling 


On the cross-hauling matter, I have been disappointed with the 
attitude which the industries, in general, thus far seem to have taken. 
There can, I think, be little doubt that it is possible for many indus- 
tries to save considerable transportation, if they will give serious atten- 
tion to this matter, and without any undue hardship from the point of 
view of an all-out war economy. The Office of Defense Transportation 
has been urged from various quarters to deal with this situation by 
transportation orders. I have been unwilling to do this without prior 
advice from the industries and until they had been given an opportunity 
to consider what could be done without harm in other directions which 
might over-balance the transportation gain. We have worked out a 
plan with the Transportation Division of the War Production Board 
whereby this opportunity can be given to its industry divisions. With 
some notable exceptions, there have so far been few constructive re- 
sults. The industries should know that the Office of Defense Transpor- 
tation and the Transportation Division of the War Production Board 
are serious about this matter. If we cannot act with the help and 
advice of the industries, we shall have to try our hand at the problem 
as best we can without such help and advice. 


Truck Problems 


When it comes to the trucks, the situation is very serious and 
exceedingly difficult. No man on my staff has a harder job than John 
L. Rogers, as the head of the division of motor transport. You know 
better than I do how dependent our country has become in many 
respects on truck transportation. But there are nearly five million 
trucks, the great bulk of them privately operated, in the hands of 
probably more than three million separate owners, and they are en- 
gaged in all manner of differing kinds of work, often highly specialized. 
The railroad industry is well organized, and between the Association 
of American Railréads, the Regional Advisory Boards, and your own 
League the carrier and shipper field is pretty well covered. There is 
no such situation in the case of trucks. On the contrary, there are 
almost innumerable groups which are intimately concerned with various 
phases of truck transportation, as we in O. D. T. have ample reason 
to know. 

From the beginning it was evident, in view of the rubber situation, 
that intensive conservation of truck transportation would be necessary 
and, as you know, we endeavored to promote such conservation by 
various general orders. Because of the complexity of the situation, 
these orders were very difficult to frame and administer. They pro- 
duced results, and I am glad to say that our best information is that 
as much as 25 per cent of the 1941 mileage has been saved, and without 
any essential loss to the public. Last summer, however, it became 
evident that more extreme measures were necessary. They were forced 
by three things: (1) By the gasoline rationing in the east, which we 
were confident would be extended throughout the nation. (2) By the 
developing facts in regard to the rubber shortage, as made clear by the 
Baruch report. (3) By the difficulty in obtaining adequate enforcement 
of our general orders. 


General Order No. 21 


We were driven by the force of events, therefore, to the conclusion 
that we must deal individually with each operator, notwithstanding the 
tremendous scope of the task, and bring home to them individually the 
drastic needs of the situation and the means which must be taken to 
avoid disaster. Gasoline rationing set time limits to the undertaking. 
We had to make our new plans, draft documents and print them by the 
millions, and build up a countrywide organization—all in short order. 
If we had had months instead of weeks, we could have done a more 
perfect job. The result was general order No. 21, with its Certificates 
of War Necessity. I do not like that order and, to the best of my 
knowledge and belief, no one else does. But I could see no escape from 
it, and we shall carry it out. 

There has been much criticism of the information which we sought 
in the application forms. But let those who criticize consider these 
facts: We must determine for each operator, and specifically, how much 
gasoline he shall be allowed and we must pave the way for a reduction 
in the aggregate mileage of commercial motor vehicles of 40 per cent, 
compared with 1941. The indications are that the rubber allotment for 
the tires of these vehicles will be based on such a shrinkage. It must 
be saved, if possible, without detriment to essential transportation 
service. We cannot do these things without information, and that 
which we sought is none too adequate. The fact of the matter is that 
our field force will have to exercise constant supervision and become 
thoroughly acquainted with all of these operations before it can ulti- 
mately reach the right results, and that we must have the whole-hearted 
cooperation of every interested group. 


Conferences 


That brings me to a matter in which I know you are keenly con- 
cerned. The time we have spent and the conferences which we have 
held with your representatives in collaboration on proposed orders, 
such as general order No. 18, in our railroad work is compared un- 
favorably with the lack of similar conferences and collaboration in our 
motor transport work. I assure you that my personal desires, no doubt 
because of my long service on the Interstate Commerce Commision, are 
strongly in favor of conferences with all directly interested groups 
before we issue orders, and we try to conform to that policy to the 
fullest extent practicable. Such conferences are very helpful and valu- 
able. Nevertheless it is a war job that I have, and time is often very 
limited. We confer as much as we can, but no more than we can, 
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without undue sacrifice of time. I have, of course, been in constant 
touch with Mr. Rogers’ work, and I know what he has been up against, 
So far as he has failed to hold conferences, it has only been because 
we were convinced that circumstances did not permit, and you can hold 
me to full responsibility. 

In accomplishing the necessary reduction in truck mileage, however, 
we shall need to, and we must, confer with representatives of the 
League and similar groups, and I know that Mr. Rogers is planning for 
such conferences. It was at my request, as I recall it, that the League 
appointed a special committee under the chairmanship of William H, 
Day for the purpose, among other things, of such conferences, ang 
certainly we welcomed its appointment. It has saved our time anq 
enabled us to discuss matters in confidence which were not ready for 
public discussion. 


Limiting Motor Hauls 


In this connection, let me speak of one particular matter which 
apparently has created some furor. From the beginning we have been 
urged, in the interest of rubber conservation, to take steps to discon- 
tinue long-haul truck and bus operation. Knowing what I did about 
such operations, I have been opposed to any arbitrary treatment of 
this matter. The reasons for long-haul operations are many and varied, 
and what appear to be such operations are often not of this character 
in reality. By this I mean that they conduct an on and off business, 
so that the average haul is short. In many cases, also, operations which 
actually are long could not be discontinued without distinct loss to 
the war effort. 

At the same time I realize that a considerable number of long-haul 
truck operations have no sufficient justification under present conditions 
and that, as compared with the railroad and as a general rule, the 
truck has much greater relative efficiency on short hauls than on long, 
In the case of petroleum tank trucks, we have forced the substitution 
of trucks for cars on many short hauls, releasing in this way as many 
as 9,000 tank cars for the long hauls to the eastern seaboard, and with 
the result that long-haul tank truck operations are being curtailed, 
Something of the same sort has happened, I think, in the case of 
package freight as the result of our general order No. 1. Economic 
conditions, also, have brought to an end many long-haul peddler oper- 
ations of fruits and vegetables and some other commodities. Realizing 
the complexity of the problem, however, my divisions of railway trans- 
port and motor transport selected men to work jointly on the coordina- 
tion of rail and truck operations, with the objective of bringing about 
such shifts as were practicable to enable each form of transportation 
to be used to the best advantage under present conditions. 


Cause of Furor 


These men, working jointly in this way, have run into many diffi- 
culties, as I was sure they would, and no report from them has yet 
come to me. One proposal, made by my rail group, has in some way 
achieved rather general circulation, and it seems to be this proposal 
that has caused the present furor. I have not seen it personally, and 
know about it only in a general way. It has been represented as an 
attempt on the part of the railroad industry to put something over on 
the trucks, but I assure you that there is nothing to this notion. It 
emanated from my staff and not from the railroads. It has been sub- 
mitted for criticism to representatives of both the railroad and the 
motor carrier industry, and both have indicated their opposition. 
Your special committee will also be given a shot at it. 


I do wish you to know, however, that I believe that much can and 
should be done to decrease long-haul truck operation in the present 
emergency, and also to increase short-haul operations where the trucks 
can release, as the tank trucks have done, a much larger number of 
railroad cars for more efficient use. My chief concern is that in any 
such process the rights and interests of the truck operators in the long- 
haul traffic shall in some way be preserved, so that they may resume 
their normal operations without prejudice when normal times return. 
Otherwise I assure you that I have no fixed conclusions and shall be 
able to review the recommendations of my staff, when they are sub- 
mitted, and all representatives of interested parties with a wholly open 
mind. The disposition of this matter, however, cannot long be delayed. 

Let me emphasize again, before I close, the fact that these are 
times which try men’s souls and demand sacrifice and devotion on the 
part of every citizen. We cannot be deprived of our sources of natural 
rubber and our intercoastal and coastwise shipping without profound 
and adverse effect on our domestic transportation. Nor can we conduct 
an all-out war against a large part of the world without putting our 
transportation and our whole economy to a supreme test. Under such 
conditions there is no one of you, I am sure, who will for a moment 
believe that we can conduct business as usual, avoid many dislocations 
of our normal customs and practices, or fail to suffer inconvenience or 
worse. And I am equally sure that you are willing to submit to any 
sacrifice that will help toward victory. 

I can say this with assurance, because it is the spirit in which the 
shippers of the country, very generally, have approached all ofthe 
wartime transportation problems with which I have had occasion to 
deal. You have not always thought that we were right, you have 
criticized from time to time, but in the end there has been fine support 
and cooperation, even when you thought we were wrong. From the 
bottom of my heart and in behalf of our nation, I thank you. 


Mr. Eastman, who was introduced by R. R. Luddecke, 
president of the League, departed from his prepared address 
when he was discussing cross hauls to say that the alcohol 
industry of which Mr. Luddecke was one of the representatives, 
had done an excellent job in elimination of such hauls. He also 
told the League that Commissioner Rogers, whose son, a navy 
officer, had been reported missing when the cruiser Houston 
was lost early in the war with Japan, had received word indi- 
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cating that the commissioner’s son was a prisoner of the 
Japanese. This announcement was greeted with applause. 


Remarks by President 


After Mr. Eastman had concluded his address, Mr. Lud- 
decke commended the work of the League committees and 
made particular reference to the special committee on emer- 
gency matters. He said the latter committee had spent $10,000 
of money “contributed by the interests they represent, and 
has spent the equivalent of 4,880 man hours of their own time, 
not taking into consideration the time spent by them in han- 
dling correspondence on the general subject in their own 
offices.” The committee members, he continued, had been 
called in for consultation nearly every week with different 
pranches of the O. D. T. “and I for one feel the League owes 
these men a vote of gratitude and thanks for what they have 
been able to accomplish. Of course, this group of men could 
not prevent orders from being made effective, but they have 
been successful in so modifying these orders that they are a 
good deal more practical than as first drafted.” He also com- 
mended the work done by the League’s Washington office in 
charge of E. F. Lacey, executive secretary. There had never 
been a year in the history of the League, said he, when that 
office had been asked for so much information. ; 

“My opinion is that our biggest problem is to give every 
aid at our command to our transportation agencies,” said Mr. 
Luddecke in discussing the transportation situation. “Some of 
our members are in the active service of our country one way 
or another, and I feel sure they are all devoting every effort and 
will sacrifice their lives, if necessary, to win this war. We 
who cannot go must give as freely. I feel it is very apropos 
at this time that we also call attention to the excellent work 
and accomplishments of our railroads and other transporta- 
tion agencies during the last year and we pledge them our 
continued support. . . . We must realize that our transporta- 
tion agencies are taking orders from the same authorities that 
we are, and each of us must realize that we are at war and 
the methods outlined in government orders will aid in bring- 
ing the war to a successful and speedy conclusion. Please bear 
in mind that we are at war—probably the most bitter and 
brutal war the world has ever faced. Each of us must make 
the necessary sacrifices to secure these results.” 


Executive Committee Report 


Submitting the report of the executive committee, Mr. 
Lacey said that 46 out of the 57 members of the committee 
were present at the meeting of the committee November 17 
and 18. The committee elected to membership 121 members, 
accepted resignations from 18 members and dropped one mem- 
ber for non-payment of dues. 

The League approved a recommendation of the committee 
providing for a change in the constitution of the League to 
permit the League’s securities to be held in safe keeping by 
the First National Bank of Chicago. 

Procedure proposed with respect to the proposal (see else- 
where) made by the Commission’s advisory committee on car 
service for the placing of a penalty on the “unrecorded” use 
of railroad cars in intraplant or interplant switching service 
was approved. The executive committee recommended that 
the subject be referred to the special committee on emergency 
transportation matters with power to act and with the under- 
standing that the committee will contact those members of 
the League who are interested in the matter. It was further 
proposed to call a meeting of interested members for the pur- 
pose of arriving at definite conclusions. 

Mr. Lacey said the question of holding a spring or special 
meeting of the League had been left in the hands of the officers 
for determination. The executive committee also left in the 
hands of the officers the question of holding the next annual 
meeting of the League. Conditions might be such that it would 
be impossible to hold an annual meeting, said Mr. Lacey. 


Tentative dates for the meeting were stated as November 18 
and 19, 1943. 


“Young” Report 


The report on “Transportation and National Policy,” re- 
ferred to as the “Young” report, submitted to the President by 
the National Resources Planning Board and transmitted by 
him to Congress (see Traffic World, Nov. 7, p. 1095, and Nov. 
14, p. 1172), was considered by the League to be a threat look- 
Ing to the use of transportation by the federal government for 
“attempting broad reforms of purely social nature.” Consid- 
eration of the report by the executive committee at its meet- 
Ing and by the League resulted in unanimous adoption by the 

“ague of a statement of principles. This statement also con- 
tained a declaration striking at the activities of Assistant At- 
torney General Thurman Arnold in investigating alleged vio- 


— of the anti-trust laws in connection with the making 
rates. 
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John S. Burchmore, League counsel, who had addressed 
the executive committee on the Young Report, was asked to 
make a similar presentation to the League. Referring to the 
old saying about familiarity breeding contempt, Mr. Burch- 
more said the more familiar he became with the report the 
more contempt he had for it. He excepted a few of the papers 
included in the report. He emphasized that the report in the 
main contained the theme of using the transportation plant to 
achieve solution of the social problem. The summary of the 
report, said he, was based on false premises that transporta- 
tion was a failure and that in post-war planning there must 
be a new setup. It contained recommendations of a drastic 
and revolutionary character, said he. He pointed out that the 
report was not affirmatively endorsed by the President, Chair- 
man Delano of the board or of Mr. Young, chairman of the 
advisory committee appointed by the board to supervise the 
preparation of the report. 

Mr. Burchmore said there were in Washington those who 
wanted to use the transportation plant to accomplish social 
purposes while he held that the purpose of transportation was 
to move persons and goods from one place to another. Price 
Administrator Henderson had declared, said he, that transpor- 
tation would be “rationed” if that were held necessary to pre- 
vent inflation. There were some who wanted transportation 
taken out of the hands of the Office of Defense Transportation, 


said he, and to establish such control over transportation that 
it would never be relinquished. 


Statement of Principles 


A. G. T. Moore said the statement of principles submitted 
for adoption by the League was the “most forthright” one he 
had heard on the subject. At his suggestion the League made 
one change. In paragraph five of the statement appeared the 
following sentence: “Transportation shall not be made the 
instrument for achieving broad reforms of purely social na- 
ture.” Mr. Moore moved that the word “attempting” be sub- 
stituted for “achieving,” asserting he would not admit that 
broad reforms could be “achieved” that way. The substitution 
was made. Mr. Burchmore, who drafted the statement of prin- 
ciples, said the sentence in question was taken out of the Young 
report, except that he had placed the word “not” before “be 
made,” etc. The statement as approved by the League follows: 


1. The League adheres to the preservation of private operation 
and management of railroads and other transportation agencies and 
insists that during this war it is essential that the control and regu- 
lation and supervision of transportation shall be léft in the hands of 
transportation men, the Interstate Commerce Commission, Office of 
Defense Transportation, with continued cooperation of organizations 
of the carriers themselves and of shippers. 

2. Transportation is being successfully conducted today, by private 
management, under the supervision of transportation men in estab- 
lished agencies of the government. There has been no failure to meet 
the military and commercial wartime needs, no real failure is threat- 
ened, no breakdown is to be anticipated, despite the most extraordinary 
demands for service in the war effort. 

3. There is no present need for any rationing of transportation, 
and any proposal in the near future of such rationing will seriously 
retard the war effort and must be regarded as an effort to seize upon 
transportation as affording power to accomplish general control of 
all business enterprises. 

4. To transfer either the control or management or supervision 
of railroads and other carriers to other government agencies, estab- 
lished or to be established, would be to jeopardize results and imperil 
the efficient movement of traffic which is the paramount present all- 
out need. 

5. Long range planning for transportation, to govern in the post- 
war period should not be controlled by principles of social economics. 
Transportation shall not be made the instrument for attempting broad 
reforms of purely social nature. 

6. The voluminous report of the National Resources and Planning 
Board, Frederick A. Delano, chairman, recently transmitted by the 
President to the Congress, while it contains certain chapters which 
represent earnest studies by men of high standing, proposes recom- 
mendations of revolutionary effect which are predicated on the false 
assumption that there is something fundamentally unsound and out- 
moded in the American transportation system, amounting to failure, 
and reflect the erroneous doctrine that transportation is a medium for 
accomplishing a social and economic reform amounting, perhaps, to 
a new order of life. The implications of the report and the probable 
results of its recommendations appear to present a serious threat to 
cherished principles of private enterprise; and the League will earn- 
= oppose government ownership or domination as therein contem- 
plated. 

7. This is no time for attacks upon the carriers, or upon agencies 
of government, which may impair the public confidence in any phase 
of the country’s production effort or create doubts as to the splendid 
performance of transportation companies. It will be cause for great 
regret if fears or threats of anti-trust prosecutions shall embarrass 
carriers and shippers in considering continued fullest measure of co- 
operation in behalf of most intensive and efficient use of all transpor- 
tation facilities and services. 


Chairman Day, of the emergency committee, said the 
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League could not afford to content itself with merely adopting 
a statement of principles. He moved that the president be 
authorized to appoint a committee of not more than five mem- 
bers to study the subject, with all its ramifications, to keep 
the League posted on all developments, and to make recom- 
mendations. This was adopted. 


Rates and Tariffs 


H. O. Hollopeter, chairman, submitted the report of the 
committee on rate construction and tariffs. The League ap- 
proved a recommendation of the committee, as amended by 
the executive committee, that it be the position of the League 
that any and all orders or emergency requirements, issued by 
whatever authority and to whatever extent they affected trans- 
portation, be appropriately referred to or provided for by 
tariff changes and that this be done with an expiration provi- 
sion that such “expires ten days after the emergency.” This 
related to the situation, as stated by the committee, of the 
issuance of emergency orders having the effect of changing 
tariff provisions. 

As to the feeling, as reported by the committee, that there 
was a definite tendency on the part of the railroads and other 
carriers to increase their rates in every instance where carried 
competition might have been temporarily relaxed, or had dis- 
appeared, under the present emergency, the League approved 
a recommendation of the committee, as amended by the execu- 
tive committee, that the League go on record as emphatically 
denouncing any such program or tendency and that it call on 
the carriers to indicate by definite action that such policy 
would not be adopted or pursued by them, and that the special 
committee on emergency transportation matters be directed 
to pursue the subject with the railroads. 

John B. Keeler, vice chairman of the emergency commit- 
tee, asked members to give the committee definite information 
about rate increases such as were referred to so that it would 
have ammunition when it went to the railroads. 

The committee said some of the League members had 
had controversies with carriers with respect to application of 
percentage increases in rates, particularly growing out of 
Ex Parte 148 authorizations. It said the situation developed 
in connection with ‘“‘per-ton rates and in the original tariffs 
there seems to be some confusion and obscurity of intention 
permitting a controversy to arise as to whether the 6 per cent 
increase authorized should be applied on the class rate from 
which the per-ton rate was constructed, or whether it should 
be applied on the per-ton rate direct.” The recommendation 
of the committee approved by the League follows: 


Without taking a position as to the method that should be applied, 
therefore, your committee recommends that the League should go on 
record as urging that in every case of percentage increases the tariffs 
be made clear and definite just how the increases are to be applied, 
either on the basis of the class rate before converted or On the con- 
verted rate, and that whichever method is employed should be ap- 
plied universally in all instances, 


With respect to fundamental rate principles involved in 
No. 28300, the general class rate investigation, the executive 
committee amended a recommendation of the committee to 
read as follows: 


Your committee recommends, therefore, that the League go on 
record as favoring the principle that in competitive forms of trans- 
portation freight rates should be made as consistently with regard to 
the respective and relative costs of providing the service on the part 
of each separate type of carriers as possible; and that the furtherance 
of this principle is of such paramount importance to the League and 
to the shippers generally that the League should actively participate 
in the further proceedings in Docket 28300 and related cases in the 
carrying out of this plan. 


The League adopted the recommendation. 

Matter in the report relating to general increased weigh- 
ing charges was deleted after explanation that the subject 
would be handled by usual procedure with the carriers. A 
recommendation against price ceilings on rates was not dealt 
with as it was stated that subject would be taken up in con- 
nection with the report of the legislative committee. As 
amended the report as a whole was adopted. 


Emergency Committee Report 


The report of the special committee on emergency trans- 
portation matters was made by Chairman Day at the after- 
noon session November 19. Visitors and press representatives 
were not excluded from this session but were asked not to 
report what was said in order, as announced by President 
Luddecke, “that there may be full and free discussion of the 
whole subject.” The session was declared to be “executive” 
with all proceedings “off the record’ and “confidential.” 

In a brief printed report, published in the League’s docket, 
the committee related how it had been created at the meeting 


TRAFFIC WORLD 


held at Cincinnati, April 14, “with authority to represent and 
speak for the League in any and all matters that may arise 
in the Interstate Commerce Commission, in the Office of De. 
fense Transportation, or elsewhere, having to do with the 
national transportation emergency.”. No action was taken on 
that report. 

This brief report was supplemented by a “verbal” report 
given by Chairman Day at the executive session. President 
Luddecke announced he would continue the committee. No 
formal action resulted from the discussion in the closed session, 


Aeronautics Committee 


The aeronautics committee, H. V. C. Wade, chairman 
submitted a report of information except as to efforts to obtain 
a change in Rule 4 of the rules of practice of the Civil Aero. 
nautics Board to permit others than those having a property 
interest in a case to intervene in cases before the board. The 
League approved a recommendation of the committee that it 
should press for favorable action by the board on the sug- 
gested change. The report as a whole was received. 


Committee on Cooperation 


The report of the committee to cooperate with transporta- 
tion executives, R. V. Craig, general chairman, was one of 
information except as to a recommendation that the proposal 
that Saturdays be eliminated in computing time under which 
freight charges may be paid be stricken from the docket be- 
cause of the present activity of industry as a whole. This 
eee was approved by the League and the report 
adopted. 


Bill of Lading Committee 


The League approved a recommendation of the executive 
committee that the bill of lading committee be instructed to 
oppose corporate surety bonds. In the report of the bill of 
lading committee, E. S. Gubernator, chairman, this subject 
was discussed in connection with rule 7 of the consolidated 
classification governing delivery of shipments covered by order 
bills of lading, as to which the carriers had proposed a re- 
vised rule. This rule, said the committee, was acceptable to all 
concerned except as to a bonding provision requiring the filing 
of a corporate surety bond, to which the shippers expressed 
unanimous opposition. 

With respect to the proposal for an interchangeable rail 
or truck bill of lading, the executive committee recommended 
that the Commission be requested to hold the present petition 
in abeyance for the duration of the war and a reasonable time 
thereafter. This was approved by the League. The report, 
otherwise one of information, was adopted as amended. 


Export and Import Traffic 


The League approved a recommendation of the export 
and import traffic committee, A. J. Kelley, chairman, that it 
be authorized to appear in opposition to a proposal of the 
general frieght committee of the Trunk Line Association to 
cancel rule A-42 of Curlett’s lighterage and terminal regula- 
tions in New York Harbor and vicinity, tariff I. C. C. No. 
A-720. Such a move, said the committee, would only throw 
more traffic on the already over-burdened trucks, would inter- 
fere with the rubber saving campaign and generally hamstring 
the handling of freight at New York far beyond any benefit 
to be derived from a very questionable conservation of float- 
ing equipment. The committee said the railroads said can- 
cellation would conserve floating equipment. 

The report contained information as to split deliveries in 
New York and the frustrated cargo situation but there were 
no conclusions to announce, said Mr. Kelley. The report was 
adopted. 


Diversion and Reconsignment 


The League approved a recommendation of the executive 
committee that the diversion and reconsignment committee, 
George H. Shafer, chairman, be directed to bring about amend- 
ment of note 1 (a) of the rules and charges applying on ship- 
ments of grain, seeds, etc., held for inspection and disposition 
orders incident thereto, as follows: 


Note 1—The inspection referred to is: 


(a) On grain; seeds (field or grass); screenings from grain, un- 
ground, containing not more than 5 per cent of flaxseed; or soy (soya 
or soja) beans, the taking of representative sample or samples by, and 
establishing the official grade of the contents of the car by, competent 
and impartial authority independent of both vendor and vendee and 
only in accordance. with National, State, Board of Trade or Grain 
Exchange authorization or requirements. 


The League approved a recommendation of the diversion 
and reconsignment committee opposing a proposed change 1? 
the rules governing diversion and reconsignment of dead 
freight, fresh or green fruit, vegetables, etc., and coal and 
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coke, preventing the designation by shippers of a place for 
the execution of diversion or reconsignment orders. 

The League also approved a proposal to add paragraph 
(e) to rule 5 (dead freight), change in destination, for clari- 
fication purposes. 

The report, part of which was submitted as information, 
was adopted as amended. 


Freight Claims—Postal Service 


A report of information was received from the freight 
claims and claims prevention committee, I. W. Whitaker, chair- 
man. A report of information was received from the postal 
service committee, S. F. Kirby, chairman. 


L. C. L. and Merchandise 


The League approved action by the executive committee 
authorizing the L. C. L. and merchandise committee to oppose 
the action of the railroads in any attempt to eliminate free 
pick-up and delivery service. This was recommended by the 
committee the report of which otherwise was one of informa- 
tion and received as such. 


Officers Reelected 


The League reelected R. R. Luddecke, president; Clare B. 
Tefft, vice president, and Roy W. Campbell, treasurer. 


Williamson Opposes Truck Haul Limitation 


Col. W. J. Williamson of the War Department told the 
League November 20 that it was the official position of the 
department that it was opposed to any mileage limitation on 
hauls by trucks in interstate commerce and that “if certain 
powers insist on this regulation” the department would declare 
all common carriers to be in the service of the department 
as he said it had the power to do. This would remove such 
carriers from the influence or control of any other agency 
said he. In answer to a question, he included contract car- 
riers in his declaration. ~~~ ~~" 


0. D. T. “Don’t Travel’ Plea 


A statement described by the Office of Defense Transporta- 
tion as “the opening gun in a nation-wide drive to keep the 
American public at home,” urging prospective travelers by rail 
or bus to stay at home unless their trips are necessary, has 
been issued by Director Eastman. The O. D. T. announcement 
of the “don’t travel” drive said the campaign was being worked 
out by the O. D. T. in close collaboration with the Association 
of American Railroads and the National Association of Motor 
Bus Operators and, through them, with the individual rail and 
bus companies. 

Mr. Eastman said the time was here ‘‘when all the American 
people must understand, what many of them now realize, that 
unnecessary travel can do real and serious harm to the war 
effort.” Continuing, he said: 


Overcrowding on many rail and bus lines already has become very 
serious. With intercity travel by private automobile practically out of 
the picture and troop movements constantly increasing, conditions will 
become much worse, unless the American public comes to the rescue. 

There is a great shortage in travel facilities, and those that we have 
are vitally needed for our military forces and war business. Mere 
pleasure travel cuts into and robs the supply for these necessary pur- 
poses, and will do this more and more as time goes on. 

The American people can cure this situation if they will. The way 
to do it is to stay home, unless there is real need to travel. Particu- 
larly keep off the crowded routes. It isn’t difficult to find out which 
these are. 

We all like to travel. It is not pleasant to do without it. But neither 
is war pleasant. Bear in mind, also, that in view of the shortage of 
facilities, there soon will be no pleasure in traveling. In fact, there is 
very little now. 

I urge you most earnestly to ask yourself before you purchase a 
travel ticket or board a bus or train, whether you really need to make 
that trip. If you cannot conscientiously answer that question in the 
affirmative, please do not go. 

Nationwide gasoline rationing, to be inaugurated December 1, will 
bring new problems to the already heavily burdened rail and bus facili- 
ties at a time when pleasure travel would normally be climbing toward 
the annual midwinter peak. 

This is one more reason why America, the most mobile nation on 
earth, must learn to stay home. 

The diversion of automobile passengers to trains and busses in the 
already rationed areas of the East has brought about tremendous in- 
creases in passenger miles operated by the common carriers. The situa- 
tion is growing steadily worse. 

In the non-rationed areas, where the pinch has not been so serious 
up to now, overloading also is inevitable unless the public cooperates 
in the ‘“‘don’t travel’? drive. 

Many bus lines reached the saturation point early in the summer. 
Standing room is at a premium already on many railroad schedules, 
and is especially bad on week ends. 
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No more railroad passenger cars are being built, and the same is 


nearly true of new busses. The equipment we now have has got to do 
for the duration. 


It is now estimated that the railroads are moving well over a mil- 


lion troops a month. This is war movement, and must come first. It 


requires a vast number of coaches, Pullman cars, locomotives and a 
variety of other equipment. 


Essential civilian travel, the movement of furloughed service men 
to and from posts, the movement of war workers, and necessary business 
travel—all must depend on what equipment is left. 

Pleasure travelers crowding into passenger train seats may easily 
deprive a soldier or an essential traveler who must board a train at the 
last minute of necessary accommodations. 

It is my firm conviction that the people of the nation, understanding 
this critical situation thoroughly, will unite with the Office of Defense 
Transportation to see that those who must travel are given first chance 
on our bus and passenger train facilities. 

It is not easy to ask the American people not to travel at Thanks- 
giving or Christmas time. Many families look forward through the year 


to these annual reunions. But I must ask that these family gatherings 
be foregone this year, if they involve travel. 


A Christmas without travel, at home or away from home, as the 


case may be, will help win the war. It is a sacrifice that should and 
must be made. 


Curtailment of Travel 


The Office of Defense Transportation continued to be op- 
posed to all plans for compulsory rationing of civilian rail 
travel, said spokesmen of O. D. T., on inquiry. Although peak 
traffic inspired by the approaching holidays was expected to 
tax railroad and bus facilities to their limit, said one official 
of O. D. T., that body was not preparing for any compulsory 
curtailment of Christmas travel. The prime weakness of all 
transportation rationing schemes, he said, involved the com- 
plexity of railroad travel, the thousands of ticket offices and 
millions of travélers, which would require tremendous admin- 
istratve rationing machinery. O. D. T. wanted to give the 
public every chance to regulate its own travel, he said, and 
only as a last resort would it institute even informal curtail- 
ment, such as requiring each ticket purchaser to sign a state- 
ment that his trip was essential. 


Director Eastman has advised O. D. T. employes that they 
will receive no annual leave in the holiday periods of Novem- 
ber 24 to 30 and December 18 to January 10. In a memorandum 
to O. D. T. workers, Mr. Eastman said that the passenger trans- 
portation situation on trains and busses demanded such action. 
However, he said, O. D. T. employes would “be permitted to be 
absent on Thanksgiving Day and Christmas Day.” He said no 
leave would be granted immediately prior or subsequent to 
those days in instances in which the use of intercity common 
carriers would result. 

Director Eastman has repeated a previous request that 
convention travel be curtailed. He declared, in answer to a 
query, that the need for the abandonment of convention plans 
had grown, rather than diminished, in recent months. He said 
that many groups had called off scheduled conventions, and 
urged other organizations to withdraw plans for future gath- 
erings which would require travel. If matters essential to the 
war would be considered at a convention, he said, attendance 
should be skeletonized to hold travel at a minimum. 


An O. D. T. official said that it had been found effective, 
in establishing the degree of necessity in connection with any 
convention, to ask the question: Will the war be won sooner 
if your organization holds its meeting? 


An O. D. T. official said that favorable response to Director 
Eastman’s suggestions for curtailing travel had come from a 
great number of government departments. Heads of depart- 
ments have forwarded the suggestions to subordinate officials, 


he said, and made mandatory the elimination of holiday vaca- 
tions. 


Oo. D. T. LOCAL TRANSIT CONTROL 


Four transit companies in the city of Dayton, O., have been 
directed by the Office of Defense Transportation to reduce bus 
and trolley coach mileage 20 to 25 per cent beginning Decem- 
ber 1. 

The directives, designed to conserve rubber and equipment 
by diverting passengers to rail vehicles, would result in an an- 
nual saving of almost eight million tire miles, said the O. D. T. 

Issued by Guy A. Richardson, director of the O. D. T.’s 
division of local transport, the directives imposed the following 
requirements: 


The City Railway Co. was ordered to operate no greater number of 
bus and trolly coach miles in any calendar month than 75 per cent of 
the miles operated during the month of September, 1942. The company 
was ordered to suspend service entirely on the Philadelphia Drive-East 
First Street line and the Kammer Avenue-Richard Street line east of 
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Jefferson Street, and to suspend service during off-peak hours on the 
Kammer Avenue-Richard Street line east of College Street. 

The Dayton-Xenia Railway Co. was ordered to operate no greater 
number of trolly coach miles in any calendar month than 80 per cent 
of the miles operated during the month of September, 1942. The com- 
pany was ordered to suspend all service north of Fifth Street in Dayton. 

The Oakwood Street Railway Co. was ordered to operate no greater 
number of bus and trolley coach miles in any calendar month than 80 
per cent of the miles operated during the month of September, 1942. 
No discontinuance of specific routes was ordered, but the company was 
directed to achieve the reduction by curtailing service to outer terminals 
and cutting schedules in off-peak hours. 

The Peoples Transit Co. was ordered to operate no greater number 
of trolley coach miles in any calendar month than 80 per cent of the 
miles operated during the month of September, 1942. The company was 
ordered to suspend the Soldiers Home line west of Dearborn Avenue, 
and the Wayne Avenue line east of Wilmington Avenue. 


Restricting Truck and Rail Hauls 


Proposals for cordination of rail and truck service by 
limiting truck haul distances and by eliminating railroad short 
hauls in areas served by both types of transportation are being 
studied by O. D. T. officials with a view to determining whether 
such proposals are workable and, if so, whether they will 
result in further conservation of the transportation equipment 
involved. 

One O. D. T. spokesman said that recommendations of that 
sort had “cropped up” at various times since the War Depart- 
ment proposed, several months ago, that truck hauls be limited 
to 300 miles. He recalled that a committee of trucking industry 
representatives had been appointed to make recommendations 
with respect to truck and rail service coordination. Proposals 
that this committee had made, he said, had been submitted to 
the railroads for comment and for suggestions. Responsive to 
such requests, the railroads had transmitted their views on the 
truckers’ proposals, together with some suggestions of their 
own, he added. However, he said, the O. D. T. had not as 
yet drawn up any tentative order on the basis of the recom- 
mendations so far received. Before doing so, if and when it 
decided that a truck-and-rail coordination order should be 
issued, the O. D. T. would confer with representatives of the 
trucking industry, the railroads, and shippers, he declared. 

Ted V. Rodgers, president of the American Trucking Asso- 
ciations, issued a statement charging that the railroads were 
making a “behind-the-scenes” attempt to dictate the distance 
over which shipments by motor vehicle might move. He said 
the railroad proposal would “kill” truck shipments in excess 
of 250 miles to any point served by a railroad and would 
operate in such a way that where two or more trucking con- 
cerns participated in handling a shipment, their combined truck 
mileage could not exceed 250 miles. He said the railroads’ 
proposal was “hypocritical on its face’ because it recognized 
the “special interests” of certain railroads through a proviso 
limiting truck transportation of coal to distances not exceeding 
100 miles. He stated that the railroads suggested that an order 
on freight cars should prevent carload rail hauls of less than 
50 miles “unless both the place of loading and unloading of 
such property are served by railroad industry tracks, except 
where no other means of transportation is available,” and he 
claimed that this suggestion left “plenty of wide open gaps” 
for the railroads. He took exception to what he described as 
a “generous plan” of the railroads to exempt direct govern- 
ment war-connected shipments from the over-all truck ship- 
ment limitation of 250 miles, saying that anyone operating a 
factory knew that many war-connected types of materials must 
be shipped in and out that would not fall under such exemption, 
and that there would be a question as to whether mixed loads 
of war-type and commercial shipments would be exempted. In 
that connection, he said that in one week last July 221 truck- 
ing companies hauled 17,170 mixed loads of military and com- 
mercial freight. 

Inquiry at the O. D. T. division of railway transport, by 
which studies of rail and truck coordination are being made, 
brought forth the observation that the accusation that the 
railroads were using “behind-the-scenes” tactics in connection 
with the investigation of possibilities of such coordination was 
hardly a fair one. It was stated that the investigation was 
not an under-cover matter and that the trucking industry as 
well as the railroad industry had been called into consultation 
on coordination proposals and had been asked to make such 
proposals. It was stated, further, that development of a set 
of recommendations of that sort that would be acceptable to 
all concerned—railroads, motor carriers and shippers—would 
be an extremely difficult task, if not an impossible one. 

“We'll be glad to accept a solution to the problem from 
anyone who has one to offer,” said one O. D. T. official. 

He added that the proposal to eliminate railroad freight 
hauls of 50 miles or less, and to substitute truck service, 
obviously would be disapproved by short line railroads, some 
of which were not over 50 miles long. Moreover, he said, many 
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shippers who now had loading and unloading facilities only for 
rail shipments and other shippers who had no facilities for rail] 
deliveries at their plants would undoubtedly oppose the recom- 
mendations for truck-rail coordination that had been submitted 
to the O. D. T. If the O. D. T. were to take any action along 
these lines, it would be extremely unlikely that it could reach 
the “general order” stage before next January, he continued, 

He indicated, however, that prospects for increasing traffic 
next year, in the face of a growing strain on the existing car 
supply and a continued need for conservation of rubber tires, 
made it inevitable that measures to obtain the utmost efficiency 
in the use of transportation equipment would become necessary, 
He observed that war production would be accelerated with 
the completion of additional war plants and with the enlarge- 
ment of the nation’s armed forces to a total of nearly 10,000,000 
men. He cited a War Production Board report that production 
of automotive manufacturing plants in July of this year ex- 
ceeded the February, 1942, output by 126 per cent; as an 
indication of the expansion of war production that was now 
taking place. 

At the Association of American Railroads, it was stated 
that the A. A. R. had been asked by the O. D. T. to comment 
on truck-and-rail coordination proposals that had been sub- 
mitted to the O. D. T., and that it had responded to those 
requests. 

The railroads, it was stated, objected to a proposal that, 
if truck hauls were limited, the trucking company on whose 
line was originated a shipment requiring a haul in excess of 
the mileage limitation should become the shipper’s agent for 
transportation of the shipment over the entire route to ultimate 
destination, including the haul by rail for the distance beyond 
the truck haul maximum. Under such an arrangement, with 
freight moving by rail at truck rates and under the truck line’s 
bill of lading, the truck line would have the status of a for- 
warder without being subject to part IV of the interstate com- 
merce act, the railroads contended. 


0. D. T. Motor Certificates 


In connection with the O. D. T. announcement of the post- 
ponement to December 1 of the effective date of its general 
order No. 21 (see Traffic World, Nov. 14, p. 1175), Director 
Eastman stated that this action by the O. D. T. did not mean 
that an operator could wait until a few days before December 
1 to submit his application and expect to receive a Certificate 
of War Necessity before the deadline. 

“Several days are required to process the certificates and 
get them back to the operators,” he said. “In the event an ap- 
plication is not properly filled out or the wrong application is 
submitted, even more time will be required. For these reasons, 
operators who do not submit their applications immediately 
will have no assurance that their certificates will be received 
in time.” 

The O. D. T. asserted that after December 1 no commer- 
cial vehicle subject to general order O. D. T. 21 would be per- 
mitted to operate unless it carried a Certificate of War Neces- 
sity issued by the O. D. T. Continuing, it said: 

Postponement of the Certificates of War Necessity dead- 
line does not change the period in which the tires of all com- 
mercial motor vehicles must be inspected. These inspections 
may be made any time after November 15 and must be com- 
pleted before January 15. Following the initial inspection, the 
tires of every truck, bus, taxicab or other commercial motor 
vehicle must be taken in for inspection every 5,000 miles or 60 
days, whichever is completed first. After such inspection, no 
commercial motor vehicle will be permitted to operate unless 
the official tire inspector has certified that all possible and 
necessary repairs, replacements or adjustments to assure maxi- 
mum conservation of tires have been made. 


The O. D. T. announced that passenger automobiles leased 
or rented for periods of more than seven consecutive days would 
not be required to carry Certificates of War Necessity, under 
exemption order O. D. T. 20-2. 


Prior to issuance of the exemption order, said the O. D. T., 
owners were required to obtain certificates for all automobiles 
rented or leased, and lessees also were required to obtain cer- 
tificates for all automobiles leased or rented for periods of 
seven or more consecutive days. It said that, under the exemp- 
tion order, lessees would not be required to obtain certificates 
for any vehicles hired, and lessors would be required to obtain 
certificates only for vehicles leased or rented for seven con- 
secutive days or less. 

The exemption order also applied to certain other vehicles, 
including vehicles operated from one place of storage to an- 
other, vehicles used in testing tires, fuels or equipment by gov- 
ernmental agencies or by tire manufacturers for testing tires. 
vehicles operated in the course of manufacture and testing and 
vehicles operated to a place of storage following repossession 
or on seizure by governmental authorities. 
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0. D. T. Order Interpretation 


Motor vehicle dealers do not need Certificates of War Ne- 
cessity to purchase and install tank, truck or bus bodies on 
commercial vehicles held in stock exclusively for the purpose 
of sale, according to an interpretation of general order O. 
D. T. No. 21 issued by Jack Garrett Scott, general counsel of 
the Office of Defense Transportation. ; 

Tank, truck and bus bodies, says Mr. Scott, are consid- 
ered “parts” for the purposes of order No. 21 and, therefore, 
may not lawfully be installed on any vehicle for which a cer- 
tificate is required unless a certificate for that vehicle has been 
issued. The interpretation points out that commercial motor 
vehicles held in stock by dealers or operated exclusively for 
the purpose of sale are exempt from the order. Text of the 
interpretation follows: 


Interpretation No. 21-3 
General Order O. D. T. 21 (Sec. 501.96) 


Question: General order O. D. T. 21 (requiring Certificates of War 
Necessity) in Sec. 501.96 provides in part as follows: * * * no person 
shall: (a) * * * transfer, mount, or install any part, tire or tube, in 
or upon any commercial motor vehicle, unless the operator * * * shall 
present * * * a valid Certificate of War Necessity pertaining to such 
vehicle * * *; (b) * * * transfer, mount, install, or deliver any part, 
tire, or tube for the use of, any, commercial motor vehicle, unless the 
operator * * * shall * * * sign a written receipt, * * * for such * * * 
part, tire, or tube, and indorse on each copy of such receipt the num- 
ber of the Certificate of War Necessity pertaining to the commercial 
motor vehicle or vehicies in or upon which such * * * part, tire, or 
tube is to be used. Are these provisions, or either of them, as the 
case may be, applicable to the installation of a tank, truck or bus 
body, or to the transfer or delivery of a tank, truck or bus body for 
installation, upon a chassis held by an automotive dealer for the 
purpose of sale and which, after installation of the tank or body, is 
to be sold by him as a complete vehicle? 

Decision: No, Paragraph (c) of the same section provides that 
“this section shall not apply * * * to the sale, transfer or delivery of 
motor fuel, parts, tires, or tubes, to any person for the purpose of 
resale.”’ Moreover, a Certificate of War Necessity is required only for 
the operation of a commercial motor vehicle. Assuming that a truck 
or bus chassis is a commercial motor vehicle, no Certificate is required 
for it unless it is operated. Its operation by a dealer ‘‘exclusively for 
the purpose of selling’’ it is expressly exempted from the order by 
section 501.102 (b). Consequently, the provisions of said section 501.96 
are not applicable to the installation of a tank, truck or bus body or 
the transfer or delivery of a tank, truck or bus body for installation 
upon a truck or bus chassis held in stock or operated exclusively for 
purposes of sale by a dealer. 


Truck Industry and Manpower 


The “increasingly serious” shortage of manpower and the 
need for more intensive conservation of tires and truck equip- 
ment in the for-hire trucking industry of the United States 
were discussed November 16 at the first of a series of monthly 
meetings between the labor-management committee of the 
for-hire motor transport industry and officials of the Office of 
Defense Transportation, according to the O. D. T. 

The necessity for drawing men from less essential forms of 
transportation, and placing them in “war-essential,” over-the- 
road transportation, also was discussed, the O. D. T. said. 
Men taken from the less essential transportation work could, in 
many cases, be replaced with women, the conferees suggested. 
The O. D. T. report continued as follows: 


It was pointed out that a recent survey by the U. S. Employment 

Service revealed that there are at present more than 1,100 jobs un- 
filled in the for-hire trucking industry. Principal shortages, as re- 
vealed by the survey, are in drivers, mechanics, rate clerks and mis- 
cellaneous unskilled help. 
_ At present the industry is meeting the problem by a gradually 
Mcreased use of women, particularly as rate clerks and in other office 
jobs formerly held by men. Women represent only 8.5 per cent of the 
employes in the for-hire trucking industry, although the figure is 
slowly increasing. It was pointed out, also, that an effort is currently 
being made to bring more women into the industry as drivers of 
bakery, milk, department store and other light delivery trucks. 

An increased use of women as mechanics and even unskilled 
helpers was forecast. 

General objectives of the monthly labor-management meetings will 
be broader than just the problem of help shortages and will include 
all the factors which will lead to the “‘maximum utilization of the na- 
lion’s trucking facilities for the successful prosecution of the war,” 
it was decided. 

A memorandum of understanding on the scope and responsibilities 
of the committee was also agreed upon by Ted V. Rodgers, president 
of the American Trucking Associations, Inc., and other representatives 
of management, and Dave Beck, vice-president of the International 
Brotherhood of Teamsters, and other representatives of labor. 

Otto S. Beyer, director of the O. D. T. division of transport per- 
Sonnel, and John L. Rogers, director of the division of motor transport, 
will preside at the meetings as chairman and co-chairman. 
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Director Eastman addressed the meeting November 16 on 


the problems which currently beset the for-hire trucking in- 
dustry. 


“The tire, manpower, equipment and gasoline shortages 
will bet much more critical before they get any better,” Mr. 
Eastman predicted. 


Daniel J. Tobin, president of the International Brother- 
hood of Teamsters, told the meeting of transportation problems 
in wartime England, and described the widespread use of 
women in all phases of transportation in that country. Mr. 
Tobin expressed doubt that the manpower situation would ever 
become as critical in the United States as it has in England, 
but also predicted that it would get worst before it improves. 

The next meeting of the committee was scheduled to be 
held in Washington on December 18. 

Following are the members of the committee: 


Management: Ted V. Rodgers, president, American Trucking Asso- 
ciations, Inc.; Jack Altwater, Associated Transport, Inc., New York; 
Charles Clark, Columbia Terminal Company, St. Louis; Leland James, 
Consolidated Freightways, Inc., Portland, Ore.; Ray Mason, Commer- 
cial Motor Freight, Columbus, O.; Carl Ozee, Hayes Freight Lines, 
Mattoon, Ill., and Allan Wilson, A. Towle Co., Boston. 

Labor: Dave Beck, vice president, International Brotherhood of 
Teamsters; Robert Borden, Birmingham, Ala.; Frank Brewster, Seattle; 
James Hoffa, Detroit; John O’Neal, Philadelphia; John O’Rourke, New 
York, and Charles Real, Oakland, Calif. 


Tank Cars and Wine Transport 


The Office of Defense Transportation has announced that 
it has directed wine shippers of California to implement an 
agreement prepared by O. D. T. and War Production Board 
representatives and members of the wine industry for the joint 
use of tank cars remaining in the wine traffic. 

Officials of the O. D. T. said that at the request of the 
O. D. T. the wine shippers had voluntarily agreed to release 
for essential war uses all of the 289 single-compartment tank 
cars now engaged in the transportation of wine. These cars 
would be diverted to the movement of petroleum, after they 
were repaired and fitted with safety valves, they said. The 
announcement continued as follows: 


Of the 1,100 tank cars originally in the wine traffic, 111 already 
have been transferred to the movement of essential war commodities— 
principally petroleum, alcohol and vegetable oils and fats. The 700 cars 
which will remain in the service are specially constructed multiple-com- 
partment units which are considered unsuited to the transportation of 
other commodities. 

The joint action program which O. D. T. directed the shippers to 
accept is designed to ‘‘prevent inequities in the distribution of multiple- 
compartment cars through an impartial assignment schedule.’’ It is ex- 
pected to distribute ratably among all the wine shippers the burden 
resulting from withdrawal of more than 35 per cent of the tank cars 
engaged in the wine traffic. 

‘The program,’’ says the agreement, ‘‘will embrace all tank cars 
borrowed or used.”’ 

The agreement calls for the appointment by the O. D. T. of an 
Administrator to supervise the entire program. He will be assisted by 
an Advisory Committee composed of three representatives of commercial 
car owners or lessors, two representatives of wine shipers, two repre- 
sentatives of wine receivers, a representative of the Beverage and To- 
bacco Branch of W. P. B., a representative of the Division of Stock- 
piling and Transportation of W. P. B., and a representative of O. D. T. 

The O. D. T. administrator, who will be named later, will assign 
multiple-compartment tank cars in the following manner: 

(1) All present wine tank car leases will be canceled. 

(2) Approximately 125 cars will be reserved for interwinery move- 
ments and for use by other shipers who need cars from time to time. 

(3) The cars remaining at the disposal of the administrator will be 
assigned to shippers on the basis of gallonage which each has shipped 
in interstate commerce in the past. 

Shippers must agree to ‘‘use diligence to secure maximum efficiency 
of use’’ of tank cars, to keep loading and unloading times at a minimum, 
and to use the shortest available routing for all shipments. Idle cars 
will be reported to the administrator and will temporarily become part 
of the ‘‘wine tank car reserve.’’ 

Users will borrow cars from other users only with permission of 
the administrator, and these will be debited against the quota of the 
borrower. 

The agreement stipulates certain penalties for shipers who fail to 
load or unload according to specified standards of speed and efficiency. 
The agreement also requires shippers and receivers to prepare and file 
such reports as are prescribed by the administrator. 

The program includes procedure by which shippers or receivers 
may appeal assignment schedules to an advisory council and appeal 
decisions of that body to the O. D. T. 


TRUCK INFORMATION OFFICES 


Joint information offices to assist motor carriers in com- 
pliance with O. D. T. motor conservation orders have been 
established at 121 Loomis street, Rockford, Ill., and 603 North 
St. Mary’s street, San Antonio, Tex., the O. D. T. has an- 
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nounced. It said there were now 22 such offices in the United 
States. 

Theodore H. Nelles is manager of the Rockford office, and 
members of its board of governors are Claude Peacock, Adolph 
Chiodoni and Walter E. Galbraith. D. R. Thomas is manager 
of the San Antonio office, and its board of governors consists 
of O. J. Layer, Alex Thomas, Ed. M. Sweeney, Dent Taylor, 
W. S. Watson and James W. Price. 


TRUCK-RAIL COORDINATION 


A trucking industry committee to confer with the Office of 
Defense Transportation on problems arising out of proposals 
for truck-rail coordination has been announced by the American 
Trucking Associations. The men named to make up the com- 
mittee were: 


Allan Wilson, A. Towle Co. Express, Boston; C. P. Clark, Columbia 
Terminals Co., St. Louis, Mo.; Henry E. English, Red Ball Motor 
Freight Lines, Dallas, Tex.; Harry F. Chaddick, American Transpor- 
tation Co., Chicago; C. J. Williams, Hillside Garage & Transit Co., Mil- 
waukee, Wis.; C. B Fischbach, Fischbach Trucking Co., Akron, Ohio; 
W. C. Mellender, Contract Carriers, Inc., Indianapolis, Ind.; J. Mar- 
shall Stewart, Stewart & Sinclair, Inc., Baltimore, Md.; Griffith Dick- 
inson, Pacific Fruit & Produce Co., Seattle, Wash.; Norval Goss, Bor- 
den Dairy & Ice Cream Co., Columbus, Ohio; and L. Z. Whitbeck, 
general traffic manager, Great Atlantic & Pacific Tea Co., New York, 
Bm. 2s 


Wilson on O. D. T. Activities 


“The problems of war-time transportation are not govern- 
ment problems, nor shippers’ problems, nor carriers’ prob- 
lems, but the problems of all, which must be solaced by co- 
operation and collaboration,” said G. Lloyd Wilson, director 
of the division of rates of the Office of Defense Transportation, 
in an address November 18 before the Traffic Club of Wilming- 
ton, at Wilmington, Del. He outlined the organization of the 
O. D. T. and reviewed general orders that it had issued and the 
conditions that led to their issuance. Continuing, he said: 


Many other matters are being carefully watched by the several 
divisions of O. D. T. so that appropriate orders may be issued when, 
as and if they appear to be necessary. The orders already issued 
are critically examined as they are in use so that supplements or 
modifications may be made if such changes are needed. 

Transportation conditions are not static but highly dynamic so 
that an order good today may be less useful tomorrow, and appro- 
priate changes must be made. A situation satisfactory today may be 
a critical problem tomorrow and order deemed unnecessary today 
may be indispensable tomorrow. Changes have been kept to a mini- 
mum consistent with the conditions which make them necessary, in 
order to avoid confusion; but the fact that changes are made serves 
only to indicate that the times require this degree of flexibility. These 
are not the time for generalities or formulae, or theses: these are 
the times for action designed to fit specific problems and changing 
conditions. 

The orders are not simple light reading and cannot be because 
they deal with conditions in many industries throughout our large 
and complex industrial economy under the stress of war conditions. 
They must be interpreted and applied honestly and cooperatively to 
individual transportation problems. They must be administered in the 
light of individual adjustments to help ourselves and all of us in the 
conduct of the transportation aspects of the war. The Office of De- 
fense Transportation is confident that the orders will be drafted, ad- 
ministered and applied in the spirit of shipper and carrier and govern- 
ment cooperation in transportation. 

It should be stressed that O. D. T. General Orders are not issued 
because voluntary cooperation between shippers and carriers has 
failed. It has not failed and shows no signs of failure. Rather these 
orders are to give direction and to implement and to improve this 
indispensable cooperation. Through these orders shippers and carriers 
are informed as to what the government speaking through O. D. T., 
under the President’s Executive Order, believes should be done. 

O. D. T. and its work should not be judged solely by its General 
Orders and its general or specific permits. Much of the work of many 
of O. D. T. divisions consist of planning, investigation and study in 
order to be prepared for action when action is required, and of nego- 
tiations with carriers and shippers in order to reconcile or compromise 
differences in opinion or conflicts in individual interests. The work of 
the Division of Rates, to cite one example, consists entirely of work 
of this type because the Executive Order which created the Office of 
Defense Transportation gave the Director no rate making powers. The 
power to make rates has been given by Congress to the Interstate 
Commerce Commission, and the Office of Defense Transportation’s rate 
duties consist of negotiation and advice and counsel. The success or 
failure of this work is determined by the ability of the office to per- 
suade the parties interested of the justice and reasonableness and the 
necessity for the proposals which are made. 

A fundamental consideration in the work in which all have a part 
—shippers, carriers, and government, is that the finding of the solu- 
tions of problems or remedies for conditions which confront the coun- 
try in war-time transportation is not that individuals or groups should 
lay their heads upon the block for the benefit of others, but that each 
should follow his reasonable interests up to the point where there is 
conflict of interest and then be willing to compromise in the spirit of 
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cooperation with others, each yielding equally in the adjustments, 
There is no need of sacrificing any carriers or any industries unneces- 
sarily: but it is imperative that all work together with mutual conf- 
dence and respect and with reasonable attention to our interests in 
so far as they are not destructive of the rights and interests of others, 
The problems of war-time transportation are not government problems 
nor shippers’ problems, nor carriers’ problems, but the problems of 
all, which must be solaced by cooperation and collaboration, 


oO. D. T. SCHOOL BUS CONTROL 


A statement of policy outlining the conservation measures 
which must be applied to the operation of school buses has 
been issued by Director Eastman of the Office of Defense 
Transportation. 

Mr. Eastman, in the statement addressed to “all authori- 
ties having regulatory powers over school transportation” and 
to “all school bus operators,” declared that gasoline, tires and 
spare parts will be certified for school buses, after February 1, 
1943, only on the submission of demonstrated proof that the 
conservation policies have been carried out. 

The statement declared, among other things, that “trans- 
portation shall be provided only for students, teachers or other 
school employees who would have to walk more than two miles 
to school or more than a mile and a half to a school bus trunk 
route.” Exceptions may be made for those within two miles 
residing along roads over which the bus must pass, if by serv- 
ing them no extra miles are driven and no additional vehicles 
are used. Exceptions also may be made for the physically 
handicapped and “those who otherwise would be subjected to 
extreme danger or serious physical hardship.” 

Pupils are required to use available common carriers 
where such use would permit a reduction in the number of 
school buses or bus miles. Mr. Eastman also restricted the 
use of school buses to essential service. 


TRUCK JOINT ACTION PLANS 


To facilitate establishment of joint action plans by pri- 
vate, over-the-road carriers, the Office of Defense Transporta- 
tion has amended general order O. D. T. No. 17 to permit 
such carriers to put joint action plans into effect without first 
obtaining O. D. T. approval. 

“Motor carriers who have doubts as to the lawfulness of 
their plans under federal anti-trust laws, may, if they desire, 
still submit plans to the O. D. T. for approval and clearance 
by the Department of Justice,” said the O. D. T., adding: 


In order that the O. D. T. be kept informed, carriers who put joint 
action plans into effect without prior submission must file a copy of 


their plan with the O. D. T. motor transport division in Washington, 
D.C. 


This same procedure for joint action plans is currently in effect for 
carriers engaged wholly in local delivery service. 

Carriers other than local delivery or private over-the-road carriers 
must still obtain a formal order from the O. D. T. to put joint action 
plans into effect. 

A second provision of the amendment to general order 17 made 
more explicit the definition of certain explosives which, when carried, 
exempt a truck from certain provisions of general order O. D. T. No. 17. 


CARRY YOUR PACKAGES—O. D. T. 


The Office of Defense Transportation gives this advice to 
Christmas shoppers: 


Carry your packages home with you (store delivery service has 
been cut 25 per cent under last year), but carry them on the busses 
and street cars during the off peak hours between 10 a. m. and 4 p. m. 
. - . In cases were the purchase is of such a nature that it cannot be 
carried, do your buying immediately. 


POOLING OF L. C. L. FREIGHT 


The first merchandise freight pooling action under the 
terms provided in an order regulating the loading of less-than- 
carload freight has been authorized by the Office of Defense 
Transportation through a supplementary order permitting four 
railroads operating between Memphis, Tenn., and Jacksonville, 
Fla., to pool traffic and alternate their service, the O. D. T. 
has announced. 

The order (supplementary order O. D. T. No. 1-1), effec- 
tive November 14, provides that the St. Louis-San Francisco 
Railway shall load and forward a merchandise car from Mem- 
phis to Jacksonville on six days of each week. The car must 
be routed to alternate daily between a route via the Frisco, 
Central of Georgia Railway and Seaboard Airline Railway, and 
a route via the Frisco, Central of Georgia and Atlantic Coast 
Line Railroad, the O. D. T. said, adding: 


The supplementary order further authorizes the Frisco lines to dis- 
regard shippers’ routing instructions on merchandise freight tendered 
it between Memphis and Jacksonville to the extent necessary to allow 
the traffic to be forwarded on the first car leaving Memphis after re- 
ceipt of the freight. 

General order O. D. T. No. 1, which established provisions for such 
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pooling, became effective on May 1, and set minimum weight limits 
for the loading of l.c.l. freight. Through the operation of this order, 
which now requires the loading of a minimum of ten tons per car 
of l.c.l. shipments, approximately 70,000 cars have been added to the 
upply. 

, Pi rhe action of the Frisco and its connections in applying for the 
supplemental order should point the way for other railroads whose 
lines operate between the same terminals, and who have been unable 
to meet the minimum load requirement under individual operation, to 
seek similar pooling authority. 


Oo. D. T. EXEMPTS ELECTRIC RAILWAYS 


The Office of Defense Transportation, through a general 
permit, has removed all street, suburban and interurban electric 
railways, not operated as a part of a general steam railroad 
system, from the passenger train schedule “freeze” of Septem- 
ber 26. 

The “freeze” came through a general order which pro- 
hibited the operation of any passenger train schedule not in 
effect in the week ended September 26; the operation of extra 
or special passenger trains; and the operation of extra sections 
to scheduled passenger trains unless such sections were operated 
at least 4 per cent of the days in the 90-day period preceding 
October 4. 

The permit (general permit O. D. T. 24-4) allows electric 
lines affected to operate passenger car schedules in addition to 
those in effect September 26; to provide extra or special 
passenger trains or cars which are not scheduled, and to operate 
extra sections to scheduled passenger trains or cars. 

The permit, effective November 14, is to remain in force 
“until further order’ of O. D. T. 


Oo. D. T. APPOINTMENTS 


Director Eastman, of the Office of Defense Transportation, 
has announced the following appointments in the division of 
local transport of the O. D. T.: 


T. H. Nicholl, former assistant director of the division, was made 
Associate Director in charge of the Division’s field organization, with 
headquarters in Washington. Mr. Nicholl, of Cleveland, formerly was 
vice president of the Cleveland Railway Co. 

P. N. Simmons, former administrative assistant of the division, was 
named assistant director, to be in charge of the eastern region, embrac- 
ing the states of Maine, New Hampshire, Vermont, Massachusetts, 
Rhode Island, Connecticut, Virginia, New York, Pennsylvania, New 
Jersey, Delaware, Maryland and West Virginia and the District of 


Columbia. Mr. Simmons, of Chicago, formerly was an engineer with 
the Chicago Surface Lines. - His office also will be located in Wash- 
ington. 


C. E. Keiser, of Union City, Tenn., former analyst in the division 
of local transport, was made administrative assistant. 


USE OF INLAND WATERWAYS 


Government procurement agencies, including the army, the 
navy, the Maritime Commission and the Department of Agri- 
culture had shown a cooperative attitude toward a recent re- 
quest by Director Eastman, of the Office of Defense Trans- 
portation, that shippers and all government agencies use water 
carriers where possible and relieve the burden borne by the 
railroads (see Traffic World, Oct. 17, p. 918), it was stated at 
the O. D. T. division of inland waterways, November 18. 

The Department of Agriculture was now shipping soya 

beans by barge in large quantities down the Mississippi, and 
plans were now under way for a comparatively heavy move- 
ment of grain over the Mississippi and its navigable tributaries, 
It was said. 
___ According to O. D. T. officials, there has been a noticeable 
increase in the volume of shipments moved by inland and 
coastwise waterways since Mr. Eastman made his appeal for 
diversion of traffic from rail to water routes where possible. 
However, it was stated, the problem of building up southbound 
traffic on the Mississippi so as to achieve a balance with the 
fairly heavy volume of northbound traffic on that river re- 
mained a difficult one. 

The opinion was expressed that the Maritime Commission 
soon would find it possible to route by water some of the ship- 
ments of steel plate that now were being shipped by rail from 
steel mills to shipyards. The commission, it was said, was 

definitely in accord” with the views of the O. D. T. on the need 
for diverting traffic to water carriers. 


MILITARY RAILWAYS CONTROL 


All army activities connected with the operation and main- 
tenance of railways which were formerly a function of the Corps 
of Engineers have been transferred to the Transportation 
orps, Services of Supply, the War Department has announced. 
“Many installations and large numbers of army personnel 
are Involved in this move for the centralization of control over 
military transportation,” it said. 
All activities and installations pertaining to research, de- 
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sign, development, procurement, storage, and distribution of 
railway rolling stock for the War Department which were 
hitherto under the jurisdiction of the Corps of Engineers are 
included in the transfer. The Transportation Corps has now 
been given complete jurisdiction over the Military Railway 
Service, including engineer headquarters and headquarters com- 
panies, all grand divisions, all operating and shop battalions, 
and all other units and reserve components. 


“Among the military personnel affected by the transfer are 
all officers of the Corps of Engineers or other components of 
the army whose primary assignments were in connection with 
the transferred activities. These include personnel of the Mili- 
tary Railway Service, the Railway Branch, Troops Division, 
and the Railway Equipment Section, Procurement Branch, Sup- 
ply Division, Office of the Chief of Engineers. 

“Civilian personnel engaged primarily in the transferred 
activities have also been placed under the jurisdiction of the 
Transportation Corps. 


“New railway construction for the army continues to be 
the responsibility of the Corps of Engineers.” 





Control of Exports and Imports 


Data on which next year’s imports from all parts of the 
world will be based is now being gathered by the W. P. B. 
stockpiling and transportation division and the various industry 
divisions, according to a War Production Board announcement. 

The industry divisions, said the W. P. B., were submitting 
to the stockpiling division estimates of the volume of imports re- 
quired to maintain the wartime economy of the nation. Studies 
were now in process to evaluate these estimates in accordance 
with their relative importance of the war effort and the avail- 
ability of shipping space, it said. Final forecasts of shipping 
needs are referred on a quarterly basis to the W. P. B. re- 
— committee. The announcement continued as fol- 
ows: 


Despite the fact that the nation’s shipbuilding program has been con- 
tinually more effective, shipping space remains below the total needed to 
transport the volume of imports required for manufacture into essen- 
tial war goods. It is necessary, therefore, to consider the relative value 
of imports and to assign shipping space on that basis. 

The shipping imports problem, with its many wide ramifications, 
is one of the most interesting phases of the war program. The ration- 
ing of sugar and coffee is an example of the effect which shipping can 
have on civilian economy during wartime. Although considerable vol- 
umes of both these commodities continue to move into the United States, 
import totals have been reduced by the necessity for providing more 
shipping space for such materials as manganese and chrome, mica, 
bauxite, copper, essential oils and other materials which must be 
brought into the country and processed for their eventual assignment 
in the construction of weapons of war. 

In order to regulate the imports of commodities, the War Produc- 
tion Board has established controls whose effects are felt thousands of 
miles away in shipping ports all over the world. 


In February of 1941, the emergency shipping priorities list, con- 
stituting a basic outline of the nation’s raw materials needs, was es- 
tablished. It since has been expanded to include more than 200 separate 
products. Each product has been assigned a quota, and a designation 
by letter and numeral ranging downward from A-1. Shipping agents 
and shipping lines, operating throughout the world, have been informed 
of the contents of this list and are guided by it in booking cargo in 
ships calling at the various ports. 

The priority cargoes have first choice of the available space in all 
ships controlled by the United States. 

As a further guide, the Department of State, in cooperation with 
W. P. B. and the Board of Economic Warfare, has created a cargo re- 
porting service whereby American Consuls, aided by B. E. W. cargo 
clearange agents and War Shipping Administration representatives, re- 
port the volumes of cargoes immediately available for shipment for ports 
within their districts, and the volumes that will be available in the near 
future. 

In this manner, all of the interested agencies become acquainted 
with the cargo situation as it develops. Tonnage can be assigned to 
those routes that promise immediate important cargoes, or can be di- 
verted from their scheduled routes to go to a port reporting such 
available cargoes. Records are kept to show the manner in which quotas 
are being met, the volumes remaining to be lifted to meet quotas, and 
the possibility of finding the cargoes required. 

The relationships between the various governmental agencies con- 
cerned can be put simply as follows: The Board of Economic Warfare, 
on request from W. P. B., handles the task of purchasing materials 
abroad for public account; the War Shipping Administration assigns 
the vessel; and the War Production Board, through its various indus- 
try divisions, determines the need for the materfal. Where the imports 
are for private purchase, the War Production Board must approve their 
importation into the country. All purchase programs, public (B. E. 
W.) and private (W. P. B.), are programmed for shipment in accord- 
ance with priority schedules furnished by the W. P. B. to the W. S. A. 

In order to maintain elasticity in the import program, W. P. B. 
several months ago created a system of certificates under which vital 
individual cargoes which might be delayed or prevented from moving 
because of their low status on the emergency priority list, are given 
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special consideration and thus aided in entering the country with the 
maximum possible speed. 

Another important phase of the imports control program is found in 
the general imports order (M-63) which divides imported commodities 
into three lists according to their value in the war effort. Through the 
operation of this order, the hand of the government is strengthened in 
effecting the entry of the products on the first two lists at the expense 
of the less-essential goods on the third list. 

The M-63 order prevents the import on neutral vessels, as well as on 
United Nations’ vessels, of commodities which are not desired, or re- 
stricts to definite quotas the limited amounts for which shipping space 
is available. 

By means of weekly meetings of an interdepartmental committee 
on priorities on which all interested governmental agencies are repre- 
sented, the import picture is further controlled. At these meetings, 
proposed revisions of the status of imports are discussed, or changes 
made when quotas lag or go beyond the immediate need. A committee 
on cargo forwarding also meets every two weeks to act on problems 
affecting actual purchase and forwarding for shipment of imports. 


The Office of Exports, Board of Economic Warfare, has 
amended paragraph (d) of section 802.9 of its regulations on 
general in transit licenses by revising the part of the para- 
graph preceding the list of commodities specified therein ‘to 
read as follows: 


(d) Intransit shipments of commodities hereafter listed in this 
paragraph require individual export licenses except when proceeding 
under general intransit licenses GIT-A/A or GIT-Y/Z, as set forth in 
paragraph (b) of this section, or when proceeding under bond from 
Mexico through the United States to another part of Mexico, or when 
proceeding between any part of the western hemisphere and the Re- 
public of Panama through the Panama Canal Zone. 


Revenue Freight Loading 


Loading of revenue freight for the week ended November 
14 totaled 826,601 cars, according to the Association of Ameri- 
can Railroads. This was a decrease below the corresponding 
week of 1941, of 57,289 cars or 6.5 per cent, an increase above 
the same week in 1940, of 81,306 cars or 10.9 per cent, and a 
decrease of 2,889 cars or three-tenths of one per cent below 
the preceding week. 

All districts reported decreases compared with the corre- 
sponding week in 1941, except the Southwestern, but all dis- 
tricts reported increases compared with corresponding week of 
1940, except the Eastern. 


1942 1941 1940 

ee 3,858,273 3,454,409 3,215,565 
4G WOGEE CE POURUATY oo cisicseicvcccs 3,122,773 2,866,565 2,465,685 
Pe ere 3,171,439 3,066,011 2,489,280 
fee or 3,351,038 2,793,630 2,495,212 
CORT eee 4,170,713 4,160,060 3,351,840 
I AN a dca acenaie in Srascersrere 3,385,769 3,510,057 2,896,953 
TT ren re 3,321,568 3,413,435 2,822,450 
ee EE 4,350,948 4,463,372 3,717,933 
4 weeks of September ............. 3,503,658 3,540,210 3,135,122 
S WOES OF CGRGUEE o.oo ce cccsesccscs 4,512,046 4,553,007 4,064,273 
Week of MOVOMRGr TF «2... ccccccccces 829,490 873,582 778,318 
Week of November 14 .............. 826,601 883,890 745,295 

RNR Hrs tins ao hd cease anenee 38,404,316 37,578,228 32,177,926 


Revenue freight loading by districts the week ended No- 
vember 14 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 7,269 and 7,076; live 
stock, 1,647 and 1,424; coal, 31,489 and 32,206; coke, 4,101 and 3,358; 
forest products, 2,050 and 1,951; ore, 4,162 and 5,097; merchandise, 
L. Cc. L.. 26,063 and 42,835; miscellaneous, 72,070 and 85,903; total, 
1942, 148,851; 1941, 179,850; 1940, 154,617. 

Allegheny district: Grain and grain products, 3,989 and 4,583; live 
stock, 1,135 and 1,126; coal, 41,252 and 42,357; coke, 6,361 and 6,033; 
forest products, 1,211 and 1,250; ore, 12,144 and 11,876; merchandise, 
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L. C. L., 22,621 and 30,729; miscellaneous, 83,690 and 89,536; total, 
1942, 172,403; 1941, 187,490; 1940, 158,849. 

Pocahontas district: Grain and grain products, 299 and 215; liye 
stock, 228 and 268; coal, 42,456 and 43,509; coke, 813 and 634; forest 
products, 831 and 906; ore, 167 and 253; merchandise, L. C. L., 2,909 
and 5,019; miscellaneous, 7,258 and 7,586; total, 1942, 54,961; 194], 
58,390; 1940, 49,291. 

Southern district: Grain and grain products, 2,530 and 2,595: live 
stock, 1,274 and 986; coal, 24,034 and 23,525; coke, 597 and 558; forest 
products, 15,564 and 15,638; ore, 1,512 and 1,589; merchandise, L. C, L,, 
14,315 and 25,702; miscellaneous, 60,994 and 55,931; total, 1942, 120,829: 
1941, 126,524; 1940, 108,302. 

Northwestern district: Grain and grain products, 11,966 and 11,27: 
live stock, 5,546 and 4,458; coal, 8,798 and 9,457; coke, 1,954 and 1,873: 
forest products, 9,588 and 10,481; ore, 36,477 and 33,284; merchandise, 
L. C. L., 8,198 and 18,235; miscellaneous, 39,349 and 43,327; total, 
1942, 121,876; 1941, 132,942; 1940, 98,429. 

Central Western district: Grain and grain products, 10,953 and 
10,067; live stock, 8,207 and 5,938; coal, 12,207 and 11,660; coke, 179 
and 249; forest products, 8,594 and 7,806; ore, 5,408 and 5,238: mer- 
chandise, L. C. L., 11,900 and 23,959; miscellaneous, 76,199 and 69,932: 
total, 1942, 133,647; 1941, 134,849; 1940, 120,723. 

Southwestern district: Grain and grain products, 4,334 and 3,934; 
live stock, 2,206 and 1,541; coal, 5,005 and 5,548; coke, 130 and 1922: 
forest products, 4,809 and 5,169; ore, 282 and 597; merchandise, L. C. L.. 


5,059 and 9,805; miscellaneous, 52,218 and 37,129; total, 1942, 74,043: 
1941, 63,845; 1940, 55,084. 


CAR SURPLUS REPORT 

United States railroads reported an average daily surplus 
of 35,070 freight cars for the week ended November 7, accord- 
ing to the car service division of the Association of American 
Railroads. It was made up as follows: Plain box, 15,380; auto 
box, 2,256; total box, 17,636; flat, 1,532; gondola, 3,211; hopper, 
5,263; total coal 8,474 and miscellaneous 7,428. : 

The daily surplus was 37,710 freight cars for the week 
ended November 14. It was made up as follows: Plain box, 
17,984; auto box, 2,418; total box, 20,402; flat, 1,161; gondola, 
3,065; hopper, 5,541; total coal, 8,606; and miscellaneous, 7,541. 





HANDLING CHEMICALS IN TANK CARS 


Warren N. Watson, secretary of the Manufacturing Chem- 
ists’ Association of the United States, of Washington, D. C., 
has announced issuance by the association of a manual of 
standard and recommended practice with new and revised man- 
ual sheets dealing with the subjects of unloading of tank cars 
containing inflammable liquids, unloading of tank cars contain- 
ing liquid caustic, and recommended practice for the safe han- 
dling and discharge of hydrofluoric acid containers. 


NICHOLSON ON LOCOMOTIVE USE 

J. M. Nicholson, assistant to vice-president, Santa Fe Sys- 
tem, Chicago, spoke on “Utilization of Locomotives” at a 
monthly dinner meeting of the Western Railway Club at the 
Hotel Sherman, Chicago, November 16. He discussed improve- 
ments made in practices of repairing and operating railroad 
locomotives in the last 40 years, pointing out that at present 
locomotives were being used more efficiently and in longer 
hours of service than ever before. He said that if 1,000 new 
locomotives were made available to the railroads in 1943, the 
railroads would have enough additional motive power to handle 
an approximate 4 to 6 per cent increase in traffic. Any traffic in- 
crease greater than 6 per cent, he said, would require that locomo- 
tives be utilized even more intensively than at present. He ex- 
pressed belief that further improvements in locomotive opera- 
tion practices would be made. 

Following his talk, brief comments on locomotive use were 
made by the following: H. H. Urbach, mechanical assistant 
to executive vice-president, Burlington Route; H. P. Allstrand, 
chief mechanical officer, Chicago and North Western; J. E. 
Bjorkholm, superintendent of motive power, Milwaukee Road; 
O. A. Garber, chief mechanical officer, Missouri Pacific. 















































Per cent decrease under........... 


Per cent to 15 year average, 109.1. 


Grain and Live 
Grain Prod. Stock Coal 
{ 1942 41,340 20,243 165,241 
Total all roads Nov. 14.......... 4 1941 40,297 15,741 168,262 
| 1940 29,999 17,851 148,453 
Preceding week November 7....... 1942 42,006 20,765 163,193 
Per cent increase over............. 1941 2.6 28.6 
Per cent decrease under........... 1941 1.8 
Per cent increase over............. 1940 37.8 13.4 12.3 
Per cent decrease ulder........... 1940 
1942 1,919,440 644,722 7,428,104 
Cumulative 46 weeks to Nov. 14. | 1941 1,785,581 569,911 6,721,848 
(1940 1,649,144 603,687 5,973,627 
Per cent increase over............. 1941 7.5 13.1 10.5 
Per cent decrease under........... 1941 
Per cent increase over............. 1940 16.4 6.8 24.3 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
14,135 42,647 60,152 91,065 391,778 826,601 
12,827 43,201 57,934 156,284 389,344 883,890 
11,847 35,814 37,944 150,273 313,114 745,295 
14,270 42,398 67,208 91,524 388,126 829,490 

10.2 3.8 6 
4.3 41.7 6.5 
19.3 19.1 58.5 25.1 10.9 
39.4 
645,773 2,223,064 2,842,930 5,071,301 17,628,982 38, 404,316 
597,991 1,949,790 2,502,431 7,165,380 16,285,296 37,578,228 
473,556 1,580,950 2,040,466 6,811,018 13,045,478 32,177,92 
8.0 14.0 13.6 8.3 2.2 
29.3 
36.4 40.6 39.3 35.1 19.3 
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November 21, 1942 


A. A. R. Annual Meeting 


The Association of American Railroads, at its annual mem- 
pership meeting at Chicago November 17, decided to institute 
an arrangement for the interchange of passenger equipment, 
much along the lines of the agreements for the interchange 
of freight equipment which have been in force for many years. 
The decision followed a long discussion of ways and means of 
increasing the effective use of passenger equipment, which, it 
was said, had practically reached the limit. Earlier estimates 
as to the total rail passenger miles for 1942 now appeared too 
low, it was said. The estimate was 50,000,000,000 passenger 
miles, as compared with 46,849,000,000 in 1920, the previous 
record year. It now appeared, however, that the 1942 total 
would reach 53,000,000,000. John J. Pelley, president of the 
association, said, however, that the estimate for 1943 of 
55,000,000,000 passenger miles still stood, because of the fact 
that it would represent about the full capacity of the existing 
passenger equipment even under the new interchange arrange- 
ment. 

The interchange plan will be worked out and supervised 
by the association’s car service division, now in charge of the 
interchange of freight cars. The plan will include per diem 
or mileage charges for passenger cars on foreign lines and 
some accounting system for the offsetting of those charges 
against each other. 

The railroads have asked for no materials for the con- 
struction of new passenger equipment, Mr. Pelley pointed out. 
As to freight cars and locomotives, the request was for priori- 
ties for materials for 900 locomotives and 80,000 freight cars. 
The need for the locomotives was most acute, he said, adding 
that the railroads still were hopeful of getting the necessary 
allocations, though no official word as to whether or not they 
would be made had come from the W. P. B. 

Asked as to whether or not priorities in passenger trans- 
portation or rationing of it were under consideration, he said 
those things had been discussed at the meeting, but that there 
seemed little prospect of any necessity for them. He added, 
however, that he did not want to be called a “poor prophet” 
in case something along those lines was done in the coming 
months. 

Further restrictions on the use of passes on the railroads 
were not discussed, he said. 

Other things not discussed, he said, included the ex- 
pressed intention of the O. P. A. to broaden its control over 
rates through a broad definition of the term “general rate in- 
creases” as contained in the new price control act; the de- 
mands of non-operating workers for increases in pay, shorter 
hours, and a closed shop, and of operating workers for changes 
in rates of pay and additional men in engine crews, and the 
investigation of rate-making practices by the anti-trust divi- 
sion of the Department of Justice. 

There were long discussions of the railroads’ manpower 
problem and the transportation of petroleum to the eastern 
seaboard. As to the former, the general opinion was that train- 
ing programs for railroad workers, such as those discussed 
this week by Director Beyer, of the division of transport per- 
sonnel, O. D. T., were practicable only in a limited way in 
developing new skilled railroad labor. Schools for telegraphers 
might work, for instance, it was said, but the only way to 
teach a brakeman was to have him work at the job. 

The chief difficulty at present in the rail transportation of 
petroleum was not in the railroad operation, it was said, but in 
unloading at destination. A number of representatives of de- 
livering railroads told of the excessive amount of switching 
required in unloading at smaller plants, compared with the 
ease of unloading from tankers in pre-war days at large dock- 
yards. No remedy was suggested, it was said. 

Mr. Pelley said the estimate for the total freight traffic 
of the railroads for 1942 now stood at 630,000,000,000 ton 
miles. This represented an increase of 32.6 per cent over the 
475,000,000,000 ton miles of 1941, though the rise in carload- 
Ings was only 2 per cent. This was the result of new records 
In tons in each carload, he said, the average for the first half 
of this year being 39.2 tons, as compared with 38.2 tons in 
1941. The first half of this year average was 80 per cent above 
1920 average, he said. 

T. P. & W. Now a Member 

Among those attending the meeting was J. W. Barriger, 
federal manager of the Toledo, Peoria, and Western Railroad, 
now in the hands of the O. D. T. for operation. The T. P. & W., 
in the years in which it was under private management, had re- 
fused to become a member of the A. A. R. Mr. Barriger said 
he had taken out a membership for the railroad about a month 
ago. It was said that he took no part in the discussions at the 
meeting. 

Election of Officers 


The association reelected its entire board of directors with 


the exception of C. McD. Davis, new president of the Atlantic 
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Coast Line Railroad, who was elected to replace that railroad’s 
former president, G. B. Elliott. Following the membership 
meeting, the board met and reelected all its present officers. 


L. C. L. Freight Movement 


The nation’s major railroads reached a new peak of effi- 
ciency in less-than-carload freight movement in September 
when the 116 reporting lines loaded an average of ten and a 
quarter tons a car, the Office of Defense Transportation an- 
nounced November 18. 

“The merchandise for September over August was 383,429,- 
000 pounds for which 7,700 less cars were required,” it said. 
“The Class I carriers, under the provisions of general order 
O. D. T. No. 1, prescribing certain limits for merchandise load- 
ing, handled during September a total of 8,042,677,763 pounds 
in 391,064 cars for an average weight of 20,596 pounds per car. 

The September Class I record, as compared with May, 
when general order O. D. T. No. 1 first took effect, shows 
580,717,000 pounds more of merchandise handled in 26,800 less 
cars. The average load per car jumped from 17,858 pounds to 
the September high of 20,566, a figure just over the ten-ton 
minimum set by the order. 

“The Class II and Class III railways—the short lines and 
terminal switching companies—showed an increase in Septem- 
ber over August of 10,837,000 pounds of less-carload freight for 
which these roads used only 73 more cars than they used in 
August. The average load per car increased from 15,411 pounds 
in August to 16,395 pounds in September. 

“In comparing the short line figures for September against 
those of May, 11,467,000 more pounds of merchandise were 
handled in 369 less cars, and the average load increased from 
14,638 pounds in May to 16,395. 

“In all cases, it was pointed out, where either Class I roads 
or short lines failed to reach the load minimum set by the 
general order, the cars were loaded and operated under one of 
the eight exceptions to the order. 

“The freight forwarding companies during September 
loaded 11,249 cars with 424,115,767 pounds of merchandise for 
a new high average of 37,703 pounds per car. The forwarders 
showed an increase in September less-carload over August of 
27,070,000 pounds.” 


Intraplant-Interplant Switching 


Members of the National Industrial Traffic League have 
been asked to state their views and recommendations with re- 
spect to proposals made by the Commission’s advisory com- 
mittee on car service, in a memorandum to Commissioner John- 
son, for revision of the demurrage tariff by placing a penalty 
on the “unrecorded” use of railroad cars, particularly open- 
top cars, in intraplant or interplant switching service, so as to 
bring about more efficient use of such cars. 

In its memorandum, the advisory committee on car serv- 
ice observed that the supply of open-top cars available for 
loading in certain localities was less than the requirements. It 
said it had long been the practice of large industrial plants, 
particularly steel mills, to appropriate and use railway cars 
and especially open-top cars for interplant and intraplant move- 
ments. It urged clarification of the demurrage tariff so as to 
define properly intraplant and interplant switching and revi- 
sion of rule 6 of the tariff so as to apply to intraplant and inter- 
plant switching when railroad cars were used. 


“Switching movements between two plants are often sub- 
stantially the same as switching movements between two units 
of the same plant,” the committee said. “The fact that a switch- 
ing movement is across a public highway, or from one plant 
enclosure to another plant enclosure, does not differentiate it 
materially from a movement within a single plant enclosure. 
This matter is being handled with the carriers, but it should 
also be discussed with the shippers.” 

After citing different types of switching operation at the 
steel mills, the advisory committee said that, at steel mills 
where the industry performed its own switching cars, that had 
been placed on the interchange track and remained subject to 
demurrage until their return to the interchange track might 
be appropriated and used within the plan without being sub- 
ject to any further charges than the demurrage charge under 
the terms of the average agreement as to credits and debits. 
This charge was negligible in most instances, said the com- 
mittee, “because, generally speaking, sufficient credits are 
earned on cars promptly released to offset debits accruing on 
cars delayed beyond the free time.” The committee said the 
extent of such intraplant use of railroad-owned cars could 
not be determined because neither the railroads nor the indus- 
tries maintained any records of such intraplant movements of 
railroad-owned cars. It added: 


It is felt that industries should be required to keep an accurate 
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record of all cars,.showing the time of unloading and the time of place- 
ment for loading, and an accurate record of any use of railroad-owned 
cars for intraplant switching. The railroads and agents of the Com- 
mission should be allowed proper access to these records, as well as 
access to the plants for the purpose of checking the cars and records. 

The Bureau of Service has a report showing that during August 
1942, a steel company served by a wholly-owned common carrier handled 
a total of 16,883 cars, of which 12,922 were inbound. A total of $258.50 
demurrage was assessed. Of these cars, 1,189 were detained beyond the 
free time, which is an indication of the extent to which cars can be 
detained under the average agreement with very little demurrage be- 
ing assessed. However, this picture most likly does not give a true 
indication of the extent of delay to cars, due to the fact that the rail- 
road is a common carrier owned by the steel company, and the various 
plant movements of such cars would be entitled to 48 hours’ free time 
for each loading and each unloading. The amount of per diem paid 
by this company during August was $20,482, which gives an idea of 
the actual car detention at this plant. 


The committee proposed revision of rule 6 of the demur- 
rage rules so that sections B and D of that rule would apply 
to intraplant and interplant switching when railroad cars were 
used, even if such cars were subsequently loaded outbound. 


It proposed, further, cancelation of the average agreement 
in cases where industries did not keep adequate records as to 
movements and use of cars within the plant or where carrier 
representatives were not permitted access to such records or 
to the industry yards within the plant, and suggested an ad- 
ditional penalty charge of $10 a day on all open-top cars used 
in intraplant or interplant service, and “per diem charge of 
$10 a day” on such cars to accrue to the railroad owning the 
car. The committee added: 


The Bureau of Service has had several reports relative to cars 
loaded with steel, especially plates, for shipyards being derailed due 
to the plates shifting, thus shifting the weight and causing the cars to 
derail. With sheets 61 inches wide and car 108 inches wide, there is a 
space of approximately 24 inches on each side of the steel plate be- 
tween the lading and the side of the car, which allows the lading to 
shift. The shippers should block such shipments of steel in order to 
avoid shifting of the load. 


Rail Reorganization “Interference” 


In a letter to Senator Truman, of Missouri, J. C. Davis, 
chairman of the executive committee of the Missouri Pacific, 
repeated the contentions he had made in a letter to Senator 
Davis, of Pennsylvania, to the effect that “a closely knit group 
of life insurance companies and banks” was using railroad reor- 
ganization proceedings to gain control of several major railroad 
systems (see Traffic World, November 7, p. 1103), and added 
a suggestion that the Securities and Exchange Commission be 
asked for its recommendations as to legislation for curbing 
speculation in railroad securities. He urged consultation with 
the S. E. C. before the taking of any such legislative step as 
Senator Wheeler, of Montana, had proposed for inclusion in 
the next tax bill (see Traffic World, October 17, p. 892). 

“We are entirely sympathetic to any curb on speculation 
whether it be in the bonds of reorganized rails or in steels 
or rubber,” said Mr. Davis. “Our country is at war, and we 
have no patience with speculators or with speculation. How- 
ever, curbing speculation should not be confused with elimi- 
nating the market for what Commissioner Splawn, in his let- 
ter to Senator Wheeler, called ‘necessitous sellers.’ We con- 
cur in Commissioner Splawn’s desire to protect the legitimate 
investor who has made the construction of our great railway 
systems possible, whether he rides through the reorganization 
period with his investment or whether he is compelled by 
necessity to sacrifice it for cash during reorganization. We 
believe that the splendid work done by the Securities and Ex- 
change Commission in restricting and regulating speculation 
has been one of the most constructive things that has ever hap- 
pened in American finance. Yet the most liberal members of 
the Securities and Exchange Commission recognize the fact 
that regulation of speculation may at times injure the bona 
fide investor by the destruction of the market for his securities, 
thereby piling misery upon misery. If I may respectfully ven- 
ture a suggestion in this regard, would it not seem preferable 
that rather than legislating upon such a complex matter during 
the rigors of a tax bill the Securities and Exchange Commission 
be asked for its recommendations as to legislation to be acted 
upon after full study of the various aspects of the problem?” 

With respect to the Missouri Pacific reorganization plan, 
which he described as “a plan sponsored by the insurance com- 
panies with their banking associates and approved by the In- 
terstate Commerce Commission,” Mr. Davis said the plan would 
force junior bondholders to accept a minority interest in the 
common stock of the new company “on a basis that defies any 
method of justification.” He added: 


Surely you believe that the bondholders should share in the tre- 
mendously improved present financial condition of the road. Cash is 
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now close to $70,000,000 and increasing at the rate of more than $6,000.- 
000 per month. This monthly increment is probably in excess of the 
entire cash in the road’s treasury when the Interstate Commerce Com- 
mission approved the sale of the company’s original securities to the 
public. We should think that the Commission would be gratified to 
find the Missouri Pacific fulfilling the Commission’s original prophecy 
of earnings for the bonds, instead of approving the destruction of the 
investment of innocent stockholders in securities whose issuance the 
Commission approved. 


Revenue Traffic Statistics 


Class I steam railways, exclusive of switching and termina] 
companies, for August, carried 259,930,527 revenue tons and re- 
ceived $537,617,209 in freight revenue as compared with 218. 
806,409 revenue tons carried and $410,392,103 in freight rey. 
enue for the same month last year, according to a compilation 
by the Commission’s Bureau of Transport Economics and Statis- 
tics of revenue traffic statistics of those roads, statement M-220, 

Revenue tons carried one mile totaled 58,626,310,000 for 
August as against 45,492,572,000 for August last year. 

_ _For the eight months ended with August, the roads car- 
ried 1,808,228,258 revenue tons and had freight revenues total- 
ing $3,745,538,561 as compared with 1,450,039,463 revenue tons 
and $2,818,511,113 in freight revenues for the corresponding 
period last year. The number of revenue tons carried one mile 
for the eight months ended with August was 405,738,743,000 as 
compared with 299,074,206,000 tons for the like period last year, 

Revenue passengers carried for August totaled 64,878,877 
and the passenger revenue was $103,529,482 compared wth 
43,304,807 revenue passengers carried and revenues of $49,- 
790,982 for August last year. For the eight months ended with 
August the number of revenue passengers carried was 416,- 
886,322 and the passenger revenue was $587,855,730 as against 
319,349,726 passengers and $334,544,126 in revenues for the 
corresponding period last year. 

__ Freight traffic averages for August this year as compared 
with August last year were set forth in the compilation, re- 
spectively, as follows: 

Miles a revenue ton a road, 225.5 and 207.9; revenue by 
the ton mile, 0.917 cents and 0.902 cents; and revenue by the 
ton a road, $2.07 and $1.88. 

For the eight months ended with August as compared with 
the like period last year, respectively, the freight traffic av- 
erages were: 
as a : —— - iene. 224.4 and 206.3; revenue by 

e ton mile, 0. and 0. cents; and reve 
road, $2.07 and $1.94. oe 


ROLLING STOCK ADDITIONS 


; “Class I railroads put 58,346 new freight cars in service 
in the first ten months of 1942,” says the Association of Amer- 
ican Railroads. 

“Of the total number installed in the first ten months this 
year there were 33,848 box, 20,832 coal, 1,814 flat, 619 refrig- 
erator, 100 stock, and 1,133 miscellaneous freight cars. 

New freight cars on order on November 1, 1942, totaled 
30,004, compared with 80,504 on the same day last year. Class 
I railroads had on order on November 1, this year, 9,721 box, 
16,608 coal, 2,167 flat, 800 refrigerator, 200 stock, and 508 mis- 
cellaneous freight cars. 

“Railroads in the first ten months of 1942 installed 638 
locomotives of which 258 were steam and 380 were electric and 
Diesel. In the same period last year they put 493 new locomo- 
tives in service of which 117 were steam and 376 were electric 
and Diesel. 

“New locomotives on order on November 1, 1942, totaled 
779 which included 289 steam and 490 electric and Diesel. On 
November 1, last year, they had 611 new locomotives on order, 
including 284 steam and 327 new electric and Diesel.” 


WORK SIMPLIFICATION IDEAS 

; Ina synopsis of prize-winning ideas for accelerating war 
industry production, the War Production Board has inclued, 
among adopted proposals for work simplification, new methods 
for marking and shipping of trucks. The W. P. B. said that 
formerly the standard method of marking the weight, carrying 
capacity, destination, etc., of a truck was by stenciling this nec- 
essary information on a wooden board that was thereupon wired 
to the under side of the truck body. Under the new method, it 
says, this information is stenciled directly on the body of the 
truck, “thus doing away entirely with the use of boards and 
need of wiring them to the body.” This idea, it added, brought 
about a saving of 36,000 square feet of lumber and 484 work 
hours in the first 60 days after its adoption. 

An improved method of boxing army trucks for shipment 
to all parts of the world, said the W. P. B., had made possible, 


in a 60-day period, a saving of over 40,000 feet of lumber and 
68 hours of work. 
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Ww. P. B. Rolling Stock Control 


Andrew Stevenson, director of the War Production Board’s 
transportation equipment division, in a meeting November 19 
with railroad executives and car builders on the W. P. B. trans- 
ortation equipment industry advisory committee announced 
allocations of materials for new locomotives and freight cars 
and for maintenance of equipment and lines in quantities that, 
according to officials of the Association of American Railroads, 
would be inadequate to meet the railroads’ needs for new roll- 
ing stock. 

. New locomotive authorizations were made for the first 
eight months of 1943 and other types of new equipment for 
the first six months of 1943. No provision was made for new 
passenger cars. The maintenance program that Mr. Stevenson 
announced was for the first quarter of 1943. The program 
approved by the W. P. B. follows: 


Steam locomotives, 250, and road Diesels, 36, for deliveries in the 
first eight months of 1943; switching Diesels, 100, for deliveries in the 
first six months of 1943; freight cars, 20,000, for deliveries in the first 
six months of 1943. 


Steel for maintenance of equipment and lines: Repairs to equip- 
ment, 330,000 tons; rails, 480,000 tons, and track accessories, 288,000 
tons, all for delivery in the first quarter of 1943. 


The railroads had asked for 900 new locomotives and 
80,000 new freight cars in 1943, it was stated at the A. A. R. 

At the War Production Board, it was pointed out that the 
program determination by the W. P. B. requirements commit- 
tee, under the new “C. M. P.” (controlled materials plan) 
would be made quarterly, and that its allocattion of materials 
for the railroads might differ from one quarter to the next, de- 
pending on the available supply of structural steel at the time 
of the allocation. The observation was made that there was 
likelihood of completion next summer of many war plants now 
under construction, including synthetic rubber plants, which 
had priority ratings higher than those accorded the railroads, 
and that when such plant construction was completed there 
would probably be available for the railroads large quantities 
of steel that they could not now obtain. 

The W. P. B. did not announce the tonnage of steel allotted 
to the new rolling stock program of the railroads. The infer- 
ence was made that the tonnage made available to them for the 
first quarter of 1943 was large enough so that, if the ‘“‘C. M. P.” 
schedule of automatic allocations for succeeding quarters of 
the year were made effective, in the absence of any further 
program determination by the W. P. B. requirements commit- 
tee, they would find their needs fairly well supplied. The auto- 
matic allocation of materials under the “C. M. P.” schedule, 
based on 100 per cent for the first quarter of the year, is 80 
per cent of the first quarter tonnage in the second quarter, 60 
per cent of the first quarter tonnage in the third quarter, and 
40 per cent of the first quarter tonnage in the fourth quarter 
of the year. 

At the A. A. R. the view was expressed that the allocation 
of steel for maintenance of equipment and lines was “fairly 
adequate,” but that the allotment of locomotives was far be- 
low the railroads’ requirements. It was stated that locomotives 
of lines that had had a surplus of motive power had been shifted 
to meet urgent needs of other lines. In the event of a severe 
winter, there would probably be a decided shortage of motive 
power, it was said. The point was made that it was most im- 
portant at this time to have an adequate number of locomo- 
tives, because a deficiency of motive power meant that many 
freight cars would be idle. 

_ The allocation of new locomotives and cars to individual 
lines rests with the Office of Defense Transportation. 


MOTOR CARRIER STATISTICS 


Class I motor carriers of property, intercity and local, for 
the second quarter of this year, reported total net income be- 
fore income taxes of $12,832,376 and total net income after 
income taxes of $9,264,602 as against $14,117,948 and $12,094,206, 
respectively, for the corresponding period last year, according 
to a compilation by the Commission’s Bureau of Transport 
Economics and Statistics of revenues, expenses, other income, 
and statistics of those carriers, statement Q-800. The com- 
Pilation is based on reports representing 1,294 carriers for the 
Tespective periods. 

Operating revenues totaled $170,361,765 and expenses 
amounted to $158,115,342 for the second quarter of this year 
a compared with $162,515,052 and $148,404,085, respectively, 
for the like period of last year. Common carrier freight rev- 
enues amounted to $146,052,291 for the second quarter this 
year as compared with $137,569,536 for the same period last 
year. Contract carrier freight revenues for the respective 
Periods amounted to $22,389,684 and $23,333,218. The net op- 
erating revenue for the carriers covered by the compilation 
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was $12,246,423 for the second quarter this year as compared 
with $14,110,967, for the like period last year. The local car- 
riers, 211 in number, reported net operating revenues of 
$1,739,189 for the second quarter this year as compared with 
$1,764,218 for the corresponding period last year. Their op- 
erating revenues increased from $20,514,382 to $22,131,371 while 
their expenses increased from $18,750,164 to $20,392,182. 

The compilation noted that the foregoing figures did not 
include reports of 63 carriers that failed to furnish com- 
parable figures for 1941.. The total figures for those carriers 
for the three months period, it showed, were: Operating rev- 
enues, $3,542,852; expenses, $3,296,373; net operating revenue, 
$246,479. 

For August this year Class I motor carriers of passengers, 
excluding special or charter, reported increases of 70.6 per cent 
in passenger revenues and 82 per cent in the number of pas- 
sengers carried over August last year, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of revenues and passengers based on reports rep- 
resenting 153 of such carriers, statement M-700. Passenger 
revenues increased from $17,461,410 to $29,788,150 while the 
number of passengers carried rose from 20,298,165 to 36,938,518. 

For the second quarter of this year Class I motor carriers 
of passengers—inter-city and local or suburban—reported net 
income before income taxes of $25,889,214, and a net income 
after income taxes of $9,713,023, as compared with a net in- 
come before income taxes of $8,545,437 and a net income after 
income taxes of $6,091,868, for the corresponding quarter last 
year, according to another compilation by the bureau, of rev- 
enues, expenses, other income and statistics of Class I motor 
carriers of passengers, statement Q-750. Operating revenues 
totaled $77,598,446, and expenses amounted to $51,667,567 for 
the second quarter of this year, as compared with operating 
revenues of $46,480,289 and expenses of $37,780,676, for the 
corresponding period last year. 


Lend-Lease Cargo Transport 


The Lend-Lease Administration has issued its directive 
No. 1, relating to storage, forwarding and transportation of 
cargo intended for the government of any country whose 
defense has been deemed by the President to be vital to the 
defense of the United States. The directive is addressed to all 
departments, agencies, officers and persons of the Treasury 
and Agriculture Departments and the Maritime Commission 
engaged in the procurement, storage, forwarding of transporta- 
tion of such cargo. 

By provisions of the directive, effective December 1, for- 
warding of lend-lease cargo to a U. S. port for export by 
water is placed under the direction of the War Shipping Admin- 
istrator, except as to forwarding of such cargo destined for 
export transportation overland or via inland waterways to any 
points outside the United States within continental North 
America. One provision of the directive reads as follows: 


The procurement agencies shall establish inland depots to receive 
all lend-lease cargoes made available by their contractors, and shall en- 
deavor to forward such cargo to seaboard from such depots, except 
when insufficient depot stocks or considerations of efficient transporta- 
tion require forwarding to seaboard direct from the contractor. The 
procurement agencies, in conjunction with the director of the Office of 
Defense Transportation, shall arrange for such depots, and the Office 
of Lend-Lease Administration from time to time will provide the neces- 
sary funds therefor. The Office of Lend-Lease Administration shall ob- 
tain forecasts of requirements from the foreign governments on the basis 
of which the procurement agencies shall endeavor to maintain in such 
depots supplies of ‘‘common’’ lend-lease items sufficient for approxi- 
mately 30 days’ shipping requirements. The Office of Lend-Lease Ad- 
ministration will from time to time provide the necessary funds therefor. 
No such cargo shall be forwarded to seaboard from such depots except 
at the direction of the War Shipping Administrator. 


c. Ss. D. BOX CAR ORDERS 

Chairman Kendall, of the A. A. R. car service division, 
has issued circular C. S. D. 145-E canceling C. S. D. 145-D and 
supplement 1 thereto, governing the handling of box cars 
equipped with automobile loading devices. He said that, with 
the demand for device equipped cars, including both 40 and 50 
foot, increasing to a marked degree on account of loading re- 
quirements for military vehicles of all sorts, it was necessary 
fully to restore the regulations heretofore applicable which 
were suspended in western territory under supplement No. 1 to 
C. S. D. 145-D. 

Chairman Kendall also has issued supplment No. 8, revis- 
ing special car order No. 42, superseding and canceling all 
previous issues. 

“The purpose of this reissue is to bring up to date the 
various changes in the series and numbers of cars, as shown 
in the October Equipment Register, and to emphasize the ex- 
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treme urgency of absolute segregation of these cars for pref- 
erential government freight and strict enforcement of the pro- 
visions of the order in the handling of these cars when empty,” 
said he, adding it was extremely important that the greatest 
possible use be obtained of the 50-foot box car supply “and such 
cars should not be used for any loading that does not require 
this type of car, but should be handled strictly in accordance 
with the provisions of this order.” 


RAILROADS AND WAR BOND SAVINGS 


On invitation, representatives of the railroad industry met 
with officials of the Treasury Department November 19 in 
Washington in connection with the department’s war savinzs 
drive. They adopted a resolution calling for efforts by the 
railroads to reach a goal of subscription to war savings bonds 
and stamps to the extent of 10 per cent of payrolls by Jan- 
uary 1. 

It was stated at the meeting that all the railroads now had 
a payroll savings plan in effect, that the railroads were the first 
industry to institute adoption of that plan generally among 
their employes, that they ranked ninth among the country’s 
industries in the number of employes participating, twelfth in 
the percentage of employes participating, and twelfth in the 
per centage of payrolls diverted to the war savings program. 








REFRIGERATOR CAR STOVES 


W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, has asked destination lines 
participating in the movement of potatoes from Maine, loaded 
in refrigerator cars protected from frost damage by charcoal 
stoves placed in the bunkers, to take the stoves out of the cars 
at destination points in territory from which cars do not return 
and obtain prompt movement of the stoves back to the loading 
points. He said it was essential that a full supply of these 
stoves be available and noted that the number of such heaters 
was limited and that under the present priorities regulations 
no additional stoves could be obtained. 

“It is anticipated,” he said, “that the receivers will remove 
these stoves and in cooperation with representatives of the 
Eastman Car Company arrange for their return movement to 
Maine. It will be appreciated, however, if railroads receiving 
Maine potatoes will advise local agents concerning the situation 

. . and the necessity for cooperative measures to insure the 
complete recovery and prompt return of stoves used in this 
service.” 





TRANSPORTATION OF EXPLOSIVES 


The Commission, in No. 3666, has issued new and amended 
regulations for the transportation of explosives and other dan- 
gerous articles by rail in freight, express, and baggage serv- 
ices, and by water and highway, effective on and after Feb- 
ruary 1, 1943. A number of them are the result of the pres- 
ent emergency. The regulations provide for the conservation 
of materials and transportation, including the loading of crude 
petroleum oil and gasoline to 98 per cent of combined shell 
and dome capacity of tank cars under special limitations, use 
of lighter materials and substitute materials where materials 
are subject to priority. 


LUMBER TRANSPORT PROBLEMS 


Adoption of a voluntary tire conservation program for 
the lumber industry unanimously was recommended in Wash- 
ington on November 16 by lumbermen and W. P. B. repre- 
sentatives meeting at a conference of the W. P. B. lumber 
industry transportation advisory committee, the W. P. B. 
announced, November 19. It said that the suggested program 
would include education of drivers and service men in the 
care of tires through use of motion pictures and educational 
literature; better road maintenance by elimination of rocks, 
ruts, stumps and other obstructions from private logging roads, 
and greater use of railroad facilities and mechanical loaders. 

Howard C. Richardson, representing the Office of Price 
Administration, recommended that lumbermen make contact 
with the state Tire Rationing Administrators through their 
local lumber associations to present their case for tire allot- 
ments. He said any trucker might request investigation of 
inequality of distribution by local boards. 

A scarcity of flat and gondola cars for movement of logs 
presented some serious problems for transportation, an ijindus- 
try representative declared. Improvement in the railroad car 
situation, it was agreed, would follow strict adherence to the 
practice of shipping in carloads and with cars loaded to ca- 
pacity. 

In the interest of tire conservation, J. K. Pearce of the 
W. P. B. lumber production section suggested investigation 
of the possibilities of eliminating truck hauls of logs and lum- 
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ber over roads parallel to a rail line. Rubber might be cop. 
served, he said, by making more use of rail hauls. 

David J. Holmes of the transportation division of W. P. B. 
suggested to the committee the advisability of cooperation with 
local or branch headquarters of the Office of Defense Trans. 
portation in regard to local millwork trucking and less-thap. 
carload millwork shipments. 

One lumberman suggested greater efficiency in operation 
of logging trucks may be obtained by greater use of me. 
chanical loaders. 





TRUCKS IN COLLECTION OF FATS 


In an announcement of plans for facilitating the collection 
of waste kitchen fats in areas far from rendering plants, R. 
K. White of the War Production Board’s Conservation Division 
said that two collection methods were available to these com- 
munities. 

Under one plan, he said, the local salvage committee would 
call a meeting of all meat dealers in its area and request one 
or more of them to act as a central collection point, arranging 
pick-up and delivery to the central point by each dealer jn 
turn, once or twice a month. Voluntary services of truckers, 
he said, would also be sought for this work. In this case, he 
said, collectors would be asked to pack the salvaged fat in 
110-pound lard pails or other suitable containers and ship by 
rail or commercial truck route to the designated renderer, 
Under the alternative plan, he said, the local salvage committee 
would be asked to get local hides, skins or junk collectors to 
make the fat collections from meat dealers and locker operators 
and ship it to the renderer by the most convenient route. 


TRUCK TRAILER PRODUCTION 


Production of all sizes of truck trailers was stopped and 
the time within which a specified number of heavy trucks might 
be produced was extended by amendments to two orders issued 
November 19, by the W. P. B. director general for operations. 

Amendment No. 2 to supplementary limitation order L-1-g 
redefines the class of truck trailers prohibited by deleting from 
the definition in the original order the phrase, ‘having a load- 
carrying capacity of 10,000 pounds or more.” The effect of 
this omission is to prohibit the manufacture of truck trailers 
of all sizes. 

Amendment No. 1 to supplementary limitation order L-1-h 
extends the time (originally August 1, 1942, to December 31, 
1942) within which the 4,000 heavy trucks authorized under 
the order may be produced to the period August 1, 1942, to 
March 31, 1943. It does not increase the number of heavy 
trucks authorized for manufacture. 


MOTOR COMMON CARRIERS AND MAIL 


Representative Hare, of South Carolina, has introduced 
H. R. 7786, authorizing the Postmaster General, when he is of 
the opinion that adequate railroad facilities are not available 
for the transportation of the mails, to require ‘‘any common 
carrier by motor vehicle subject to the interstate commerce 
act” to transport such mail matter, in the manner and under 
the conditions and with the service prescribed by the Postmas- 
ter General. The bill provides, further: 


All provisions of law applicable with respect to the transporta- 
tion of mail matter, and service connected therewith, performed by 
railway common carriers, including provisions of law with respect to 
the establishment of rates and compensation for such transportation 
and service, except to the extent that the Postmaster General finds 
that the application of such provisions is unnecessary or inappropriate, 
shall apply in the case of the transportation of mail matter, and 
service connected therewith, performed by common carriers by motor 
vehicle pursuant to the provisions of this act. 





MULTIPLE LOADING RULE 


The railroads are proposing a revision of Classification 
Rule 33, paragraph (a), to be published on ten days’ notice, 
as follows: 


(a) Except as otherwise provided in this rule, more than one but 
not more than three carload shipments, each of which is tendered to 
the carriers as a carload shipment and equals, exceeds or is charged 
at tariff carload minimum weight, from one, two or three consignors, 
to one, two or three consignees, may be handled in a single car from 
one, two or three points of origin in the United States to one, two 
or three destinations in the United States, provided, each origin other 
than the first and each destination other than the final destination is 
either directly intermediate or intermediate under tariffs authorizing 
stopping in transit of carload freight to complete loading or to partly 
unload via the route over which the rate applies from the first point 
of origin to the final destination. Each such shipment will be considered 
and treated for the purpose of applying rates and charges and ren 
dering transportation services as if it were shipped in a separate cal. 
The minimum weight applicable to each such shipment will be that 
applicable for a car 40 ft. 7 in. in length. 
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Henry Addresses Ad Men 


Robert S. Henry, assistant to the president of the Associa- 
tion of American Railroads, in charge of public relations, speak- 
ing at a luncheon meeting of the Chicago Federated Advertis- 
ing Clubs November 18, outlined the program used by the rail- 
roads in recent years to bring to the American public an ap- 
preciattion of the importance of the railroads in life and busi- 
ness and the excellent manner in which they were doing their 
job. A decade ago, he said, the public was taking the rail- 
roads aS a matter of course. Except for the comparatively 
small group who controlled the country’s freight traffic and 
were fully aware of the progress of the railroads, few knew 
that they had embarked on a continuing program of improve- 
ment in 1923; that they had achieved a new dependability in 
service; that car shortages had been abolished and that they 
were, in fact, the “greatest example of coordinated business 
on the face of the earth.” That coordination, he said, was best 
shown in the fact that this was the only continent with a single 
standard track gauge and the fact that there was complete in- 
terchangeability of freight cars. 


When the railroads set out, a few years ago, to make the 
public aware of those facts, he said, it was decided that the A. 
A. R. should tackle the job only so far as it had national as- 
pects. It was appreciated that conditions on the various rail- 
roads made it necessary for the national campaign to be based 
on a “common denominator,” which was the freight service. 
That program had been radically altered since the entrance 
of the United States into the war, he said, and the railroads 
were now faced with the paradox of advertising to the public, 
not in an effort to get more business, but in an effort to per- 
suade them to use the railroads less—particularly in passenger 
transportation. The railroads could not and did not want to 
tell the people when and where to travel, he said, but they 
hoped to persuade them to use judgment in reducing travel 
to necessary occasions and to accept the fact that equipment 
and service might not be as good as they had become ac- 
customed to. Local problems and local services were to be 
left in the hands of individual railroads so far as advertising 
was concerned, he said, but the A. A. R. expected to continue 
its general campaign in an effort to convince the public that 
the railroads were doing a good war job. 

Lloyd Maxwell, president of the C. F. A. C., presided. The 
speaker was introduced by George Kelly, vice-president, the 
Pullman Company. 


Railroad Earnings 


Preliminary reports from 85 Class I railroads, representing 
81.2 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those rail- 
roads, in October, 1942, had estimated operating revenues 
amounting to $595,015,347, compared with $420,465,116 in the 
same month of 1941, or an increase of 41.5 per cent. 


“Freight revenues of the 85 Class I railroads in October, 
1942, amounted to $471,730,462 compared with $355,988,961 in 
October, 1941, or an increase of 32.5 per cent,” says the asso- 
ciation, adding: 


Passenger revenues in October, 1942, according to these preliminary 
reports from the 85 Class I railroads, totaled $85,326,815 compared with 
$35,693,679 in October, 1941, or an increase of 139.1 per cent. 


Eastern District 


Thirty-two Class I railroads, representing 89.4 per cent of total 
operating revenues in the eastern district in October, 1942, had esti- 
mated operating revenues of $293,497,134 compared with $224,434,337 
In October, 1941, or an increase of 30.8 per cent. 

Freight revenues of those railroads in October, 1942, amounted to 
$230,669,654 compared with $188,954,956 in October, 1941, or an increase 
of 22.1 per ceat. 

, Passenger revenues of those roads in October, 1942, totaled $43,- 
047,242 compared with $20,406,924 in October, 1941, or an increase of 
113.4 per cent. 


Southern District 


Seventeen Class I railroads, representing 67.2 per cent of total 
operating revenues in the southern district, had estimated operating 
revenues in October, 1942, of $66.876,724 compared with $43,985,388 in 
October, 1941, or an increase of 52.0 per cent. 

Freight revenues of those railroads in October, 1942, amounted to 
$52,709,056 compared with $37,457,492 in October, 1941, or an increase 
of 40.7 per cent. 

Passenger revenues of those roads in October, 1942, totaled $10,- 
782,155 compared with $3,906,136 in October, 1941, or an increase of 
176.0 per cent. 


Western District 


Thirty-six Class I railroads, representing 75.6 per cent of total 
operating revenues in the western district, had estimated operating 
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revenues in October, 1942, of $234,641,489 compared with $152,045,391 in 
October, 1941, or an increase of 54.3 per cent. 

Freight revenues of those railroads in October, 1942, amounted to 
$188,351,752 compared with $129,576,513 in October, 1941, or an in- 
crease of 45.4 per cent. 

Passenger revenues of those railroads in October, 1942, anfounted 


to $30,997,418 compared with $11,380,619 in October, 1941, or an increase 
of 172.4 per cent. 


INSTRUCTIONS ON SHIPPING WAR MATERIAL 


Publication of a guide book for shippers of war material 
has been announced by the War Department. 

Methods of protection against moisture and corrosion of 
machined parts, assemblies, and delicate instruments receive 
detailed attention in the book, the title of which is ‘Army-Navy 
General Specifications for Packaging, Packing and Marking for 
Overseas Shipment.” Emphasis also is placed on the most 
efficient use of common types of containers, techniques of in- 
terior packing, bracing and blocking, and selection of the type 
of packaging which will afford greatest protection while 
occupying a minimum of shipboard space. The publication is 
illustrated and indexed. 

Manufacturers and shippers may obtain copies without 
charge from the Office of the Quartermaster General, Wash- 
ington, D. C. 


MINIMUM CARLOAD WEIGHTS 


The Commission has discontinued I. and S. No. 5156, Rule 
34—Car Substitution, involving a proposal of rail carriers to 
cancel provisions of Rule 34 of the Consolidated Freight 
Classification, relating to minimum weights of cars that might 
be furnished in lieu of cars ordered by shippers. The Com- 
mission said the respondents, under special permission, filed 
tariffs effective November 5 canceling the schedules under 
suspension. By cancelation of the provisions, the railroads 
would have put into effect permanently the situation created, 
presumably for the duration of the war emergency, by service 
order No. 68, which became effective February 15 (see Traffic 
World, Oct. 17, p. 908). 


FOOD DEHYDRATION AND SHIPPING SPACE 


Requirements for dehydrated foods in 1942-1943 would 
save over 136,177 tons of packaging material, 1,239,524 cars of 
shipping space, and a corresponding number of man-hours, said 
R. Harry Armenta, chief of the War Production Board’s de- 
hydrated foods section, in an address November 19 before the 
annual meeting of the Grocery Manufacturers of America, Inc., 
in New York City. 

Mr. Armenta spoke of the work done by a committee on 
food dehydration appointed by Chairman Nelson of the War 
Production Board and composed of representatives of the army, 
the Department of Agriculture, and the W. P. B. He said that 
the dehydration industry in 1940 consisted of about 15 plants 
and produced 6,000,000 pounds of dehydrated vegetables and 
that in the year ending June 30, 1943, there would be a vastly 
increased output, with 120 plants in operation, capable of pro- 
ducing 100,000,000 pounds of dehydrated foods. He said there 
were many new developments in the industry and that one of 
the most important of these was packaging by compression. 
That method, he said, made possible an average saving of 40 
to 50 per cent in volume. 


POST-WAR PROJECTS LEGISLATION 


Representative Beiter, of New York, has introduced H. R. 
7782, authorizing an appropriation of $25,000,000 for allotment 
by the President to federal agencies and an appropriation of 
$75,000,000 for advances by the President, through a federal 
agency or agencies designated by him, to state or local agencies, 
for the making of “such plans as may be necessary to facilitate 
and expedite the selection and inauguration during the post- 
war period of those public works and improvements that will 
assist in providing employment opportunities and demands for 
industrial products when the nation’s men and machines are 
demobilized.” 

In discussion of the bill, Mr. Beiter said that under its pro- 
visions additional funds might be allotted for purposes such as 
the development of integrated road-building programs by the 
Public Roads Administration and the making of authorized pre- 
liminary examinations and surveys of river and harbor and 
flood-control projects and for preparing detailed plans and 
specifications for authorized projects by the army corps of 
engineers. He noted that the bill carried a specific statement 
that none of its provisions should be deemed to interfere in 
any way with the conduct of the civil functions of the army 
corps of engineers. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga 
‘ion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
lepartment will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications o7 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Harle Building. Washington. D C 
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Tariff Interpretation—Application of Exceptions to Rule 10 in 
Classification Exceptions Tariff to Rates in All Commodity 
Tariff 


New York.—Question: We would like your opinion re- 
garding the application of rates as published in the tariffs re- 
ferred to below. 

Application of rates: Commodities in mixed carloads ver- 
sus application of class rates and exception to Rule 10 on mixed 
carload shipments. The tariffs involved are New York Cen- 
tral Railroad Freight Tariff No. 3200, I. C. C. No. 17, Lehigh 
Valley Railway Tariff I. C. C. No. C-9008, and Agent Curlett’s 
Exceptions Tariff No. 90-I, I. C. C. No. A-748. 

We shipped mixed carloads to Boston, Philadelphia and 
New York, which include commodities subject to carload rates 
of 4th class and higher, on which we believe rates published in 
Lehigh Valley and New York Central tariffs above referred to 
are applicable. These two tariffs carry title pages reading 
“Local and Joint Freight Tariff applying on commodities, in 
mixed carloads, as described on page 3 of tariff as amended.” 
Page 3 of the tariff provides that the rates may be applied on 
“All commodities named in the Official Classification, except as 
noted when shipped in mixed carloads, carload minimum weight 
30,000 pounds. . .” 


We contend the all-commodity rates published to meet 
motor truck competition in the tariffs mentioned, which are 
considerably lower than the applicable carload class rates, un- 
der authority of the Rule 10 Exception in Agent Curlett’s Ex- 
ceptions Tariff No. 90-I, can fairly be applied on these move- 
ments. The railroads’ interpretation is that the provision in 
the Exception to Rule 10, reading “will be charged at the actual 
or authorized estimated weight and at the straight carload 
class or commodity rate (not mixed carload rate) applicable 
to each article. . .” prevents application of these all-commodity 
rates. 


The question seems to be whether an all-commodity rate 
(which is the term used in the rules or notes of the above 
mentioned tariffs), is or is not a mixed carload rate in the 
sense of that provision in the Exception to Rule 10 as published 
in Agent Curlett’s Tariff No. 90-I. Our interpretation is that 
rates published in the tariffs of the Lehigh Valley R. R. and 
the New York Central R. R., both of which are subject to 
Agent Curlett’s Exceptions, to apply on commodities in mixed 
carloads, are not to be confused with mixed carload rates as 
found in many commodity tariffs, for example, Transcon- 
tinental Freight Bureau issues, because those mixed carload 
rates cover a specific mixture of commodities usually named in 
the item or other items to which reference is made. A rate 
published to apply on any mixture of commodities subject to 
a carload rating in the whole Consolidated Freight Classifica- 
tion, certainly has a broader and more varied application than 
a simple mixed carload rate as such. The only similarity be- 
tween such rates, in our view, is they are both published to 
apply from stated origins to stated destinations. 


The intention of eliminating the application of mixed car- 
load rates in the Exception to Rule 10 (or for that matter 
Rule 10 as carried in the Classification), is clearly one of re- 
stricting rates applicable, to those commodities which move 
in straight carloads by themselves, as well as in mixed car- 
loads with kindred products, instead of on a group of commodi- 
ties that move together for various commercial reasons, which 
in the latter case may have been assigned to move certain 
traffic only in such groupings. Moreover, no restriction is 
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placed on the composition of such mixed carloads, whereas jn 
the case of the two tariffs herein discussed, there is a rule 
restricting the mixture to a maximum of 50 per cent of the 
commodity. 

Since there are no specific restrictions contained in the 
two railroad tariffs mentioned, preventing application of the 
rates published on commodities moving in mixed carloads that 
otherwise qualify under the provisions of those tariffs, and be. 
cause those tariffs obviously are intended to apply on carload 
mixtures, and further, since these two commodity tariffs con- 
tain alternative provisions for the application of other listeq 
tariffs when lower charges result, we feel there should be no 
= about applying them as the lowest legally published 
rates. 

_ Answer: We are unable to locate a decision of the Com. 
mission in which this question has been considered. 

It is, however, our opinion that as the tariffs to which you 
refer, in making reference to Agent Curlett’s Exceptions Tariff 
No. 90-I, carry the qualifying clause ‘‘except as otherwise pro. 
vided herein,” there is no authority for applying the provisions 
vf the Exceptions to Rule 10 of the Consolidated Classification 
which would result in impairing the application of the rates 
published in the all commodity tariffs as mixed carload rates. 


Refusal of Damaged Goods by Consignee 


Ohio.—Question: Would you be kind enough to give us 
your opinion on the following matter supported by court pro- 
ceedings, if at all possible? 

_A shipment of paint is moving from A to B. Just before 
delivery to B, the drum of paint is damaged and the paint 
immediately removed and put into a new drum. 

The consignee then refuses the merchandise and when it 
was brought back and attempted to be returned to the shipper 
it was again refused. Claim was entered at retail price. A 
pie orga the shipment for B and suffered no loss in the trans- 
action. 

The question is, have they or have they not the right to 
receive two profits on one sale. The shipper himself admits 
that he is making two profits on the one sale. 

Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part of 
them is lost, the consignee, it is said, cannot abandon the 
consignment and sue for the full value, but must accept the 
goods as tendered and sue for damages. Myer vs. Vicksburg 
R. Co., 6 Sou. 218; Morell vs. Northern Central R. Co. (N. Y.), 
16 Hun. 585; Freeman vs. Weir, 94 N. Y. S. 327; Cent. of Ga. 
R. Co. vs. Montmollen, 39 Sou. 820; Parsons vs. U. S. Express 
Co., 123 N. W. 776; Reason vs. Detroit, etc., R. Co., 113 N. W. 
596; C. C. C. & St. L. Ry. Co. vs. Bement-Rea Co., 154 N. E. 
32; Crinnella vs. Northwestern Pac. R. Co., 259 Pac. 774; Pat- 
terson vs. R. Co., 195 S. W. 1163, and R. Co. vs. Novet, 199 
S. W. 496. 

It is impossible, it is said, to distinguish in principle be- 
tween damages due to delay and damage due to impairment 
of value by physical injury to goods. The person entitled to 
goods shipped cannot, on account of delay, refuse to receive 
them and sue for the full value. However, the unlawful refusal 
of the consignee to accept damaged goods, and his action in 
bringing suit for their value, is of no consequence where it 
does not appear that any different result would have been 
reached had the consignee received the goods in their injured 
condition and then sued for damages. G. C. & S. F. Ry. Co. 
vs. H. B. Pitts & Son, 83 S. W. 727. 

Where, however, the goods are so materially damaged as 
to destroy their value, the consignee may, of course, refuse 
to accept and sue for the full value, since in that event nothing 
that the consignee might do would lessen the loss and s0 
diminish the carrier’s liability. G. C. & S. F. Ry. Co. vs. H. B. 
Pitts & Son, 83 S. W. 727; McGrath vs. C. & W. C. Ry. Co. 
75 S. E. 44. 

The above is a statement of the law relating to the refusal 
of damaged goods by the consignee thereof. 

If a consignee may not lawfully refuse to accept a dam- 
aged shipment, only such damages, if any, as resulted from 
injury to the goods and not the value of the shipment may be 
recovered in the instant case. 


R. C. C. DISTRIBUTION 


E. G. Buckland, president of the Railroad Credit Corpora- 
tion, has authorized the following statement: 


A liquidating distribution will be made November 30, 1942, of 
% of 1 per cent of the fund as of October 31, 1942, amounting to 
$366,803.52. Of this amount $328,025.09 will be paid in cash and $38,- 
778.43 will be credited on carriers’ indebtedness to the corporation. 
This will bring the total amount distributed to $63,910,966.04, or 87 
per cent of the original fund contributed by carriers participating in 
the marshalling and distributing plan, 1931. Of this total, $35,650,504.9 
will have been returned in cash and $28,260,461.14 in credits. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Income and Capital Account 


Editor the Traffic World: ; 
In your issue of November 7, you use the following 
language: 


And there is another thing that the entirely frank person must 
take into consideration. Perhaps those in charge of the allocation of 
material do consider it to an unreasonable degree. That is the readi- 
ness of railroads to buy equipment now in face of huge excess profits 
taxes. Manifestly, what they can spend in this way costs them little 
or nothing for, if they do not spend it, they will have to pay it in 
taxes. The railroads are not the only business people who look with 
more favor now than in ordinary times on proposals for spending 
their money. * * * 


You seem to be laboring under the impression that if a 
railroad company buys equipment it can deduct the cost of 
such equipment in computing its excess profits for excess 
profits tax purposes. Such an impression is quite common and 
is entirely incorrect. Capital expenditures such as the pur- 
chase of equipment are not deductible in computing either in- 
come taxes or excess profits taxes. Therefore, you are en- 
tirely wrong when you state that manifestly what the rail- 
roads spend for the purchase of equipment costs them little or 
nothing and you are doing them an injustice in impugning their 
motives or detracting from their efforts to provide adequate 
equipment to meet the needs of our war effort. 

J. P. Plunkett, 
General Attorney, 
Great Northern Railway Co. 
St. Paul, Minn., Nov. 14, 1942. 





We are fully aware of the point Mr. Plunkett makes, though we 
should have been more specific. Money spent for equipment, while 
charged to capital expenditure, may be deducted from taxable income 
if spread over a term of years. Others have written making the same 
point. This will serve as an answer to all of them.—Editor The 
Traffic World. 


Tribute to “*A. E. H.”’ 


Editor the Traffic World: 

The caption in the Traffic World of October 31, “ ‘A. E. H.’ 
Retires,” was news equivalent to a headline ‘“F. D. R. Declines 
Nomination for Presidency.” 

I first met “Heiss” in 1904, when, as a messenger at the 
enrolling room at the House of Representatives, I came in contact 
with the newsmen on “the Hill.” During all these intervening 
years, ‘“Heiss” has not changed in his smiling greeting, cheerful 
disposition, and keen ability for analyzing men and events. 
With the passing of Charlie Hamilton, the service of “Heiss” 
undoubtedly makes him the dean of the profession in Wash- 
ington. 

The Traffic World is to be congratulated on having an 
available successor on its staff of the caliber of Stanley Smith, 
Who possesses the qualifications and character necessary for 
the exacting job he is called on to fill. 

Please convey to “Elmer” a friend’s appreciation of his 
Services to the Traffic World and its readers. 

Ivan Bowen, 
Bowen and Bowen, Attorneys. 
Minneapolis, Minn., Nov. 7, 1942. 


Likes the Arnold Procedure 


Editor the Traffic World: 

Your editorial of October 3, plus the critical transport sit- 
uation, induces the following: 

For many years, as a shippers’ traffic man, I have pro- 
tested the spurious carrier tariff issues and now admire the 
government effort to correct abuses of the rate-making ma- 
chinery of the carriers and resent the undue criticism of Thur- 
man Arnold’s anti-trust efforts in rate bureau matters. 

Your expressed perplexity in the editorial of October 24, 


“A Case of Non-Support,” must be explained by the inherent 
dislike by honest traffic men of current rate-making and com- 
plicated tariffs and the resulting evils. The very able Open 
Forum letter on fourth section mileages and divisions in the 
September 26 issue of your magazine by Mr. Cummins, of 
Houston, should disclose to all the non-essentials in present 
rate-making. 

The present system of making and publishing rates is de- 
fective and out-moded so that intelligent, fair-minded shipper 
and railroad transport men, with others, criticize it vehemently 
as basically wrong, with legion good men grievously hurt on 
account of it. That may answer your question. 

Under propitious conditions, a modern system for comput- 
ing common carrier service charges is possible, thus to elimi- 
nate a half million weekly filching of the shipping public by 
carriers who themselves, no doubt, feel by now morally unable 
to reply rationally through their Association of American Rail- 
roads to the challenge set forth in your courageous editorial. 

In the same issue (October 3), Mr. Pelley, of that associa- 
tion, beclouds the Chicago subpoena question in a very smooth 
statement about “congestion.” He must have soft-pedalled 
what he would like to have expressed, and, no doubt, fears 
much stricter government control or ownership currently be- 
ing modified by the O. D. T. set-up, which, in turn, has im- 
plications requiring post-war decisions by real statesmen. But 
if you really condone his gesture of hiding his monopoly in the 
skirts of the Commission (which has much to explain to the 
Congress), then you have not adequately observed the current 
moves of that association under cover of the present emergency. 

Briefly, we need now an over-all transport board of capable, 
strong, independent, honest men with vision, and then a com- 
plete practical rewriting of transportation law. 

Think also of the quality manpower (possibly over 
200,000), that can be released from or shifted within transport 
services through a simple, honest system of computing and ap- 
plying the service charges. 

T. H. Trelford, T. C. 

Duluth, Minn., November 17, 1942. 


Railroad Labor Problem 


Editor the Traffic World: 

One way or another labor is always of concern to the rail- 
roads. Perhaps this is inevitable in an industry which so notice- 
ably reflects the quality of its personnel. For years railroadmen 
were, to a marked extent, the aristocrats in the labor field. To 
be a railroadman was the objective of every boy. Prestige, 
skill, good wages, and a well organized group were the magnetic 
forces which made it relatively easy for management to get not 
only help but good help. 

Railroads today, if one can judge from rather superficial 
evidence, do not have the drawing force they once enjoyed. The 
carriers, along with all industry, need labor and must compete 
for it under terms which are not exactly favorable. Other in- 
dustries offer wages and working conditions which are appar- 
ently more conducive to getting help than do the roads. In 
addition to these handicaps, labor is short in both the skilled 
and unskilled fields. There are no panaceas in sight which will 
readily remove the shortage. Enginemen must still be trained; 
telegraph operators need to learn railroad jargon and routine; 
clerks require some initial instruction and much experience. 

In recruiting labor for some departments the carriers are 
handicapped by (1) the seniority system, (2) the spare board 
(irregular employment), (3) the somewhat mediocre level of 
wages. 

The seniority system under normal conditions can be a 
good system under which to work. Recognition and protection 
of job rights mean a good deal to any man regardless as to 
the nature of his work. During a period of abnormal expan- 
sion in the labor force, one which we all hope and many rail- 
roads feel certain will be temporary, seniority privileges, how- 
ever, have little to offer a ‘new’ man. Generally speaking, he 
gets the least desirable assignments either in kind or time. Of 
them, the spare board is for many the most unsatisfactory. 
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Generally, being on it means only occasional work; or work 
when no one else wants it. (This often happens when the 
“spare’”’ would like to have time off, too.) As an apprentice 
system and as a foundation for a person entering the service 
for a career, however, it is tolerable. Under it a new employe 
can get a wide range of experience not easily acquired on a 
definite or permanent assignment. 

The carriers have probably absorbed all the “career- 
minded” eligibles. Perhaps the best indication of that is their 
urging “old-timers” to return to the service. Currently carriers 
must compete with all industry and, so far as skilled or semi- 
skilled help is concerned, industry pays better wages, assures 
full employment, and provides employment on terms acceptable 
to the employe. Carriers have little alternative but to meet 
these conditions. A possible way out may exist. Carriers might 
set up a non-seniority list of assignments—assignments which 
would carry more pay and be regular jobs for the duration, 
plus six months. Arrangements of a similar sort already exist 
in some types of work and are known as ‘war service appoint- 
ments.” 

Only employes hired since the job-expansion program be- 
gan would be permitted to request assignment to these non- 
seniority jobs. The recent period of rehiring may have begun 
in 1937 for some roads and later for others. This detail is one 
that could be determined quite readily. Employes taking these 
assignments would forfeit their rights for the duration. New 
employes would accumulate no rights if assigned to these jobs. 

The particular jobs to be assigned and the scale would have 
to be worked out by trial and error, sometimes called experi- 
ence. Presumably, jobs for which there are no bids would be 
the first to go on the non-seniority basis. 

Alfred A. Brown, 
Assistant Research Professor, 
Amherst, Mass., Nov. 12, 1942. Mass. State College. 


Molasses in Bags 


Editor the Traffic World: 

The Los Angeles Times of August 14 carried the following: 
“Oil Shipped Experimentally in Synthetic Rubber Cells. New 
Container Developed by Martin Aircraft Co. Tried Out as 
Possible Answer to Eastern Shortage.” Then it quotes an AP 
dispatch from Washington, August 13, as follows: “An ordi- 
nary freight car carrying a load of oil in big synthetic rubber 
cells rolled into Washington today from Indiana. * * * 

Immediately my mind went back to the fall of 1893. I was 
the freight rate clerk in the New York office of the Canadian 
Pacific Railway, then located at 353 Broadway, New York City. 
I was nineteen years old, small in stature, and endowed with an 
inordinate appreciation of humor, especially when on the send- 
ing end. 

In those days freight traffic was highly competitive. The 
Commission had not yet developed its teeth. Rebates, passes 
and champagne were the tools used by freight agents to get 
traffic. Only rate clerks studied tariffs; the contracting agents 
were too busy securing the traffic to be bothered reading a 
tariff. 

It was in November, the entire Atlantic was being swept 
by one of those pre-winter storms accompanied by rain, hail, 
snow and sleet, driven by a howling gale. It was about 10 
a. m.; all the contracting agents were out of the office (prob- 
ably in Wildey’s), except Mr. Metcalf, of the Blue Ridge Des- 
patch. At 10:30 he was still there, with no apparent inten- 
tion of going out, as he was very intent on the morning paper. 
I had nothing to do, so I tried to conjure up some activity to 
occupy my time. Observing Mr. Metcalf so comfortably en- 
sconced, while all the other men were out in the field, an idea 
struck me. I went to the telephone booth and called up the 
Blue Ridge Despatch; Martin Bevans answered. In my best 
foreign dialect I said: “This is Dinkelspeil, Oppenheimer and 
Company, 34 South Street. I vont to get a rate on molasses 
in bags, carloads, from New Orleans to Chicago.” Through 
the window of the booth I could see Bevans pouring through 
the rate sheets; finally he said: ‘I don’t find molasses quoted in 
bags; it is only specified in barrels and casks.” I said: ‘Yes, 
I know, but I have a patented bag which I guarantee not to 
leak, and please to have your man call on me this morning 
and I'll tell you all about it; and please to keep this confiden- 
tial about using bags. This he agreed to do. In a short while 
Metcalf walked by my desk on his way out, all equipped for 
the storm—umbrella, rubber coat and goloshes. He knew 
South Street faced New York Bay where the elements had a 
full sweep of the water front and he was scowling as he 
passed me heading out into the storm. At about 3 p. m. he 
returned; he was mumbling, the rain was running in a stream 
from his rain coat and umbrella; and he didn’t at all seem to 
be happy. Inadvertently I passed his office and I heard him 


say to Martin Bevans: “I can’t find that damn place, I got 
soaked looking for it.” 
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The storm was still raging the next morning. The con- 
tracting agents were out in it looking for business (or possibly 
in Wildey’s), all except Metcalf. Again I called the Blue Ridge 
Despatch; Bevans answered; I said: “This is Mr. Dinkelspeil, 
of Dinkelspeil, Oppenheimer and Company; haf you got for 
me my rate, und vy hass not you man called on me?” He re. 
plied: “I telegraphed the general office at Baltimore, but they 
only quote molasses in barrels and casks and tank cars. Our 
Mr. Metcalf couldn’t find your place.” “Vat,” says I, “he 
couldn’t find 34 South Street in Brooklyn? Vy everyone knows 
vere ve are; if you vant this business he better call on me 
this morning, sure; und please to telegraph your general office 
to get me a classification ruling on molasses in bags, and tell 
them to keep this confidential.” In a very short while Met- 
calf heads out of the office for the Brooklyn water front, which 
also has a South Street, all equipped for the storm. At about 
3 p. m. he returned; his umbrella turned inside out, and | 
could hear the water sloshing in his goloshes. He was dis- 
tinctly the worse for wear and was mumbling profusely as he 
passed my desk. I waited until he reached his office, and then 
strolled by. I heard him give Bevans hell for “sending him 
on a damn fool errand in such hellish weather,” and complain- 
ing to Mr. Warner in loud tones, saying: “I’d choke that damn 
Dinkelspeil if I could lay hands on him.” The next morning 
I again called his office, Bevans again answering. I said: “This 
is Dinkelspeil, Oppenheimer and —” but he broke in with 
“just a minute.” Then Metcalf came in on the line. I repeated 
my salutation, when all Hell broke loose. Feeling that it was 
getting a little too serious, I eased the receiver on the hook 
and sidled out of the booth to my desk, and became very busy. 

When the story broke, Bevans was molasses and Metcalf 
was Dinkelspeil, and while both of them were of the most 
inoffensive types, you could start a personal war at any time 
by just mentioning these names in their presence. Metcalf 
vowed he’d kill the offender if he could lay hands on him. As 
I had not confided in anyone I was able thoroughly to enjoy 
the amusement afforded by what was intended as an inoffensive 
little rainy day joke. 

Nearly half a century has passed since the creation of the 
firm of Dinkelspeil, Oppenheimer and Company, and its pat- 
ented bags for shipping molasses, which were guaranteed not 
to leak, to the actual accomplishment of shipping liquids in 
such containers. Truly “coming events cast their shadows 
before.” 
: Names, places and incidents mentioned above are all true 
in every particular. I left New York and my interests in 
freight transportation in 1910, and lost all contact with all my 
old and dear friends. I sincerely trust that, should any of 


them be still alive, they will now be able to look back to the 
old days and also laugh. 


W. H. Wiegelman. 
Los Angeles, Calif., November 14, 1942. 


TRANSSHIPMENTS AT CANAL ZONE 


_ In a proposed report in No. 620, Restrictions on Trans- 
shipments at Canal Zone under Agreement No. 3302, Examiner 
F. J. Horan, of the Maritime Commission, has recommended 
that the commission find that Agreement No. 3302 of the As- 
sociation of West Coast Steamship Companies, an association 
of common carriers engaged in transportation from Pacific 
ports of Columbia and Ecuador to United States and other 
ports, has been disregarded by respondents in respect to the 
filing of tariffs with the commission, that the agreement is 
unfair as between carriers and that it operates to the detri- 
ment of the commerce of the United States. The proceeding 
was instituted by the commission on its own motion to de- 
termine whether or not the agreement, as amended, should be 


— or canceled. In his recommendations the examiner 
said: 


The commission should find that respondents disregard the organic 
agreement in respect to the filing of tariffs with the commission; that 
respondents’ share of the revenue from the joint through rates on 
traffic from Pacific ports of Colombia or Ecuador to United States ports 
on the Atlantic or Gulf of Mexico thansshipped at Balboa or Cristobal 
should not exceed 50 per cent less one-half of the transfer charges at 
the port of transshipment; that the organic agreement of the associa- 
tion results in respondents’ receiving more than 50 per cent of such 
revenue less one-half of such transfer charges and is, therefore, unfair 
as between carriers, and that the organic agreement interferes with the 
lawful movement of traffic from Pacific ports of Colombia and Ecuador 
to United States ports on the Atlantic and Gulf of Mexico and, there- 
fore, operates to the detriment of the commerce of the United States. 

Copies or memoranda of all unfiled cocarrier agreements to which 
respondents are parties and all of respondents’ rates, charges, rules, 
and regulations not filed and required by the organic agreement to be 
filed should be filed with the commission without delay. The obliga 
tion of filing the cocarrier agreements rests upon the carrier operating 
from Cristobal as well as upon respondents. If any of the respondents 
refuse to agree to the 50 per cent divisions without reservation, the com 
mission should disapprove the organic agreement. 
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- It is a day when heads will bow in reverence to a kind Providence. And though the 


world is at war and the powers of evil seemingly hold nations in their grasp, we in America are 


thankful for the opportunity given us to serve in the cause of freedom. 


Beeson We are thankful that our fighting forces are waging battle relentlessly; that our army 


mended and navy are engaged in a just cause; that our marines are striking telling blows; that our planes 
wo oes soar through treacherous alien skies to seek the enemy. 


Raper We are thankful, too, that we at home are permitted to help fight the good fight; that 


to the we have the privilege of supplying our armed forces with the sinews of war and that we may con’ 
ems tinue to do so until victory is won. 
— And we are thankful that America’s railroads cheerfully accept their responsibility; 
ould be that here at ““North Western”’ some 32,000 employees are keenly aware of the importance of their 
aed work in the war for freedom ...a war that shall end only when the forces of evil are consumed in 
the fires of their own greed and lust. 
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Make your reservations early and cancel them promptly if plans are changed. 
Don’t travel during week-ends unless absolutely necessary—go during the middle of the week. 
The DOs and DON'Ts 7 ea 
Be content with the space that is available. 
—_— of War Time Travel Don’t carry a lot of baggage—travel as light as possible. 
spon 


the com- - MUTT TUTTT TUT UGTAUI COT CGHOGLOGL OMT OOTOGOGHOGTUOLOGLOOLOGHOGLOOLUGTULLUGOGLOGL OOOO MOGMOG DEMS UO UMA OOA UAT EALOOIROAUOMDOGLANVOILGUOGOGROADOIICOACOL LOUGH UOT COGRLLLOGMOTTEOTOOTCOVOOTOGEOTTOGIOGTOGTOVEOTIOINOGLOTLOLOOTROTENT OT OT ENTIOTCNTENTLOTONTOTTOTIOTINTIOTTOT TOTO TUT TNT TUT ENT ETT TTT CTT TTT ITNT TNTTMMHT TMT ATEN TU CTITT ET TT LULL 


SU 





Personal Notes 


F. G. Gurley, vice-president, executive department, Atchi- 
son, Topeka and Santa Fe Railway, Chicago, has been elected 
a member of the board of directors. He succeeds Clarence M. 
Woolley, Santa Fe, N. M., who resigned after serving on the 
board for more than 12 years. 

C. C. Sampson has been appointed general agent, freight 
department, New York Central, at Tulsa, Okla., succeeding 
S. D. Powers, who died. 

The directors of the United States Lines have elected the 
following: Senior vice-president, A. J. McCarthy; vice-presi- 
dent and treasurer, Raymon M. Hicks; vice-president in charge 
of operations, Gallard F. Ravenel; vice-president in charge of 
freight traffic, V. J. Freeze. 

James F. Dickson, Jr., assistant treasurer of the H. B. 
Church Truck Service Co., Boston, Mass., has been appointed 
principal transportation specialist of the motor vehicle section 
of the Board of Investigation and Research. 

William A. Townes, general attorney for the Atlantic 
Coast Line, Wilmington, N. C., died November 10, at the age 
of 72. He had served with the company since 1904. 

M. S. Allison, assistant secretary and traffic manager for 
the Federal-American Cement Tile Company, has been re- 
elected general chairman of the industrial traffic council of 
the Chicago Association of Commerce. E. J. Leger, general 
traffic manager, Butler Brothers, has been elected vice-chair- 
man, and A. H. Schwietert, traffic director for the association, 
has been assigned to the council as general secretary. 

Richard E. Nash has been appointed terminal manager 
for the Inter-State Motor Freight System at Cleveland, suc- 
ceeding E. L. Winstead, who resigned. 

A. M. Schirp has been appointed city passenger agent for 
the Milwaukee Road at Cleveland. 

The Chicago and Southern Air Lines has announced the 
following appointments: John A. Nooney, treasurer; Robert H. 
Bolander, Jr., acting general counsel; Edward C. Schulz, di- 
rector, personnel department, all at Memphis, Tenn. Clause 
Sterling, pilot, has resigned to become chief pilot and assistant 
operations manager for the Willow Run airplane plant of the 
Ford Motor Company, Detroit. 

J. P. Heavers has been appointed assistant general freight 
agent, and J. J. Grogan, general agent, at Chicago, for the 
Minneapolis and St. Louis Railroad, rather than for the Mil- 
waukee Road, as erroneously reported in this column last week. 

W. W. Driskill has been appointed personnel assistant— 
mechanical motive power department, Norfolk and Western, 
at Roanoke, Va. 

Fred Edmonson has been appointed traveling freight agent 
at Hattiesburg, Miss., for the Mississippi Central, succeeding 
William H. Dever, who resigned. 

Members of the General Agents Council of Boston have 
agreed to hold “only an informal open luncheon” on the third 
Monday of each month for the duration of the war. 

The alumni association of the College of Advanced Traffic, 
Chicago, has elected the following officers: President, Vincent 
Zaccardi, assistant traffic manager, Bunte Brothers; vice-presi- 
dent, Fred Senkpiel, Hartman Freight Rate Service; treasurer, 
Carl Forsander, Chicago, West Pullman and Southern; finan- 
cial secretary, Hugo Zierfuss; recording secretary, Charles 
Anderson, Chicago Aircraft Assembly Company; parliamen- 
tarian, Howard Schauble, Kraft Cheese Company; members, 
board of governors, Albert Jones, Ruberoid Company, chair- 
man; Carl Walberg, Cities Service Oil company; John Hag- 
gerty, National Trailways; Joseph Kemper, Frisco Lines; Fred 
Woick, Wheelock Brothers. They will be inducted at the 
annual Christmas party at the Skyline Club, Chicago, Decem- 
ber 15. 

W. C. Money has been appointed city freight agent at 
Dallas, Tex., for the Kansas City Southern-Louisiana and 
Arkansas, succeeding H. L. Sullivan, who has entered military 
service. R. J. Tyner has also been appointed city freight agent 
at Dallas. 


NEW YORK SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York, at a meet- 
ing November 13, adcpted a resolution putting the conference 
in opposition to proposed increases in the charges for han- 
dling lumber in New York Harbor. The resolution was adopted 
after representatives of the lumber interests insisted that the 
increases would raise the price of lumber to consumers. 

W. L. Thornton, traffic manager, Port of New York Au- 
thority, reported on the recent hearing of the Trunk Line As- 
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sociation at which he testified for the association in opposition 
to the proposal to cancel Rule A-42, providing for free light. 
erage on less-carload shipments in the New York Harbor 
area, from Curlett’s tariffs. Charles W. Braden, general traffic 
manager, National Distillers Products Corporation, pleaded 
with shippers to cooperate in carrying out the intent of 0. 
D. T. general order No. 18. He said some modification of the 
rule was still expected. 

Fred L. Pomeroy, chairman of the association’s classifi- 
cation committee, spoke on rulings of the O. D. T. intendeq 
to clarify the status of less-carload and carload freight, for 
rate assessing purposes, after the cancellation of Consolidated 
Classification rule No. 15. He said he did not think there was 
any chance of obtaining the retention of Rule 15, which provides 
that, when the less-carload charges exceed those that would 
apply under the carload rates, the latter should apply. 


Traffic Club Doings 


Items for thts column are solicited and when they are sent and not 
published it is because they are twnappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value, THE Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is dessred. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor.p. 


The executive committee of the Associated Traffic Clubs 
of America has set the annual meeting of the association for 
January 19, 1943, at the Jefferson Hotel, St. Louis, Mo. The 
plans, so far as they have been developed, are for a one-day 
meeting confined strictly to business. Member clubs are to 
be asked to send only delegates. There will be no program of 
entertainment. There will be two speakers at the business 
session, one in the morning and one in the afternoon, and a 
speaker at a luncheon session. The speakers have not as yet 
been selected. The principal business at the morning session 
will be the report of the public affairs committee, by John S. 
Burchmore, Chicago, chairman, on developments in the trans- 
portation situation and the possibility of federal control of rail- 
roads and other forms of transportation. The association’s by- 
laws call for the holding of its annual meeting in October or 
November. In order to comply with them, the secretary, A. S. 
Beery, has issued a formal call for a meeting at the Palmer 
House, Chicago, November 30. The call states that no busi- 
ness will be transacted at that meeting and that adjournment 
will be taken to the date set for St. Louis. 


Barney Cushman, president, Cushman Motor Delivery, 
Chicago, was the speaker at a forum meeting of the Junior 
Traffic Club of Chicago November 19. He spoke on current 
problems in the motor carrier industry. Among these he 
counted the necessity of carrying heavier loads with fewer 
trucks and the need for preventive maintenance because of the 
complete cessation of truck manufacture; the problem of man- 
power and the apparent inability of operators to obtain defer- 
ment from the draft boards for drivers and mechanics; the 
complexity of procedure in obtaining certificates of war ne- 
cessity (in which connection he said that about 80 per cent 
of the applications filed contained errors); and the failure on 
the part of truckers, at least in Chicago, to use the joint in- 
formation office. The operations of the Chicago office had 
not appreciably reduced empty truck hauls, he said, adding 
that, in order to make the joint information offices effective, 
the O. D. T. would have to issue an order giving those offices 
authority to require operators to report available trucks. He 
accused the railroads of urging Director Eastman to issue 
an order limiting truck hauls to a maximum of 250 miles and 
said that, if such a limitation were imposed, the movement of 
many essential war materials would be greatly retarded. H. 
M. Foth, freight traffic agent, Union Pacific, presided. 


The Traffic Club of Chicago will hold a Thanksgiving eve 
luncheon November 25. A dinner and card party will be held 
December 2. 


Members of the Women’s Traffic Club of Los Angeles have 
recently contributed 60 boxes of miscellaneous gifts to be sent 
to men serving in the armed forces in the south Pacific area. 
Ann Boecking, American Hawaiian Steamship Company, and 
Ruth McClelland, Western Union, held a breakfast party for 
members November 15. Proceeds of the party will be used 
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to contribute gifts to patients at the U. S. Naval Hospital at 
Norco, Calif. 

The following have been nominated for officers of the 
Traffic Club of Houston: For president, A. R. Atkinson, South 
Texas Cotton Oil Company; first vice-president, Neal Davidson, 
Nickel Plate Road, and Frank Hermon, Maritime Oil Com- 
pany; second vice president, Ray Lamphear, United States Steel 
Company, and Jessie A. Scarborough, Bethlehem Steel Com- 
pany; secretary, W. E. Schubert, Bering Cortes Hardware 
Company; treasurer, Howard Sherfy, Lykes Brothers Steam- 
ship Company, and P. D. Barziza, Peden Iron and Steel Com- 
pany; members, board of directors, Hugh Zimmerman, Mis- 
souri-Kansas-Texas Line; A. U. Zurborg, Southern Rice Sales 
Company; Sydney Ellis, Coyle Line; Bob Williamson, Gen- 
eral Foods Corporation; John Mayfield, Long Reach Shipside 
Terminal; Gene Daniel, Red Arrow Motor Lines; W. L. Robin- 
son, Seatrain Management Corporation; Wyatt Walters, Mag- 
nolia Airco Gas Products Company. The candidates and past 
presidents of the club were guests of honor at a luncheon 
meeting November 17. 








Lt. Helen Walthall, Women’s Auxiliary Army Corps, will 
speak on the purpose and accomplishments of the corps, at a 
dinner meeting of the Women’s Traffic and Transportation 
Club of New Orleans November 24. 


Ambrose J. Seitz, acting general freight traffic manager 
for the Union Pacific, spoke on “Coordinated Transportation 
for Victory” at a transportation night dinner meeting of the 
Omaha, Neb., Traffic Club November 19. Turkeys were dis- 
tributed as door prizes, and there was a program of enter- 
tainment, including demonstrations of jiujitsu fighting, and a 
showing of the sound color film ‘Railroadin’.” The annual 
Christmas luncheon will be held December 23. 


The following have been nominated for officers of the 
Traffic Club of Wilmington, Del.: For president, T. V. Volk; 
vice-president, J. P. O’Neill; secretary-treasurer, C. F. Miller; 
historian, D. J. Moynihan; members, board of governors, four 
to be elected for two years and two for one year, H. M. Ber- 
ridge; J. F. Curren; H. C. Ferguson; G. Harnischfeger; C. 
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Hershey; R. M. Luff; S. Singer; F. R. Webb. The election 
will be held December 2. 





At a dinner meeting of the Traffic and Transportation 
Club of Philadelphia, November 24, the motion picture, “World’s 
Largest Plate Mill,” will be shown by arrangement with the 
Lukens Steel Company. E. G. Stewart, president, will preside, 

Thomas Kelly, representative of the Minnesota Department 
of Conservation, presented a program of entertainment at a 
luncheon meeting of the Transportation Club of St. Paul, 
Minn., November 17. 





Charles J. Thomson, an Australian, spoke on “The United 
States of the South Seas” at a luncheon meeting of the Los 
Angeles Transportation Club November 16. James R. Mc- 
Intyre, North Pacific Traffic Service, program chairman, pre- 
sided. 





The Indianapolis, Ind., Traffic Club held its annual din- 
ner at the Claypool Hotel November 18. 





The Denver Commercial Traffic Club held its annual keno 
party November 18. Proceeds will be used to entertain Denver 
children at a Christmas party. 





The Waukegan-North Chicago Traffic Club held its an- 
nual turkey dinner November 12. There was discussion of 
O. D. T. orders No. 18 and 21. Approximately 300 persons 
attended. 





Norman H. Newhall, Jr., director, Twin Cities Red Cross 
blood donations center, spoke at a Red Cross day luncheon 
meeting of the Traffic Club of Minneapolis November 19. The 
film, “Preparation of Human Serum,” was shown. C. L. Fuller 
was chairman for the day. 


Members of the Evansville, Ind., Transportation held a 
bingo dinner party November 18. Members will vote by mail 
in a primary nominating election to be concluded December 2. 
Each member will vote for eight members to serve as officers 
and members of the board of directors. The nom‘nating com- 
mittee, headed by W. H. Orr, will then select from the 16 
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SIX GREAT STATES contrib- 
uting their full share of 


LOCOMOTIVE WHISTLES echoing in the mountains 
.». resounding over the plains . . . long have heralded 
progress. As never before, America needs her railroads 
—the liaison between producer and manufacturer .. . 
between the home and training center . . . between all 
these and great convoys loaded with disaster for world 
gangsters! In this struggle for our way of life, the effi- 
ciency and stamina of free enterprise are magnificently 
demonstrated by the railroads. On shining rails that 
criss-cross our land, democracy is in action! Here... 
in harmony with the bugle, the farm bell and the work- 
call of industry .. . the locomotive whistle gives assur- 
ance that railroads are on the job serving America! 









7 KCSN Let Your Dollars Serve 


Manpower and Materials =. © ee America too . . . Invest 


KCS-L&A Lines. 


to Victory! . . . served by Wy Them in War Bonds. 
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PORT OF 
LUS ANGELES 


LABEL FOR SPEED 


MODERN 
TERMINAL FACILITIES 


We are prepared to serve the 


SHIPPING PUBLIC 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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members obtaining the most votes, two candidates for presj- 
dent, two for vice-president, six for directors representing ship- 
pers, and six for directors representing carriers. The final 
election will be held at the annual meeting December 16. 


The Transportation Club of Louisville, Ky., held a smoker 
dinner meeting at the Parkmoor Recreation Center Novem- 
ber 17. There was a program of entertainment. The annual 
election will be held December 7. Candidates for election in. 
clude: For president, Walter C. Newkirk, general traffic man- 
ager, Girdler Corporation, and C. A. Bell, traffic manager, 
Curtis-Wright Corporation; vice-president, L. L. Davis, general 
agent, Nashville, Chattanooga and St. Louis Railway, and M. J. 
Duffy, general agent, Kansas City Southern; secretary-treasur- 
er, Raymond W. Ernst, assistant traffic manager, fabricating 
division, Mengel Company, and Edward Fox, traffic manager, 
H. J. Scheirich Manufacturing Company; members, board of 
directors, representing shippers, A. J. Palazzola, traffic man- 
ager, Kentucky Macaroni Company; R. E. Keith, traffic man- 
ager, Colgate-Palmolive Peet Company; C. F. Inman, district 
traffic manager, Joseph A. Henehan, traffic manager, Aubrey 
and Company; rail representatives, A. R. Tilford, district 
freight agent, Southern Railway; M. J. Brown, agent, Illinois 
Central; A. C. Lauer, city freight agent, Louisville and Nash- 
ville Railroad; C. J. Todd, agent, Pennsylvania Railroad; 
other-than-rail representatives of carriers, Paul Holdaway, 
president, Falls Cities Transfer Company; R. O. Davies, gen- 
eral agent, Mississippi Valley Barge Line; B. H. Hermes, com- 
mercial agent, Ziffrin Truck Lines; Leonard Prosser, general 
agent, Acme Fast Freight. At a dinner meeting, December 8, 
The Rev. Father Pierce Dixon, Evansville, Ind., will speak. 

Martha Moore, director, employes’ clubs, and editor, Frisco 
Magazine, for the St. Louis-San Francisco Railway, spoke on 
“Women in the Business World, Their Past Careers and 
Future” at a bosses night dinner meeting of the Women’s 
Traffic Club of Milwaukee November 9. 

The New Haven, Conn., Traffic Club will hold the first of 
a new series of forum meetings at the New Haven Chamber 
of Commerce rooms November 23. 

The Norfolk-Portsmouth, Va., Traffic Club has elected the 
following officers: President, L. H. Rives, traveling freight 
agent, Norfolk and Western; first vice-president, Brooks N. 
Anderson, vice-president, Wright Coal and Oil Company; sec- 
ond vice-president, E. W. Barnes, commercial agent, Virginian 
Railway; secretary, W. H. Walthal, traffic manager, Smith- 
Douglass Company; treasurer, T. R. Horton, traveling freight 
agent, Chesapeake and Ohio. They will be installed at the 
annual meeting December 11. Gen. John R. Kilpatrick, U. S. 
Army, Hampton Roads port of embarkation, Newport News, 
Va., was guest speaker at a monthly dinner meeting Novem- 
ber 19. 

The Traffic Club of New York will hold its annal mem- 
bers’ dinner November 24. The annual election will be held 
at that time. 

The Oakland, Calif., Traffic Club will hold its annual 
Christmas jinx party December 18. : 

The Birmingham Traffic and Transportation Club will 
hold its annual gridiron dinner at the Thomas Jefferson Hotel 
November 23. Joe Norman is chairman of the committee in 
charge. 


I. C. C. APPOINTMENTS 


President Roosevelt November 16 sent to the Senate noni- 
nations for the reappointment of Clyde B. Aitchison, Republi- 
can, of Portland, Ore., and Claude R. Porter, Democrat, of Des 
Moines, Ia., to be members of the Commission for new terms 
of seven years each. Their present terms expire December 
31, 1942. 

Mr. Aitchison became a member of the Commission In 
1917. He was appointed by President Wilson to fill an original 
vacancy on increase of the I. C. C. to nine members. Mr. 
Porter became a member in 1928, having been appointed by 
President Coolidge to succeed Henry C. Hall, resigned. Each 
has served one year terms as chairman. Mr. Aitchison re- 
cently became acting chairman when Joseph B. Eastman took 
over duties as director of the Office of Defense Transportation. 
Mr. Eastman’s chairmanship ended June 30, 1942, and Mr. 
Aitchison was made chairman for the remainder of the calen- 
dar year. 


CHANGES IN DOCKET 

Hearing MC 47874, November 16, Washington, D. C., postponed to 
December 7, Washington, D. C., Examiner Bennett. 

Hearing MC 17543 Sub. 1, assigned November 16, Concord, N. H.. 
canceled. 

Hearing MC 88447, November 19, Chicago, postponed to November 
23, Sherman Hotel, Chicago, Examiner Luce. 

Hearing 1. & S. M-2111, November 20, Aberdeen, S. D., canceled. 


Argument, W-16, November 20, reassigned December 21, Washing 
ton, D. C. 
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2208 R—STANDARD FORM 
FOR LOSS AND DAMAGE CLAIMS 


A claim filed on the best form will be handled 
first because it is the fastest and simplest for the 
carrier. Many years of experience and study 
make “World-Wide” forms the favorite among 
shippers and carriers since they save time for 
both. 


No. 2208R Standard Form for Loss and Dam- 
age Claims is among the most popular. Order 
from the following list or ask for samples. 


Ww Perhaps we still have a long way to go 
before we can make that ‘‘touchdown’’ for 
Victory but we have the men and the power 
to do it. 


Power is a vital factor in this war. The power 
of mechanized units; the power of tanks, 
planes and ships. And, of utmost importance, 
the power of gigantic locomotives that haul 


“First with the Newest Forms" 


HORDER’S, INC. 







Send No. 





. Horder’s, Ine. +. : in- 
Resa SUN as, shanties. tinea of pads vast quantities of war materials and train 
f Please send me free samples of forms checked i uar - 

sieakes at left . . . and enter my order for wunber of caus > loads of troops. 

below. indicated in squares on the right. bill. 








[_] No. 2201 Affidavit Concerning Shortage.... 50 sheets 53x83 $0.30 [| Union Pacific has that power and is using it. 
[_] No. 2202 Affidavit Concerning Damage. .... 50 sheets 53x83 .30 [_| All its equipment and facilities— backed up 
(_] No. 2204 Tracer and Notice of Claim..... 100 sheets 83x11 .65 [_ | ley in bs er—are ‘“‘bucking the line’ 
|_| No. 2205 Consignee’s Form Concealed L&D.100 sheets 83x11 .65 [_| Eee 8 

[_] No. 2206 Shipper’s Form Concealed L & D.100 sheets 83x11 .65 [ | for Uncle Sam. 

U No. 2207R Overcharge Claims ........... 100 sheets 83x11 .65 [_ | A. J. SEITZ 

L_] No. 2208 Standard Form for L & D Claims.100 sheets 83x11 65 [_] Acting General Freight Traffic Manager 

|_| No. 2209 Indemnity Agreement ......... 50 sheets 83x11 .25 [| Union Pacific Railroad 

[| No. 2212 Claim Tracer ............00. 50 sheets 53x83 30 [_| Omaha, Neb. 

[| No. 2214 Claim Record .............05 50 sheets 83x11 .25 [_| 

a No. 2215 Export Overcharye & L&D Claims. 50 sheets 83x11 .25 [| 

LJ L 


No. 2412 Transp. Co’s Insp. Report of L&D. 50 sheets 83x11} .50 


[| Send Bound Folder of 56 Traffic Samples. FREE 
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Distances between shippers and _ con- 
signees under wartime demands are meas- 
ured in hours. “Hours” of distance by every 
device available are being shortened by the 
trunk line railroads. 


Now look at the map. Fourteen trunk 
line railroads, serving all parts of the coun- 
try, meet at Peoria. At Peoria a link makes 
of them a gigantic transportation system— 
that is the P. & P. U. Ry. strategic location 
offers many “service routes” via P. & P. U. 
Ry. Fast interchange—P. & P. U. Ry’s. 
principal objective for many years—cuts the 
distance by hours. 


So by shortening the time distance be- 
tween shipper and consignee P. & P. U. Ry. 
“does its bit” and helps you “help win the 


” 


war. 


E. F. Stock, traffic manager, will be glad 
to help you on traffic problems in any way 
possible—just write or wire him. 


PEORIA AND PEKIN 


UNION RAILWAY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chicago & North Western 
Ry.; Chicago & Illinois Midland Ry.; tlinols Terminal Railroad Co.; inland Waterways 
Corp.; Minneapolis & St. Louls R. R.; Alton Railroad; Atehison, Topeka & Santa Fe Ry.; 
ilinols Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 
& Quiney Rallroad; New York, Chicago & St. Louls Railroad; Cleveland, Cincinnati, 
Chieago & St. Louls Ry. (Peoria & Eastern); Toledo, Peorla & Western R. R. 


PEORIA GATEWAY—ALWAYS OPEN 


a Re, 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have beey 
added since the last issue of THE TrarFic Wortp. New assignments 
on the Commission’s docket of dates later than herein shown 
vear asterisks when they do appear. Current cancellations 
announced too late to show the change in this 

docket will be noted elsewhere. 


November 23—Boston, Mass.—Hotel Manger—Examiner Hanrahan: 
MC 19070—F. P. Fay Live Stock Transportation, Weymouth, Mass, 
1. & S. M-2117—Acids and ammonia, Boston to N. H. and Vt. 


November 23—Chicago, IIl.—Sherman Hotel—Examiner Luce: 
MC 88447—Jacob’s Van Line, Chicago, Ill. 
November 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 30165 Sub. 34—English Freight Co.—Dallas, Tex., certificate to 
extend operations. 
MC 2322, Sub. 10—Johnson Transport Co., Inc., Waco, Tex., cer. 
tificate to extend operations. 


November 23—E! Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 87: 
MC 103157 Sub. 1—Dorris Truck Lines, Hot Springs, N. M., certifi. 
cate to extend operations. 
November 23—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 52751 Sub. 5—Ace Lines, Inc., Fargo, N. D., certificate to extend 
operations. 


November 23—Louisville, Ky.—Brown Hotel—Jt. Bds. 25 and 37: 
MC 375 Sub. 2—Merchants Service Line, Princeton, Ky., certificate 
to extend operations. 
MC 103902—James Shelton, Carrollton, Ky., permit. 


November 24—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 69117 Sub. 1—Southern Transfer Co., Atlanta, Ga., certificate to 
extend operations. 


November 24—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 330: 
MC 88697 Sub. 1—C. E. Mandot, Cleveland, Ohio, permit to extend 
operations. 
November 24—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
MC 1968, Sub. 23—D. C. Hall Motor Transportation, Fort Worth, Tex., 
certificate to extend operations. 
November 24—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 


MC 9700 Sub. 8—Midnite Express, Inc., Fargo, N. D., certificate to 
extend operations. 


November 24—Providence, R. |.—Narragansett Hotel—Exam. Hanrahan: 
MC 103098 Sub. 1—C. W. Fleming, Fairhaven, Mass., permit. 
1. & S. M-2073—C. O. D. rule applicable at R. I. and Mass. points. 
MC 19833—C. W. Fleming Trucking, Fairhaven, Mass. 


November 24—St. Louis, Mo.—Mark Twain Hotel—Jt. Bds. 135 and 149: 
MC 3062 Subs. 1 and 2—L. A. Tucker Truck Lines, Inc., Cape Girar- 
deau, Mo., certificate to extend operations. 


November 24—Washington, D. C.—Examiner Glover: 
Fourth sect. ap. 19992—Ship parts from Ala. to Panama City, Fla. 
November 25—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 59468 Sub. 35—Red Ball Motor Freight Lines, Dallas, Tex., cer- 
tificate to extend operations. 
November 25—Fargo, N. D.—U. S. Court—Jt. Bd. 300: 
MC 102026 Sub. 3—Fettes Motor Freight, Wyndmere, N. D., certifi- 
cate to extend operations. 


November 25—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC C-344—Anderson Motor Service Co. et al. vs, Leahey Motor 
Service. 


November 25—Providence, R. !.—Narragansett Hotel—Jt. Bd. 18: 
MC 101459, Sub. 1—Skelly Detective Service, Inc., Fall River, Mass. 
certificate to extend operations. 
November 25—Washington, D. C.—Argument: 
* Finance 13737—Application C. B. & Q. for permission line between 


Sedan and Moulton and operations between Moulton and Bloon- 
field, Ia. 


November 27—Brooklyn, N. Y.—St. George Hotel—Examiner Hanrahan: 
MC 103804 Sub. 1—A. Meltzer, Brooklyn, N. Y., certificate. 
MC 103912—S. Trollinger, Tuckahoe, N. Y., certificate. 
MC 103952—Atlantic Shell Cabs, New York, N. Y., certificate. 


November 27—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 10472 Sub. 8—Byers Transportation Co., Inc., Kansas City, Mo. 
certificate to extend operations. 
MC 52857 Sub. 8—Southern Transit Co., Kansas City, Mo., certificate 
to extend operations. 
November 27—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 96504—Emery Miller Transfer, Rainy River, Ontario, Can., cel 
tificate. 


November 27—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Schubert: 
MC 69745—Dale Transportation Lines, Inc., Pittsburgh, Pa. 
November 27—Washington, D. C.—Examiner Molster: 
* Finance 14014—Application of United States Steel Corp. for authority 
to acquire control of certain railroad companies. 


November 28—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 94594 Sub. 1—Flatbush Moving Van Co., Inc., New York, N. Y« 
certificate to extend operations. 
MC 103727—L. Kaltman, New York, N. Y., certificate. 
November 28—Kansas City, Mo.—Hotel Pickwick—Examiner Harrison: 
MC 103967—Newway Transfer, Kansas City, Mo., certificate. 
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FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
WHitehall 4-1700 





When Hitler's packs of undersea wolves struck 
at domestic shipping along our shores, he forgot 
about the American railroads — and thereby started 
driving more spikes into his coffin. 


When Axis submarines struck, the Nation's 
railroads were called upon to move the major part 
of the oil supply for the East from Southwestern 
producing centers; to bring Pacific Coast lumber 
and the bulk of Pacific Coast canned goods to the 
East; to more than double the all-rail movement 
of bituminous coal from Southern Appalachian 
fields into New England; and to transport many 
other unexpected and unaccustomed loads. 
Result: today, the greater part of coastwise and 
intercoastal traffic is being moved safely and 
efficiently by the all-rail route, and hundreds of 
vitally needed tankers and other ships have been 
diverted direct to war purposes. 


The Norfolk and Western Railway is carrying 
its full share of that essential traffic which for- 
merly moved by water. Here’s just one example: 
during the first eight months of 1942, this railroad 
moved over its Shenandoah Valley line — 
Roanoke, Va., to Hagerstown, Md. — approximately 
2,000,000 tons of bituminous coal consigned to 
Northern and New England 
States — 2,000,000 tons of coal 
diverted from the Port of Norfolk 
and the water route to N. & W. 
rails — rails that are out of your 
range — Nazi. 
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Trucks are getting scarce; a truck’s time is getting 
to be a precious and an important thing to 
the country. Let no truck waste time, not be- 

© cause it costs money, but because if costs 
defense.eThe Servis Recorder has only one 
purpose: fo help you keep your trucks 
busy and efficient. Use it—for defense. 

Write for booklet: “Ten Ways of Getting More 

Work out of Motor Trucks.’" The Service 
Recorder Co., 1375 Euclid Avenue, Cleveland, Ohio. 


The §ervis Recorder 
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Tells Every Move Your Truck Makes 








VessELs of the McCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 
our ships return to resume handling your shipments 
with care and dispatch. 


DIVISION OF POPE 
AND TALBOT, INC. 





STEAMSHIP 
COMPANY 


M°CORMICK ¥= 








Private Tank Car Operators! 


DAMAGED CARS: 


REPAIRS: We are in position to make them. 


guaranteed. 
Record our name for possible future usage. 
“DESTROYED” CARS: 


"WRECKS": Obtain our propositions—regardiess of locations. 


Our diversified business may enable us to improve 
your total Recoveries quite considerably! 


IRON & STEEL PRODUCTS, 


37 years’ experience. 
13450 S. Brainard Ave., Chicago, Illinois 


“ANYTHING containing IRON or STEEL" 


WARTIME OPPORTUNITIES 


for Wartime presents many problems for traffic men— 
TRAFFI c greatly increased work, priorities and shortages, 


First-class work 


INC. 





younger men called to armed service, government 
regulations, etc. But these very problems create op- 
portunities for the man whois ready or will get ready 
for them quickly. He can serve better his country and 
his company while creating a bigger place for himself 
now and in the post-war adjustment. 

Our free 48-page booklet on Traffic Management 
tells how you can, in spare time and at moderate cost, 
train for these strategic opportunities as hundreds of 
today’s leaders in carrier and industrial fields have 
done before you. Ask for it—it may prove valuable. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 
1195-TA CHICAGO, ILL. 





Dept. 
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November 28—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 
MC 66562 Sub. 458—Railway Express Agency, Inc., New York, N, % 
certificate to extend operations. 
November 28—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 59: 


MC 65472 Sub. 3—Barcus Transfer, New Martinsville, W. Va., cep. ee 
tificate to extend operations. 


November 30—Brooklyn, N. Y.—Hotel St. George—Exam. Hanranhan: 


MC 88845 Sub. 2—Parcel Delivery Service, Inc., Newark, N. J., pep 
mit to extend operations. 





CLASSIFIED ADVERTISING |f__ 


« « RATES: $1.00 a Line, Minimum 3 Lines » , 





WANTED—TRAFFIC CLERK. Must be familiar with rates, rout. 
ing, rate adjustments, etc., on petroleum products, via rail and truck, 
in territory east of the Mississippi River. Must be draft exempt, and 
able to meet a thorough character investigation. This is an Oil Com. 
pany in the Middle West, actively engaged in the war effort, yet it 
is an established, growing, independent, peace time industry. will 


consider female applicants with sufficient experience. Reply Box 80, 
Traffic World. 





POSITION WANTED—Industrial traffic manager with vast experi- 
ence is open for position. Can successfully handle any kind of traffic 
problem. Owns complete traffic library. I. C. C. practitioner. Condi- 
tions make change necessary. Address Box 81, Traffic World. 








FOR SALE—First 27 volumes official Interstate Commerce Commis. 
sion reports with two Digests. Excellent condition. An unusual buy 
of rare volumes. Box 82, Traffic World. 


FOR SALE—Two Triploil Rerefiners specially suited for re-refining 
lubricating oils, 15-gallon per hour capacity, used for demonstrating 


purposes. New machine guarantee. Substantial discount for cash — 
Box 83, Traffic World. 


TRANSPORTATION MANAGER with 26 years’ active transporta-. 
tion experience rail, motor, water, air based on industrial, commercial 
and state regulation. Legal background. Exceptional I. C. C. record. 


Location secondary. Draft exempt. Best references. Address Box $4, 
Traffic World. 


WANTED—By Class 1 motor carrier located in central states, a 
supervisory accountant. Must be experienced in collection of trans- 
portation charges and capable of organizing and managing accounts 
receivable department. Give past experience, references, draft status 
and salary expected. Address Box 85, Traffic World. 

















War won't wait! 


Railway Express provides fast trans- 
portation for the things the nation 
needs to win the war—and for vital 


home-front necessities, too. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIEIR 





SERVICE x 





